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HE two-wheeled truck, as used by 

Erie men, is a most versatile piece 
of freight handling equipment. With the 
aid of a simple adjustable wooden rack, 
almost any type of freight can be easily, 
quickly carried—supported in just the 
right places—given the right s/ant for 
sure, safe trucking. 


Erie men, too, have the right slant 
on handling freight. They know the 
special handling techniques each type 
of product calls for—how to make maxi- 
mum use of equipment to move freight 
quickly and safely. “It’s The Men Who 
Make The Erie’”’ 


Erie Railroad 
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Q. Thirteen messages are car- ; 
ried simultaneously on a single F Radio 
pair of wires, by new Northern : 

Pacific communications system. a Postw: 
Fact or fiction? 

Q. N. P. shop “doctors” use magic powder The € 
to diagnose “that tired feeling" in locomo- 

tive parts. Fact or fiction? Future 


A. Fact. Electronic vacuum 
tubes enable three telephone 
conversations and ten tele- 
grams to ride on one circuit A. Fact. Iron filings, used with electronic 
. a marvelous new aid to 1 Magnaflux, reveal internal fatigue spots. 
railroad operations. “Sick” metal is instantly scrapped. 
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Q. Electricity in the rails controls stopping and starting of N. P. trains. Fact or fiction? } 


A. Fact. Electrical impulses carried through the rails operate 3,867 block signals ® : 
on the Main Street of the Northwest. ; Name Re 
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> Q. Electrical fencing, installed in mountains 
me | by N. P., is used to discourage foolhardy 
: climbers. Fact or fiction? 
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Sreep the movement of your shipments to 
destination. Get action . . . get accuracy 
. . « get on-time delivery! Use this swift, sure, 
“bull's eye" DECATUR directness that's daily 
serving Uncle Sam's war effort as well as hun- 
dreds of leading shippers. DECATUR has the 
routes and the terminals . . . mapped out and 
strategically spotted to cut both time and 
mileage. DECATUR has the equipment . . . mod- 
ern, up-to-the-minute, complete and expertly 
piloted. And DECATUR has the organization 
. . - long-experienced, thoroughly-expert traffic 
expediters highly skilled in producing on-the- 
dot placement of shipments precisely where 
and when they're wanted. Check these facts 
... see for yourself why: 


FOR SHIPMENTS MIDWEST, DECATUR IS BEST 





Buy More 
War Bonds “4 


IATAGE COREA 








THe Trarric Service Corp., 418 S. Market St., Chicago, Ill. Entered as 
anuary 1, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 1879 





‘To take the measure 


ofa coming joo 


EW people notice or even think of the 

many special abilities the railroads have 
been required to develop. One of these is accu- 
rately anticipating the need of agriculture and 
other industry for rail transportation. 


Because they do this, freight cars for years 
have almost always appeared at the right place, 
at the right time and in the right number. This 
has been a must for orderly marketing and 
efficient low-cost transportation. 


Today, while everything they have is working 
day and night to hasten victory, the railroads 


are busy also taking the measure of the jobs 
that lie ahead. 


What new kinds of goods will have to be car- 
ried? What kinds of cars will they need? Where 
will they come from and where will they go? 
What service and rates will be needed to de- 
velop business, shipping and employment? 


Long before the call comes for postwar action, 
the answers to these and hundreds of other 
questions must be ready. Finding the answers 
to these questions is the work of a separate 
group of seasoned railroaders—the Railroad 
Committee for the Study of Transportation. 


In this way, the railroads are looking ahead to 
the time when America turns again to peace- 
time work—and planning their necessary part 
in helping to make it a wonderful land to live 


in, just as they have helped make it strong in 
time of war. 


AMERICAN RAILROADS 


ALL UNITED FOR VICTORY 
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THE DRUG BUSINESS “# § 
WILL TAKE ITS MEDICINE. 


: aN a large part of the wholesale druggist’s capital 
is tied up on his shelves, merchandise held in reserve for unforseen con- 
tingentlin Air Commerce, ever ready to serve every demand of the 
1, . walle, will free a good share of this frozen money. Postwar, the drug 
r trade will. get its supplies swiftly by air. Even the remotest hamlet can 


depend on Air Transportation to rush delivery of medical supplies 


| during an emergency. Count on Curtiss Commandos to play an im- 
ws portant part in the development of a super-service for the drug trade. 
‘0 Loox To Tue Sky, America! ) 

: Curtiss-Wright Corporation, Airplane Division. 

re 
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Curtiss 
Commando 
,™ Bidder for yor silt C ommerce 
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...a trout stream in the front yard— 


mountains at the back door...’’ 


HO’S talking? Just a boy and a 
girl planning their future — the 
inherent privilege of all Americans. 

In this country you’ve always traveled 
or settled where you pleased and tried 
your hand at whatever you chose. 

That’s the American way of life—the 
way the Founding Fathers meant it to be. 
It’s free enterprise! 

Take the case of Solomon Juneau, By- 
ron Kilbourn, Alexander Mitchell and 
their associates—pioneer Americans with 
an enterprising idea. They envisioned a rail- 
road extending westward from Milwaukee 
to the Mississippi River. In the face of 
skepticism and hardships, they planned, 
persevered, prevailed! 


Built nearly a hundred years ago, this 
railroad became The Milwaukee Road. 
Extending farther, south, north and west 
from the Great Lakes, it opened new 
territory clear to the Pacific Coast. 
Sturdy pioneers—eastern tenant farm- 
ers, and immigrants, too—staked out 
farms in this new country and became 
land owners. Clerks, with more courage 
than capital, left secure employment to 
open crossroads stores and become inde- 
pendent merchants. Blacksmith shops 
grew to great industries, and territories 
achieved statehood. 
That’showthe American system worked 
yesterday—and will work tomorrow. Men 
with ideas build railroads, or automobiles, 


or radios, or tractors. They tap new re- 
sources, found new marts —and constantly 
open new opportunities for others. 

It has proved a good system. Let’s not 
tamper with it—except as we must, tem- 
porarily, in achieving Victory — lest we 
win the war and lose our liberty. 


11,000-MILE SUPPLY LINE FOR WAR AND HOME FRONTS 
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Nature Favors 


the SOUTH! 


... in power... Power to drive the wheels 
of a rapidly growing industrial empire... 
power to forge the materials of war and 
to build a richer nation in the years of 
peace to come. 

‘Vast quantities of low-cost fuel in the 
form of coal, gas and o:1, together with nu- 
merous water power sites have resulted in 
the development of an almost unlimited 
supply of electric power in the South. Inter- 
connecting transmission lines throughout 
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the area assure dependable service to all 
sections. Low-cost power has been a potent 
factor in the South’s development. 

The Seaboard Railway, a key railroad 
of the South, has also played a vitally im- 
portant part in the economic progress of 
this area. The Seaboard will continue to 
plan and work for the building of a greater 


and more prosperous Southland in the 
years ahead. 


Seaboard Railway, Norfolk 10, Virginia. 


OF THE SOUT 


Buy more WAR BONDS! 
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Power and 
Performance fo 


“REEP ‘EM ROLLING” 


The Chicago Great Western Railway is adequately 
equipped to perform its full share in carrying out the 


Serving Nation’s war program. 


5 Tracks, motive power and all equipment are in first class 
Important Gateways condition. Operations are well organized and function- 
: ing efficiently and smoothly. 

Chicago 
By virtue of its strategic location and its modern facili- 
ties, the Chicago Great Western Railway is prepared to 
Council Bluffs (Omaha) meet demands for added transportation for the Nation's 


St. Joseph war program and for the ordinary needs of America. 


Kansas City 


. At your service. 
Minnesota Transfer y 


(The Twin Cities) B. R. HARRIS, General Traffic Manager 


309 West Jackson Blvd., Chicago, Ill. 
Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILWAY 


The Corn Belt Route 
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In the world of tomorrow — after this war is won 
— vast new horizons will open for world commerce. 
Far away places that are war names now, give promise 
of becoming thriving commercial centers. The goods 
of America and of other nations will find new world 
wide markets and new uses. Trade will be carried on 
in many tongues. New friendships and new under- 
standing .. . . will lay the 
foundations for postwar commerce such as the world 
has never known. 

America’s expanded Merchant Marine, her wealth 
of resources, and her productive genius and capacity 
will put this nation in the strategic center of acceler- 
ated trade. Huge quantities of America’s goods that 
will stream to world markets and the goods of other 


today and tomorrow . . 


Tomorrow, as they are now, 
the Norfolk and Western's staff 
of foreign freight experts — 
men with years of training and 
experience — will be on hand 
to render every possible assist- 
ance to your export and import 
shipping problems. 


Norfotk-. 
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nations that will come to American markets .. . will 
move through the great port of Norfolk, Va. — served 
by the Norfolk and Western Railway. 

Traversing one of the most productive manufactur- 
ing, mining and agricultural regions of America, the 
lines of the Norfolk and Western provide a direct 
route between the Midwest and the Virginias and 
Carolinas, to and from the year-round, ice-free port 
of Norfolk. 

Today. the Norfolk and Western’s extensive ocean 
terminals are handling cargoes of war... helping to 
speed the day of Victory. Tomorrow, when the war 
is won, the railroad’s tidewater terminals at Norfolk 
will handle cargoes of the world... 
peace and progress. 
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BUY MORE WAR BONDS 
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National 1 
° Robinson 1 
Bulletin #6: Takoma 
@ FLORIE 
Flash Bor 
: ° Flas 
The Independent Movers' & Warehousemen's Association Fulford V 
: e ° : P ° e GEORG 
membership includes experienced moving organizations in House ra 
Suddath 1 
@ ILLINC 
Arrow Ex 
Atlas Van 
Bivins, M 
Bruton’s 


31 states strategically located so that one or more are in 
or adjacent to your locality. These members are amply expe- 


rienced to give you reliable service in the long distance moving 
of your office furniture, household goods or institutional Ie Va 
equipment, and will come to you well recommended by other busi- 
ness organizations in your own vicinity. 

Beginning now, the long distance moving season is swinging 
into full stride, and we sincerely advise that you plan your 
long distance moving at once. fie 


Contact the INDEPENDENT member in your locality by phone ee 


Sweet & 


and discuss your long distance moving problem with him. Its : ag 
a Pelz Tra 


solution will assure you of the same high standard of personal- . esa 
: FS Borgman: 
Brown T 
Kammeie 
Nobles F 
South Si 
Wayne 
Suelzer 
Johnson 


during their business existence. Public's 


ized service, safe, efficient pick-up, delivery or storage, and 


a friendly interest with which they have served every customer 
Clip the Independent Movers' & Warehousemen's Association Keller 1 


Directory on the opposite page, and keep it handy for a ready MeDowel 


reference. Ace-Van 


“ADOPT A TARIFF IN KEEPING WITH YOUR OPERATION” a 
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Your List of Independent Long Distance Movers of 
Household Goods, Office Furniture and Equipment 


LABAMA 
9 eingham Storage Co., Inc., Ensley 
@ CANADA 
Creasey, The Mover, Windsor, Ontario. 
International Cartage, Limited, Windsor, 
Ontario. 
@ COLORADO 
Globe Moving & Storage, Denver. 
Golden Transfer Company, Longmont. 
@ CONNECTICUT 
Amold, John V., Bridgeport. — 
Jon M. Sullivan, Sullivan’s 
Bridgeport. 
Nukala, Anna, Brooklyn. 
Atlantic Moving & Warehouse Co., Hartford. 
Barrieau’s Express, Hartford. 
The Gem Service, E. Hartford 
Krantz’s Express, Hartford. 
Amodio Moving & Storage Co. Frank, 
New Britain. 
Halverson & Son, J., New Britain. 
Charles & Russell Movers, New Haven. 
Merchants Express of New Haven, New 
Haven. 
@ DISTRICT OF COLUMBIA 
Ambassador Moving & Storage. 
Arrow Standard Transportation Co., Inc. 
B & W Transfer. 
Barrett Transfer. 
Cannon Ball Transit. 
Curles, Wm. E. 
Freeman Transfer & Storage. 
Modern Way Mover. 
Mullen’s Transfer & Storage. 
National Delivery Association, Inc. 
Robinson Transfer, L. 
Takoma Transfer & Storage, Inc. 


@ FLORIDA 

American Van & Storage, Inc., Miami. 
Flash Bonded Storage, Inc., Miami. 
Fulford Van & Storage, Inc., Orlando. 
Terminal Van Lines, St. Petersburg. 

@ GEORGIA 

House Transfer & Storage, Inc., Russell C., 
Atlanta. 

Suddath Moving & Storage, Atlanta. 

@ ILLINOIS 

Arrow Express & Van Company, Chicago. 
Atlas Van Lines, Inc., Chicago. 

Bivins, Matthew B., Chicago. 

Bruton’s Careful Movers, Chicago. 

Cass Motor Service, Chicago. 

Calder’s Van Co., Chicago. 

General Movers, Inc., Chicago. 

Interstate Furniture Movers, Chicago. 

Jacob Van Lines, Chicago. 

Kessell Bros. Storage, Chicago. 

Kipps Moving & Storage Co., Chicago. 
Moore’s Express & Van Co., Chicago. 
Morgan Storage & Van Co., Chicago. 
National Van Lines, Inc., Chicago. 
Thompsons Motor Service, Chicago. 
Trans-American Van Service, Inc., Chicago. 
Eddie Wallen Express & Van Co., Chicago. 
Warren Bros. Moving Chicago. 

Rothery Storage & Van Co., Des Plaines. 
Gerold Moving & Warehousing Co., East 


St. Louis. . 
Ice-Coal Transfer Rock Island. 
al ~ Ice, Coal & Transfer, Rock 
and. 
= r. Rosenthal Ice-Coal Transfer, Rock 
sland. 
W. B. Simmon Transfer, Rock Island. 
Johnson Transfer & Storage Co., Streator. 
Sweet & Sons, Russell, Streator. 
@ INDIANA 
Frank, Wilson J., Columbia City. 
Pelz Transfer, Inc., Walter, Evansville. 
Shetler Moving & Storage Co., B. 
Evansville. 
Borgmann & Son, A. C., Fort Wayne. 
Brown Trucking Co., Inc., Fort Wayne. 
Kammeier Trucking Co., Fort Wayne. 
Nobles Furniture Exchange, Fort Wayne. 
—_ Side Transportation Co., Inc., Fort 


ayne. 
Suelzer Trucking, Fort Wayne. 
Johnson Transfer & Storage, Gary. 
Public’s Moving Co., Hammond. 
East End Storage, Indianapolis. 
J. B. Geier, Indianapolis, 
Keller Bros. Transfer Co., Indianapolis. 
Suesz Transfer & Storage, Fred C., In- 
dianapolis, 
well & Son, Marion. 
Mishawaka Transfer Co., Mishawaka. 
Guyer the Mover,”* Peru. 
Ace-Van-Lines, South Bend. 
Dick’s Moving & Transfer, South Bend. 
d, Keith E., South Bend. 
Tocklin Bros. Transfer, Terre Haute. 
Sappington, Samuel V., Terre Haute. 
@ IOWA 


4 & W ‘Truck Lines, Albia. 
Gale’s Transfer & Storage Co., Des Moines. 
Kewell Transfer & Storage Co., Des 

hes, 
Wise Transfer & Storage, Des Moines. 
Cadwell Storage & Moving Co., Mason City. 
Heimen tinger Transfer Line, Mason City. 
eech Transfer & Storage, Mason City. 
Merchants Transfer, Newton. 
DeVries Transfer, Orange City. 


When 


Express, 


@ KANSAS 
Atherton Transfer & Storage Co., Wichita. 
@ LOUISIANA 


Security Storage & Van Co., Inc., New 
Orleans. 


@ MARYLAND 


Apex Universal Van Service, Baltimore. 
Benson Moving & Storage €o., Baltimore. 
Bowers, Charles E., Company, Baltimore. 
Chernock Transfer Co., Inc., Baltimore. 


Dean Transfer Co., Baltimore. 
Storage 


Geipe Van Lines 
Warehouses, Baltimore. 

Highland Storage Warehouse, Baltimore. 

Hughes Van Co., Baltimore. 

Loving & Son, Chas. A., Baltimore. 

O’Brien’s Roland Park Express, Baltimore. 

Snyder Moving Co., Baltimore. 

Sudler Moving & Storage Co., Baltimore. 

Webers Van & Storage Co., Baltimore. 

Wilhelm, D. K., Angelsea & Fleet, Balti- 
more. 

Carbaugh Van Service, Inc., Hagerstown. 

Anchor Transfer Co., Silver Spring. 

Burton Transfer Co., Silver Spring. 


@ MASSACHUSETTS 


Williams The Mover, ‘‘Herb,”” Agawam. 

Harris, Mary G. q 

Weymouth, Daniel M., 

Ahern & Son, T. A., Charlestown. 

Atlantic Moving & Warehouse, Dorchester. 

C. Moriarty & Company and Moriarty Van 
Lines, Jamaica Plain. 

Fabio, William H., New Bedford. 

Edgar, H. E., Newton Highlands. 

Golden, Merand E., Shrewsbury. 

Bowlby & Son, C. R., West Sommerville. 

Charlie, The Mover, Springfield. 

Dahlke the Mover, Bill, Springfield. 

Gloth Transfer Co., Springfield. 

Burke, Philip E., Waltham. 

National Movers of Boston, Watertown. 

Nazarian, John, Watertown. 

Solin Transportation, Worcester. 


@ MICHIGAN 


— Truck & Storage Company, Bay 

ty. 

American Van Service, Detroit. 

Ehalt Moving Co., Detroit. 

Farr Moving, Detroit. 

Frisbie Moving Co., O. H., Detroit. 

Hammel Moving & Storage, Detroit. 

Ivory Storage Co., Inc. John F., Detroit. 

Kanner Moving & Storage Co., Detroit. 

Livernois Moving Co., Detroit. 

Montcalm Moving Co., Detroit. 

Northern Moving & Storage, 

Northwestern Moving = 

Owl Moving & Storage, Detroit. 

Russell’s Moving & Storage, Detroit. 

Suburban Van Lines, Inc., Detroit. 

Warren Co., E. H., Detroit. 

Winner Moving Co., A. E., Detroit. 

Boyd Moving, Arthur, Flint. 

Henry H. Stevens, Flint. 

Home Transfer Company, Grand Rapids. 

Stephan Storage Company, Grand Rapids. 

Boer’s Transfer, Holland. 

TImlach Movers. Lincoln Park. 

Edmund Beaudo, Menominee. 

Colton, Kenneth, Monroe. 

Quick Transfer & Storage, Monroe. 

Bedford Moving & Storage, Pontiac. 

Stevens Brothers Fireproof Warehouse, 
Saginaw. 


@ MINNESOTA 


Elliot Transfer, G. R., Fergus Falls. 
Wittmers Truck Line, William, Albert Lea. 
Hibbing Van & Transfer, Hibbing. 
Berger Transfer, Carl, Minneapolis. 
Chicago Avenue Transfer, Minneapolis. 
Reliable Transfer, Minneapolis. 

Woodland Transfer, Minneapolis. 

Dawn Transfer & Storage Co., St. Paul. 
Metcalf Transfer Co., St. Paul 


e@ MISSOURI 


Day Transfer, Cape Girardeau. 

Adams, J. R., Independence 

Collins Transfer, Independence. 

Marlatt Transfer & Storage, Joplin. 

Ace Cab & Baggage Company, Kansas 


City. 

a M Moving & Transfer Co., Kansas 
ty. 

Hyde Park Transfer Company, Kansas 


City. 
Lincoln Storage & Moving, Kansas City. 
MecCormack-Payton Storage & Moving, 
Kansas City. 
Manhattan Storage & Transfer Co., Kan- 
sas City. 
New Way Transfer, Kansas City. 
South Prospect Transfer, Kansas City. 
White Way Transfer, Kansas City. 
Hudson Van Lines, Overland. 
Gregory Moving Co., St. Louis. 
Gay Hudson Moving & Storage Co., Inc., 
St. Louis. 


Kortkamp Bros. Moving & Storage, Inc., 
St. Louis. 

Lockhart Moving Company St. Louis, 

Plaza Express Co., Inc., St. Louis. 

Sirkin & Needles Moving Co., St. Louis. 

Von Der Ahe Moving Co., St. Louis 


@ NEBRASKA 


Donaldson Transfer, Lincoln. 

Ford Van Lines, Lincoln. 

Lair Van & Storage, Lincoln. 
Andrews Transfer & Storage, Norfolk. 
Central Storage & Van Co., Omaha. 


@ NEW JERSEY 


Empire Moving & Storage Co., Bayonne. 

Engel Brothers, Inc., Elizabeth. 

Engel Moving & Storage, Roy, Elizabeth. 

= Storage Warehouse, C. F., Jersey 

ty. 

Grady Storage Warehouse, 

Mergaugey’s Express 
Grove. 

Evans, Edwin J., Orange. 

Community & Johnson Corp., 
Park. 

J. Fishman & Son, Paterson. 

North South Freightways, Inc., Paterson. 

Wright, John R., Phillipsburg. 

Northern Valley Express, Tenafly. 


@ NEW YORK 


Carroll Moving Service, Albany. 

George’s Moving Service, Albany. 

Return Loads Bureau, Astoria, Long Island. 

Vanportation & Warehouse, Astoria, Long 
Island. 

Helfrich, Francis J., Bronx. 

Hunt’s Point Moving & Storage Co., Bronx. 

Pelham Vans, Bronx. 

Alabama Moving & Storage Co., Brooklyn. 

American Vanlines, Inc., Brooklyn. 

Gene-Eddie’s Vans, Brooklyn. 

Smolowitz Bros.. Brooklyn. 

Anthony L. Walthey, Dover Plains. 

Conway Wisdom, Ellenville. 

Stevens, Wayne C., Elmira. 

Laird’s Movers, Fairport. 

Rose Moving and Storage, Flushing. 

Caswell Van Lines, Henrietta. 

White Star Transfer, Kingston. 

Garrison, Edward B., Monroe. 

Suburban Fireproof Storage, New Rochelle, 

Allied Pittsburgh Warehouse & Van Co., 
New York. 

Continental Van Service, Inc., New York. 

Interstate Van Lines, New York. 

Liberty Return Loads Association, Inc., 
New York. 

National Moving & Warehouse Corporation, 
New York. 

Red Ball Van Lines, New York. 

Red Comet Van Lines, New York. 

Rockland Express, Nyack. 

— Brothers Trucking, Inc.,. Roches- 
er. 

Clancy Carting & Storage, Rochester. 

Dailey, H. E., Rochester. 

Yellow Van & Storage, Rochester. 

Clarence B. Lasher, Saugerties. 

Bell Brothers, Syracuse. 

Dorschug Moving & Trucking Co., 
cuse. 

Nichols Trucking Co., Syracuse. 

Salt City Movers & Storage, Syracuse. 

Henson Truck Lines, Harry J.. Waverly. 

Bly Moving & Storage, Edw., Woodside. 


@ NORTH CAROLINA 


Smith Transfer & Storage, Charlotte. 
Dailey Co., J. T., Greensboro. 

Lipe, M. P., Hickory. 

Tanner Transfer, W. I., Rocky Mount. 


@ OHIO 


Best Movers, Akron. 

Eason Movers, Akron. 

Peck, Wm. J., Akron. 

Snow Brothers, Akron. 

Hammond, L. L., Alliance. 

Jewell Transfer & Moving, 
Bellaire. 

Scott Transfer, T. A., Bellaire. 

The Right Way Movers, Bowling Green. 

Motor Delivery, Canton. 

Russell, E. F., Celina. . 

Ajax Van Lines, Cincinnatti. 

Burgess Movers, Cincinnati. 

Hall Moving and Storage, Cincinnati. 

Powell, John W., Moving & Storage Co., 


Cincinnati. 

Waters, G. W., Cincinnati. 

Central Storage, The, Columbus. 

Kline Transfer & Storage, H. 0O., Co- 
lumbus. 

Poston Transfer, H. F., Columbus. 

Swormstedt Storage & Van Co., Columbus. 

Tagg Coal & Transfer, Delaware. 

United Moving & Storage, Columbus. 

Kuehn, Otto, Dayton. 

Glencoe Transfer, Glencoe. 

Merchants Delivery, Marietta. 

Wetz Bros., Marietta. 

Dependable Messenger & Transfer Service, 
Marion. 


Martin, J. E., Martins Ferry. 


Inc., 


Newark. 
Storage, 


Ocean 


Palisades 


Syra- 


James E., 


Norwood Transfer Co., Norwood. 
Lodge Bros. Transfer, St. Clairsville. 
McMillen, M. C., Shadyside. 
Proctor, Frank C., Sidney. 
Sidney Truck & Storage, Sidney. 
a —.. ron. Strasburg. 

go ansfer Corp. t 
Ont, et oa 


Rymers & Son, A. D., Toledo. 


Thompson’s Transfer. Washi 
Arthur Williams, Wauseon. ee oe 


Koons, Arthur F., Westerville. 

@ OKLAHOMA 

American Transfer & Storage, Tulsa. 
@ PENNSYLVANIA 


— Transfer Co. of Allentown, Allen- 
mn. 
be J — me, Boyertown. 
8 ansfer and Storage, 
Kies, Abbie M., Easton. — So 
Bennett Storage & Carting, J. H., Erie. 
George Papson’s Transfer, Greensburg. 
Diamond Transfer and _ Storage, 
Kensington. 
Fox Transfer, New Kensington. 
pr Ae 3 owe Kensington. 
pple Moving torage Co., Phi 
Bell, J. D., Philadelphia. ree 
— Storage House, Inc., Philadel- 


New 


phia. 
Good Moving & Storage, Philadelphia. 
Victory Storage Company, Philederphia. 
~~ bg RS Pittsburgh. 
as ing. Pittsburgh. 
J. W. McCann, Pittsburgh. i” 
Pittsburgh Warehouse and Van Co., Inc. 
sietvat Tranter de 8 | 
adyside ansfer torage, 
Sober’s Transfer, Pittsburgh. rm. 
Maurer’s Express, Reading. 
Blackledge Trucking, E. T., Scranton 
Anderson, Harry S., Washington. 
Smith, George B., West Chester. 
York Van & Storage, York. 


@ RHODE ISLAND 

Brown & Company, Providence. 
@ SOUTH CAROLINA 

Parrish Dray Line, Inc., Sumter. 
@ SOUTH DAKOTA 


Hand Transfer & Storage Co., Mobridge. 
Buboltz, Al, Transfer, Sioux Falls. 

Munce Brothers, Sioux Falls. 

Parker Transfer & Storage, Sioux Falls. 
Strahon Transportation, Sioux Falls. 
Skinner Transfer & Storage, Co., Water- 


town. 
Vanderhule Transfer & Storage, Yankton. 
@ TENNESSEE 


Ferguson Transfer Co., Inc., Johnson City. 
Ellis Moving Co., Nashville. 
Shaff Transfer & Storage Co., Nashville. 


@ TEXAS 


Busy Bee Transfer & Storage Co., 
Dallas. 


Velvin Transfer Company, Henderson. 
e@ VERMONT 

Ruskin The Mover, Bennington. 

e@ VIRGINIA 


Duncan’s Transfer, Alexandria. 
Shelburne Transfer & Storage Corp., J. C., 
Richmond. 


@ WEST VIRGINIA 


Cooper Transfer. & Storage, Beckley. 

Lovejoy Transfer, Chelyan. 

Moore, Charles Lewis, Gassaway. 

Curtis Transfer, Huntington. 

Gossett Transfer & Storage Company, L. 
D., Huntington. 

Myers Transfer & Storage, Huntington. 

Spear and Spear, Huntington. 

Games, Albert E., Moundsville. 

Barcus Transfer, New Martinsville. 

Still, Luther B., Sistersville. 

Starck, John, Weirton. 

Dickman Transfer, C. J., Wheeling. 

Warwood Transfer Company, Wheeling. 

Hogan Storage & Transfer, Williamson. 


@ WISCONSIN 


Ward Bros. Transfer & Storage, Janesville. 
American Van Line, Inc., Milwaukee. 
Badger Cartage Co., Milwaukee. 

Ervin’s Van Service, Milwaukee. 
Wiedemeyer, Florence, Milwaukee. 

Georges Van & Storage Co., Milwaukee. 
National Van Lines, Milwaukee. 

Walter’s Express and Storage, Milwaukee. 
Rudolph Sorensen, Racine. 

Hinshaw, L., Waupun. 

Capitol Moving and Storage, West Allis. 
City Express & Moving, West Allis. 
Elliott’s Express, West Allis. 


Inc., 


you have a moving job — contact a member of Independent Movers’ and Warehousemen's Assoc., Inc. 
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Far be it from us to desire to appear in the role 

of defender of President Roosevelt in his campaign 
for a fourth term, but we are about as much opposed 
to political “bunk,” from whatever source, aS we are 
to him. And much of what Governor Dewey had to say 
in his Seattle labor speech September 18, especially with 
reference to the recent threatened railroad strike, falls 
in that category. He made President Roosevelt the 
“soat” for that situation. The truth is that the railroad 
workers were out after an increase in pay and had 
voted to strike and tie up transportation in time of 
war if they did not get it. President Roosevelt, for good 
or for ill, was sympathetic with them, as he is with 
labor always, right or wrong. In that sense, he may 
have been more or less responsible for the threatened 
strike, but not because, as Governor Dewey would have 
it, his method of conducting affairs left the workers no 
other course. There can be no valid defense of the 
course they took. 

Of course, we are told that a man campaigning for 
the presidency of the United States and desiring and 
needing all the votes he can get, cannot, if he expects 
to be elected, tell the truth about everything, though 
we have always wondered what would happen if some 
forthright candidate with a passion for truth, backed 
up by ability and energy, would deal honestly and 





A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 
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Campaign Oratory 






OUR PLATFORM 
(THE LONG HAUL) 








frankly with all the issues, in this case the labor issue, 
if he happened to think somewhat as we do and not as 
Governor Dewey says he does. Be that as it may, “‘cam- 
paign oratory,” which was especially condemned in the 
late Mr. Willkie, is never admirable when it distorts the 
facts. President Roosevelt has much to answer for, but 
he didn’t invent Hell, he wasn’t responsible for the 
Civil War, and he didn’t compel, or induce, or influence 
railroad workers to become saboteurs by tying up trans- 
portation in time of war unless they got an increase 
in wages. 

Governor Dewey has referred several times to the 
railway labor act. At Seattle, speaking approvingly of 
the national labor relations act, he said it was modeled 
on the railway labor act of 1926, ‘‘a measure which was 
written, passed and approved by a Republican adminis- 
tration.” The national labor relations act is more akin 
to the railway labor act as amended by Congress and 
approved by President Roosevelt in 1934 than it is to 
the railway labor act of 1926. In that year the Demo- 
crats, of course, were in control of Congress. 

As to the railway labor act of 1926 having been 
“written, passed and approved” by a Republican admin- 
istration, it is true, of course, that it was “passed and 
approved” by a Republican administration. What is 
meant is that the bill was passed and approved when 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 
An Interstate Commerce Commission composed of men, 


» not only of good character and general ability, but with some 


special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. — 

Exempt from income tax railroad revenue set aside for 
deferred maintenance. 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 


751 





752 


the Republicans had a majority in Congress and a Presi- 
dent in the White House. It was passed in the House 
by a vote of 381 to 13 and in the Senate by a vote of 
69 to 13, the voting members including both Repub- 
licans and Democrats. 


The “record,”’ however, does not support the asser- 
tion that the act was “written” by a Republican admin- 
istration, as it shows that the act embodied an agree- 
ment reached by representatives of a majority of the 
railroads and of organized railroad labor. 

The Traffic World, May 1, 1926, p. 1203, told of a 
group of railroad executives calling on President Cool- 
idge, April 24, 1926, and later issuing a statement tell- 
ing of the agreement between management and labor 
embodied in the bill. The committee on labor legisla- 
tion of the Association of Railway Executives, April 23, 
issued a statement in which it said it was well known 
that management and labor representatives had reached 
an agreement that had been embodied in the bill, and 
that, at a meeting of the Association of Railway Execu- 
tives, the committee had been directed “to present the 
bill to Congress and advocate its adoption.” 

“A “spokesman” for President Coolidge—perhaps 
it may be whispered now that the “spokesman” was 
Mr. Coolidge himself—at the White House May 11 
“reiterated a statement that the railroad labor bill was 
not an ‘administration’ measure,” said the Traffic World 
of May 15, 1926, p. 1346. It was said on behalf of the 
President, continued our report, as had been said before, 
that he was pleased to see that the railway manage- 
ments and the railway employes had reached an agree- 
ment. Another sidelight on the atmosphere in which 
the bill of 1926 became a law is found in remarks of 
Senator Bruce, of Maryland, when, just before passage 
of the bill by the Senate by a vote of 69 to 13, May 11, 
1926, the Marylander said that, from the very hour the 
bill was introduced, there had been individuals who had 
been at pains to “let us know that we must accept it or 
nothing, without the dotting of an ‘i’, without the cross- 
ing of a ‘t’, as if it were some kind of an ark of the 
covenant on which. no profane hand must, under any 
circumstances, be laid.” 


In signing the bill May 20, 1926, President Cool- 
idge, in a statement about the measure, in part, said: 
After some months of earnest negotiation between the rep” 
resentatives of a majority of the railway executives and the 
railway employes, they adopted a plan of labor relationship 
designed to provide a method of self-government within the 


industry. This plan has been enacted into law by Congress in 
substitution of the present railway labor board. 


Railroad management, on the other hand, strenu- 
ously opposed enactment of the proposed legislation 
that became the amended ‘railway labor act of 1934. 
That amended act, among other things, contains the 
important provisions under which elections are held to 
determine representation of railroad employes for the 
purposes of collective bargaining. Similar provisions 
are in the national labor relations act. In the hearings 
on the bills that became the national labor relations act 
of 1935 reference to the provisions of the railway labor 


TRAFFIC WORLD 


act was made by witnesses supporting the labor rela. 
tions bills. 


Passenger Travel Rationing 


We are not only unable to understand why the 
© ©O.D.T. does not ration all passenger travel on the 
basis of necessity, but equally unable to comprehend 
the sense of some of the rulings and requests it does 
issue in this matter. For instance (see Traffic World 
September 16, page 708), it has requested that football 
teams make no reservations earlier than the day before 
their out of town trips are to begin. Of course, if any 
such plan is followed, the football teams cannot travel 
at all, for just try to get reservations from here to there 
for twenty or twenty-five people the day before the 
journey begins. It will be impossible, if this plan is en. 
forced, for football teams to keep any kind of game 
schedules. That may be perfectly proper, but why, if it 
is, are professional baseball teams allowed to make 
reservations far-in advance? Of course, they do that 
or their game schedules would be shot to pieces. Our 
guess is that not only do they make reservations more 
than a day in advance, but they make them even earlier 
than the thirty days in advance supposed now to be 
the rule. 

The answer, of course, is that no such rule as is 
now proposed for football teams is applied to baseball 
teams and that for football teams it will not be enforced. 
Either football and baseball that require traveling are 
permissable and should be allowed to function in this 
wartime passenger travel congestion, or they are not. 
If they are, let’s say so and stop bothering them; if they 
are not, let’s have rules against them that are appli- 
cable to and enforced against all alike. There are too 
many words used that mean nothing. 


(2 
Transport Board Failure 


“Tt is unfortunate that, in reporting on the contro- 

versial subject of public aids (subsidies) to the 
carriers, the board is compelled to submit separate 
statements of the two members, accompanied by a copy 
of a staff report to the board, which cannot be accepted 
or approved by either member as the report of the 
board.” 

This quotation is from the separate statement of 
C. E. Childe, member of the Board of Investigation and 
Research, submitted to Congress September 18 with 
the report of the board on public aids to carriers, one 
of the three specific subjects Congress directed the 
board to investigate and with respect to which to make 
determinations on the facts. Separate statements als0 
were filed with respect to the board’s staff report on 
carrier taxation, another of the three specific subjects 
as to which Congress asked the facts. As to the third 
subject—relative economy and fitness of the carriers— 
the board, as had been previously revealed in a pre 

(Continued on page 790) 
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on the * 
rehenj| Forwarder Tariff Rules 
it does Free time storage of 96 hours, provided in a forwarder tariff, 
has been found just and reasonable, but provisions for increased 
World, allowances to shippers in lieu of pick-up service have been 
Oothbal|f found not just and reasonable by the Commission, division 3, 
‘ in a report and order in I. and S. No. 5258, Morgain Forwarding 
before Co.—Pick-Up & Storage. The decision, on reconsideration, re- 
if any § verses in part the prior report of June 16 (see Traffic World, 
June 24, p. 1689). The respondent was ordered to cancel the 
_ travel involved schedules on or before October 20, on not less than 
o theres ne day’s notice, without prejudice to the filing of a new sched- 
we in accordance with the findings. The proceeding was dis- 
yre the continued. Commissioner Lee dissented, saying that, in his 
: opinion, the respondent had justified all the proposed schedules, 
1 1S €N-f a; found in the prior report, and that he disagreed with the 
f game} instant report in so far as it reversed the prior findings. 
ms Referring to the proposed allowances to shippers in lieu 
ry, if it] of pick-up service, the report said they did not of themselves 

y make § appear to be excessive, considered solely from the standpoint 
of the cost of performing the service, and that the proposed 

Jo that§ allowances of 8, 10, and 12 cents were less than it would cost 

5s. O the forwarder actually to pick up the freight. But, it added, 

‘S. OUlfl “we believe that this is one of those competitive rate cuts which 

IS more§ in the end does the carriers no good and is contrary to the 

. national transportation policy. .. .” 
earlier Referring to 17 points in Missouri and Illinois that, the 
y to bef report said, the respondent proposed to include within the 
pick-up limits of St. Louis, it said the respondent evidently was 
of the view that a commercial zone within the meaning of sec- 
le as is tion 203(b)(8) of the interstate commerce act was identical 
with a terminal area under section 202(c), and that “that is 
yaseball | sufficient justification.” However, it said, to consider the two 
rforced terms synonymous would be directly contrary to the position 
7 ‘i the Commission had heretofore taken. It said, also, that to 
ling are consider commercial zones and terminal areas necessarily synon- 
in this} Ymous was also contrary to the policy the Commsision had 

followed for years in determining the extent to which railroads 
ure not.§ might treat territory as being within the switching or pick-up 

- if they limits of a particular station. It said that if in fact the service 

“f from a place, ‘“Monsanto for example,” to St. Louis is line 

e appli-f haul, to permit Monsanto to be included within the pick-up 

are too limits of St. Louis and given an allowance in lieu of pick-up 
service was to make an allowance for line-haul service. 

As to the allowance proposed for Manhattan, the report 
pointed to the congested condition in the so-called loft or gar- 

s ment section of New York, where, it said, it was impracticable 
to give pick-up service, and that, consequently, the allowance 
was really in lieu of a service that would rarely, if ever, be 
performed. Referring to the fact that larger forwarders had 

contro § more receiving stations in the New York area, than had the 
to the§ "espondent, the report pointed out that the protesting forward- 
ers had said that most of their receiving stations were nothing 

separate § but the offices or warehouses of local draymen in the New 

y a Copy York area, and that there was nothing to prevent the respond- 

‘,— ent from also designating the offices or warehouses of local 
rccepted draymen as its receiving stations. 

- of the Discussing the proposed allowances at St. Louis, the report 
said a witness for the Middle West Motor Freight Bureau had 
expressed the opinion that motor carriers would probably have 

ment of} to meet the allowances if they were established, and that they 

a d would probably be forced to extend such allowances to Chi- 
tion an cago, Kansas City, and other points, on traffic to Texas, the 

18 with area principally served by the respondent. It said it was a 

, 8 reasonable conclusion that the middle western motor carriers 

ers, ON # could not at this time afford a general reduction of 5 cents in 

ted the their less-than-truckload rates, adding that the likelihood that 

ke the St. Louis reduction would spread to other traffic applied to 
to ma the proposed allowances at New York and New Jersey points 
nts alsof described in the postponed supplement. 

aport on siahcunincncnnamanmieeal 

subjects ST. L.-S. F. REORGANIZATION 

ae Insisting on its duty to set its own value on services ren- 
he third} derec in connection with railroad reorganization proceedings, 
irriers—} Whether or not there was any adverse testimony, and ruling 

"i 4 pre ag he involved services had been rendered in connection with 

y er 






organization, the Commission, division 4, by a report and 
order in Finance No. 10008, St. Louis-San Francisco Railway 
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Co. Reorganization, has modified its order of August 27, 1941, 
on reconsideraiton, and has fixed the maximum limits of allow- 
ances for services rendered by Bankers Trust Co., White & 
Case, and Bryan, Williams, Cave & McPheeters, in lieu of 
lower amounts fixed by the prior report and order, at $4,500, 
$4,000, and $3,000, respectively. The amounts fixed in the prior 
report and order were $2,500, $3,500, and $2,000, respectively. 
No change was made in the $756.94 allowance for the com- 
bined disbursements of the petitioners. 

The Commission found that all of the services embraced 
in the petitioners’ claims, with the exception of those antedating 
the beginning of the section 77 proceedings, had been in con- 
nection with the proceedings and, therefore, subject to the Com- 
mission’s maximum-limit determination. The ruling was made 
because of the contention of the Bankers Trust Co. that the 
services rendered had not been of direct benefit to the debtor’s 
estate nor of contributive value to the plan, and the report 
pointed out that, in ruling that the services had been in con- 
nection with the proceedings, it was following the ruling of the 
Supreme Court of the United States in Reconstruction Finance 
Corporation vs. Bankers Trust Co., 318 U. S. 163. 


SPANNUTH MOTOR PURCHASE 


Commission, division 4, by a report and order in MC 
F-2443, Wilson R. Ritter, et al—Control; Hall’s Motor Transit 


. Co.—Purchase—E. C. Spannuth, has approved and authorized 


purchase by Hall’s Motor Transit Co., of Sunbury, Pa., of 
operating rights and certain property of E. C. Spannuth, doing 
business as E. C. Spannuth Motor Express, of Harrisburg, Pa., 
and acquisition by Wilson W. Ritter, W. L. Hall, and Charles 
B. Strayer of control of said operating rights and property 
through the purchase. The Spannuth rights involve: common 
carriage of general commodities over regular routes in a de- 
scribed area of Pennsylvania; of meat products; requiring re- 
frigeration, over irregular routes from Sunbury to points in 
Pennsylvania within 50 miles of Sunbury; and temporary au- 
thority to transport radio transmitters and receiving equip- 
ment over irregular routes from Sunbury to Belmar, N. J., 
and general commodities over regular routes between Sun- 
bury, and New York, N. Y., and points within 15 miles thereof. 
The purchase price involving the aforementioned interstate 
rights, certain intrastate rights, and three trucks, was $6,000, 
according to the report. 


Peddler Car Meat Rates 


A proposal by the principal southwestern territory rail car- 
riers to align the rates from Topeka, Kan., with those appli- 
cable from competitive plants at Kansas City, Mo., Wichita, 
Kan., Oklahoma City, Okla., and Fort Worth, Tex., and other 
southwestern origins, to destinations in five southwestern states, 
applicable on fresh meats and packing house products, in 
peddler-car quantities, has been denied by the Commission, 
division 2, by a report and order in I. and S. No. 5286, Meats in 
Peddler Cars, Topeka to Southwest. The carriers were ordered 
to cancel the suspended schedules on or before October 30, on 
not less than one day’s filing and posting, and the proceeding 
was discontinued. 

By schedules filed to become effective March 2, the carriers 
proposed to change the distance commodity rates on fresh meats 
and packing house products, in peddler-car quantities, from 
Topeka, Kan., to destinations in Arkansas, Louisiana (west. of 
the Mississippi River), New Mexico, Oklahoma, and Texas. On 
protest of the Topeka Chamber of Commerce, Topeka Traffic 
Association, and John Morrell & Co., operation of the proposed 
schedules was suspended until October 2, and the respondents 
voluntarily deferred operation of the schedules pending dispo- 
sition of the proceeding. 

The report pointed out that, in Wolff Packing Co. vs. 
Arkansas W. Ry. Co., 161 I. C. C. 577, on reconsideration of a 
prior decision by division 1, 146 I. C. C. 141, the Commission 
had affirmed the finding of the division that rates on fresh meats 
and packing house products, in peddler-car quantities, from 
Topeka to destinations in the aforementioned states, had been, 
were, and would be unreasonable and unduly prejudicial to the 
extent that they had exceeded, exceeded, or might exceed, the 
corresponding carload rates by more than 50 per cent in the 
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case of fresh meat, and 30 per cent in the case of packing house 
products. Pursuant to general increases, it said, the carload 
rates had been increased 5 per cent, whereas the peddler-car 
rates had been increased 10 per cent, adding that because of 
this, and because of the elimination of the Texas differentials 
on the carload rates but not on the peddler-car rates, the pres- 
ent rates on fresh meats and packing house products from 
Topeka, in peddler-car quantities, bore a somewhat higher rela- 
tion to the carload rates than that approved in the aforemen- 
tioned proceeding. The proposed schedules, it said, would further 
disrupt this relation. 


As to the purpose of the adjustment, to align the Topeka 
rates with those from competing points, the report said that 
neither in the proceeding cited, nor in the instant proceeding, 
had the respondents made an attempt to establish that the 
present basis of rates on the involved traffic, from the compet- 
ing plants, was a just and reasonable basis of rates as compared 
with the rates in carload quantities. In the cited proceeding, it 
said, the Commission had concluded that it was generally agreed 
among shippers and carriers that the higher rates as prescribed 
for peddler-car quantities were proper, and that, in the instant 
proceeding, the respondents had failed to show any changed 
circumstances or facts that might alter that conclusion. 


As to the request of the protestants that the proposed 
schedules be found not only not just and reasonable, but that 
the Commission prescribe rates for the future on the same 
relation as that prescribed in the aforementioned proceeding, 
the report said the respondents had not based their proposed 
rates on a relation between peddler-car and carload rates, and 
that the evidence of record was not sufficient to warrant the 
prescription of rates for the future on that or any other basis. 


PASSAMAQUODDY FERRY APPLICATION 


By a report and certificate, effective December 2, in 
W-737, Passamaquoddy Ferry and Naivgation Co. Application, 
the Commission, division 4, has found the applicant to be a 
common carrier, and authorized continuance in operation, as 
to general commodities, between Eastport and Lubec, Me., but 
that, as to the performance of passenger service, the applicant 
was not subject to part III of the interstate commerce act, 
since its passengers were not transported as part of through 
movements to or from other states on inter-line tickets issued 
by it or other carriers. As to the freight service, the report 
said the applicant participated in joint rates with railroads, 
and that traffic was interchanged at Eastport with the Maine 
Central Railroad Co. The Commission found that the applicant 
was engaged as a common carrier by self-propelled vessels of 
not more than 100 tons carrying capacity, and cited Ex Parte 
No. 157, Application of Part III to Transp. by Small Craft, 
260 I. C. C. 155, which, it said, made transportation by such 
vessels subject to part III of the act where carriers by water 
were engaged also in the transportation of property partly by 
railroad or motor vehicle and partly by water under common 
control, management, or arrangement for a continuous carriage 
or shipment. 


Motor Carrier Control 


By a report and order in MC F-2419, Charles Allen, Jr., 
et al.—Control—The Cincinnati, Newport & Covington Railway 
Co. and the Dixie Traction Co., embracing MC F-2418, The 
Cincinnati, Newport & Covington Railway Co.—Issuance of 
Note, the Commission, division 4, has approved and authorized 
the transactions, with certain conditions. In the title case, it 
approved acquisition by Charles Allen, Jr., Rita Allen, Herbert 
Allen, Jr., Harold Allen, and Samuel Elgort, doing business as 
Allen & Co., and Irving K. Weil, Walter H. Weil, Walter H. 
Weil, Jr., and Charles Lob, doing business as Lowe Co., of con- 
trol of the C. N. & C. and the Dixie Traction Co., through 
ownership of capital stock of the C. N. & C. In MC F-2418, the 
division authorized conditionally the issuance of a negotiable, 
unsecured, 3% percent installment promissory note to Allen & 
Co., for $1,304,597, to refund a like amount of outstanding in- 
come demand notes. 


The report said that C. N. & C. operated an electric rail- 
way in the northern Kentucky metropolitan area and between 
that area and Cincinnati, and that about 1936 it began to sub- 
stitute motor busses and electric trolley coaches for the electric 
street cars operated on many of its lines. It said that in MC 
50959, C. N. & C. was authorized to operate as a common car- 
rier of passengers by motor vehicle over routes extending radi- 
ally from its terminal in Cincinnati, across three Ohio River 
bridges to contiguous municipalities in Kenton and Campbell 
counties, Ky. It said that nearly 65 per cent of its traffic was 
in interstate commerce and that the operations of its wholly 
owned subsidiary, Dixie, were over regular routes carrying 
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passengers by motor vehicle between Cincinnati and places jp 
Boone, Kenton, and Campbell counties, Ky. 

The report pointed out that Columbia Gas & Electric Cor. 
poration, which, it said, controlled C. N. & C., in order to com. 
ply with requirements of the Public Utilities Holding Company 
Act, desired to divest itself of its holdings in C. N. & C. ang 
Dixie. It also pointed out that Columbia had advanced large 
sums to C. N. & C., because of heavy losses arising from the 
change from electric street railway operations, and that with. 
out such assistance, it was doubtful that C. N. & C. would have 
survived its financial difficulties. Although it said that a minor 
stockholder of Columbia had protested the transactions, the 
parties named were the only ones who had shown any desire to 
acquire control of the properties, and that if such a negotiated 
sale could not be accomplished, sale at public auction appeared 
to be the only alternative. 

The report said that the findings would be conditioned so as 
to approve purchase of the stock and outstanding indebtedness 
of C. N. & C. for $1,900,000, less interest and dividends paid to 
Columbia between the date of the agreement and the closing 
date, and to require that the present demand notes of C. N. & 
C. be cancelled and replaced by the aforementioned promissory 
note, payable in equal monthly installments aggregating $400. 
000 for the first 12 months, $300,000 for the second 12 months, 
and $604,597 for the next 36 months, with the privilege of pre. 
payment. 

The report also said that it appeared at this time not to be 
necessary that Allen & Co. and Lowe Co. be subjected to the 
provision of sections 204, 214, and 220 of the interstate com. 
merce act as provided in section 5(3), but that should the 
necessity therefor arise in the future the extent to which either 
or both should be subjected to those provisions could be deter. 
mined by supplemental orders as provided in section 5(9). 


















ing sta 
in con 
his bre 
claims 
his sta 
with h 
right k 
45400 ¢ 
of his | 

Afi 
the re} 
busines 
there h 
ness re 
each p 
with p 
manne! 
of Jose 



















CAR FERRY AUTHORITY 

The Commission, division 4, by a report and amended 
certificate and order, effective December 5, in W-303, Western 
Transportation Co., Extension, has granted permanent author. 
ity, superseding present temporary authority, for the perforn- 
ance of freight-car ferry service between Cathlamet and Long- 
view, Wash. The report pointed out that the applicant had 
been granted temporary authority for that service until De. 
cember 31. Jt also pointed out that in the report on reconsid- 
eration in Foss Launch & Tug Co. Applications, 260 I. C. C 
103, the division had found that performance of a freight-car 
ferry service was “a special kind of transportation and is not 
—- within the term ‘transportation of commodities gen- 
erally’.” 

The report said that the traffic involved moved in connec: 
tion with transcontinental rail lines under through rates pub- 
lished in tariffs on file with the Commission. It added that the 
applicant’s service was performed directly for the shipper, and 
that it issued its own bills of lading as a connecting carrier. 
Its service was not for a carrier subject to the act and was, 
therefore, not exempt under section 303(f)(2) of the interstate 
commerce act. It said that the applicant was the only carrier 
equipped to perform the service requested by the lumber con- 
pany and that the applicant owned the equipment used in this 
service. 

The amended certificate also includes the authority grantei 
the applicant in Western Transportation Co. Applications, 25! 
I. C. C. 807, for the transportation of commodities generally 
by non-self-propelled vessels with the use of separate towing 
vessels, and by towing vessels in the performance of genera 
towage between all ports and points in Oregon and Washington 
on the Columbia River and its tributaries below Bonneville 
Dam, but not including the Willamette River above Pulp, Ore. 
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Certificate of Transfer Denial 


“In several respects the testimony of Frank Visceglia in 
the instant proceeding strongly tends to negative any inten! 
and willingness to deal openly with this Commission,”’ sail 
the Commission, division 5, with Commissioner Lee noting 3 
dissent, in its report and order denying the application in MC 
FC-16717, Federal Storage Warehouses, Inc.,—Purchase—Wil- 
liam Schafer & Son, Inc. The proposed transfer involved al: 
thority granted Schafer & Son, Inc., as a common carrier @ 
household goods between points in Essex, Hudson, Union, Pas 
saic, and Bergen counties, N. J., on the one hand, and, on the That c 
other, points in New York, Connecticut, Rhode Island, Massa} S¢Tvice 
chusetts, Maryland, Delaware, Virginia, and the District o Roug 
Columbia, over irregular routes. Ti 

The report pointed out that the number of vehicles owned, stam 
leased, controlled, or operated by Federal and Schafer did not Gree’ 
exceed 20, and that the transaction, therefore, was not sub cTee™ 
jected to the provisions of section 5 of the interstate commer — uN 
act, but was subjected to the regulations governing transfer ation, 
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under section 212(b), including the requirements of the Com- 
mission’s rule 2(c), that the applicant should be fit, willing, 
and able properly to perform the service. The division said 
that, on the entire record before it, it was not convinced that 
Frank Visceglia had made “a complete and frank disclosure 
or that Federal, his operating instrumentality, was fit and 
willing to observe in good faith the requirements of the act 
applicable to, or properly to conduct the operation authorized 
by the certificate which it proposes to acquire.” 

j The report pointed out that Frank Visceglia had been dis- 
cussed as the applicant in MC 45400, MC 46473, and MC 49177 
in United Van Service Common Carrier Application, 3 M. C. C. 
589, and had been therein denied a broker license in part, at 
least, because he had failed to show that he was fit, willing, 
and able properly to perform such operations and to conform 
to the applicable provisions of the act. 

The report quoted from the record in the instant proceed- 
ing statements of Frank Visceglia to the effect that he had, 
in connection with United Van matters, merely done what 
his brother Joseph told him to do. It said that his present 
claims as to his relationship to his brother’s operations and 
his status in connection therewith were “wholly inconsistent 
with his claim in No. MC 49177 of a ‘grandfather’ carrier 
right based on such operations and his requests in Nos. MC 
45400 and MC 46743 for a broker license to permit continuance 
of his past operations.” 

After discussing the relationship between the brothers, 
the report said that, while Frank Visceglia had acquired a 
business that appeared to be his own rather than his brother’s, 
there had been “no disavowal of the past and an intimate busi- 
ness relationship still prevails between him and his brother, 
each performing services for the other on a reciprocal basis 
with payments being made only ‘sometimes.’ Moreover, the 
manner in which he or Federal now does business on behalf 
of Joseph Visceglia is as already indicated, not above reproach.” 
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Jackson-Hope Towing Rights 


While it was difficult to determine with any degree of 
accuracy the extent of the non-exempt operations performed 
by the applicant, said the Commission, division 4, in a report 
in W-461, Jackson-Hope Towing Co., Inc., Contract Carrier 
Application, the varied nature of the tows performed in 1938 
and in each year since that time warranted a finding that the 
applicant on January 1, 1940, and since, had been in bona fide 
operation as a common carrier by towing vessels in the per- 
formance of general towage. In granting an amended certif- 
icate, effective December 8, the Commission denied the alterna- 
tive application for a permit,. saying that the extent of the 
service performed by the application under term contracts or 
agreements was “considerably more limited than applicant’s 
holding out of a common carrier service to the general public.” 
It also said that the record contained no evidence to warrant 
a finding, as required by section 310 of the interstate commerce 
act, that dual operation by the applicant as both a common 
and contract carrier would be consistent. Commissioner Miller 
dissented in part. 

The Commission found the applicant entitled to continue 
operation in the performance of general towage between ports 
and points east of and including Houston on the Gulf Intra- 
coastal Waterway, including tributaries other than the Missis- 
sippi River system above Baton Rouge, and between such ports 
and points, on the one hand, and, on the other, ports and points 
south of and including Norfolk on the Atlantic Intracoastal 
Waterway, by way of said waterways. The report said the 
authority granted would authorize applicant to perform trans- 
portation both by small and large craft. It said the transpor- 
tation by small craft involved in the instant provision was per- 
formed under circumstances that required them to be subjected 
to regulation under the findings of division 4 in Ex Parte No. 
¢? — of Part III to Trans. by Small Craft, 260 

Included in the request for authority was authority to 
serve an area including the Mississippi River above Baton 
Rouge as far north as its junction with the White River and on 
the White River. In denying this portion of the application, the 
Commission said that only one tow had been performed in that 
area prior to the statutory date and that no service to or from 
any point on the White River had been shown since that time. 

at one movement was not sufficient to establish rights as to 
service on the White River, or on the Mississippi above Baton 
ouge, it said. 

Ii also pointed out that the applicant had begun towing 
petroleum products in 1941 on the Mississippi River from Baton 

ouge to Greenville, Miss., and from Vicksburg, Miss., to 
Greenville. These operations, if performed under the conditions 
specitied in sections 303(b) or 303(d) were exempt from regu- 
lation, it said. They had not been performed on or before the 
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statutory date, it said, and could not be considered as within 
the scope of the applicant’s “normal” general towage operation 
on that date. 

Commissioner Miller said the record showed that all of the 
applicant’s operations on the waterways in question, excepting 
the Gulf Intracoastal Waterway between Mobile and Galveston 
and Houston, and tributaries to that waterway, excluding the 
Mississippi River, had been in intrastate commerce or specif- 
ically exempted from regulation. He said that, in so far as the 
majority report granted “grandfather” rights to perform gen- 
eral towage on such waterways, he dissented for reasons stated 
in his separate expression in W-12, Moral Towing & Transpor- 
tation Co., Inc., Applications, decided July 26. 

The report pointed out that the applicant had been granted 
a certificate September 7, 1942, without formal hearing, and 
that in October of that year, certain water carriers had filed a 
petition for hearing. Subsequent to the filing of that petition, 
it said, the applicant had returned the certificate to the Com- 
mission with a request that it be cancelled, and that, on Octo- 
ber 26, 1942, an order was issued vacating the certificate and 
dismissing the application. Later, on petition of the applicant, 
the proceeding was reopened for reconsideration and hearing, 
the order of October 26, 1942, was vacated, and the effective 
date of the certificate was postponed until further order of the 
Commission, the report said. 





Railroad Abandonments 


St. Louis and Troy 


The Commission, division 4, has dismissed, without preju- 
dice, the application in Finance No. 14446, St. Louis & Troy 
Railroad Co. Abandonment, in which, in February, it granted 
permission to the applicant to abandon, as to interstate and 
foreign commerce, the entire line of its railroad, extending 
from Troy, in Lincoln county, Mo., to the junction with the 
C. B. & Q. at Moscow Junction, Mo., 5.2 miles, and switch 
tracks. The order said that the citizens of Troy and vicinity 
had purchased the capital stock and other securities of the 
railroad company with a view to continuing the operation of 
the line sought to be abandoned, and had requested that the 
application for permission to abandon be dismissed without 
prejudice. 

Loyalsock 


Examiner Lucian Jordan has proposed that the Commis- 
sion, division 4, deny, for the second time, an application to 
abandon 9.74 miles of railroad, extending from Noxen to 
Splash Dam, in Luzerne and Wyoming counties, Pa., on the 
ground that ice harvested in the vicinity of the line was needed 
at Wilkes-Barre and Manchester. The examiner’s proposed 
report was made in Finance No. 14475, Loyalsock Railroad Co. 
et al Abandonment, and involved an application to permit 
abandonment by the Loyalsock, and abandonment of operation 
by the Lehigh Valley. The examiner pointed out that a pre- 
vious application for permission to abandon the line was 
denied in Loyalsock Railroad Co. et al. Proposed Abandon- 
ment, 252 I. C. C. 801. Discussing the data submitted con- 
cerning operations on the line, he said they made no financial 
allowance for three-fourths of the traffic, composed of ice 
for use by the system. He said it would be manifestly im- 
proper to assume that this traffic had contributed no benefit 
to the system, simply because the ice was destined for use 
by the system, adding that the record indicated that, prior 
to 1943, no clear loss had resulted from operation of the 
line. The prospects for a normal volume of traffic in the 
future were good, he said, and that abandonment would re- 
—_ in serious loss to owners of the ice plant supporting the 
ine. 

F. E. C. 


The Commission, Commissioner Porter, has denied a peti- 
tion of certain protestants in Finance No. 14590, Florida East 
Coast Railway Co. Abandonment, Etc., involving an applica- 
tion of the F. E. C. for authority to abandon a line of rail- 
road extending from Maytown to a point 14.6 miles south of 
Okeechobee, and to construct a line from the latter point to 
Fort Pierce, Fla., for postponement for 60 days of the hear- 
ing now assigned at Okeechobee, Fla., on October 5. The 
protestants, the City of Okeechobee, the county of Okeechobee, 
Markham Brothers & Co., and Consolidated Land Co., asked 
the Commission for the additional time in which to obtain 
what they considered necessary information for the Commis- 
sion. They said that, because of gasoline shortage and other 
conditions beyond their control, it had been “virtually im- 
possible” to prepare the data within the time limit since they 
were first advised of the proceeding. They said the citizens 
in the counties serviced by the line sought to be abandoned 
had just recently completed plans for representation and for 
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the compilation of certain data, and that that group also re- 
quested additional time. They said also that there were cer- 
tain companies whose residences were not in Florida, but 
who were vitally affected by the proposed abandonment, and 
that it would be difficult to obtain the necessary data from 
them in time to use it for the hearing on October 5. 


T.& N. O. 


The Texas & New Orleans Railroad Co., in Finance No. 
14702, asks the Commission for authority to abandon service 
on, and to remove, 6.14 miles of branch line main track and 
approximately one-half mile of sidings, between Leonville and 
Port Barre, St. Landry parish, La. The application said the 
territory traversed by the branch had not supported the opera- 
tion of the line, and that it was adequately served by the New 
Orleans, Texas & Mexico, and the New Iberia & Northern (both 
subsidiaries of the Missouri Pacific), the Texas & Pacific, and 
also by highway transportation. 


M. P. in Neb. 


Effective one year from its date, the Commission, division 
4, has issued a report, certificate and order, in Finance No. 
14232, Missouri Pacific Railroad Corporation in Nebraska Trus- 
tee Abandonment, permitting abandonment by the trustee of 
the applicant of a portion of a branch line extending from 
Talmage to Crete, approximately 58.1 miles in Otoe, Johnson, 
Lancaster, and Saline counties, Neb. At the same time, the 
division said that public convenience and necessity were not 
shown to permit abandonment of a portion of a branch line 
extending from Talmage to a point about two miles north of 
Auburn, approximately 11.9 miles, in Otoe and Nemaha coun- 
ties, Neb., and denied this portion of the application. 

The report said that it was clear from the record that in- 
definite continued operation would impose an undue and un- 
necessary burden on the applicant and on interstate commerce. 
It said, however, that, in view of the importance of the food and 
feed products transported, and the want of additional facili- 
ties for moving them, immediate abandonment of the branch 
would result in inconvenience to the general public and would 
have an adverse effect on the war effort. It added that “in 
view of the more favorable progress of the war in Europe, 
however, it is deemed probable that it may end at a reasonably 
early date. When that occurs, undoubtedly the pressure for 
truck equipment will be greatly relieved.” As to the portion of 
the application denied, the report said: 


An application for permission to abandon the so-called Weeping 
Water branch connecting with the Crete line at Talmage, was denied 
without prejudice on May 13, 1944, Missouri Pacific Railroad in Ne- 
braska Trustee Abandonment... (see Traffic World, May 20, p. 1370). 
The record shows that some traffic is interchanged between the two 
branches. In cases of emergency, main-line trains have been routed 
over the Weeping Water branch and that portion of the Crete branch 
between Talmage and the connection with the main line near Auburn. 
The continued operation of the segment south of Talmage will in our 
opinion, be in the public interest. In addition to serving as an alternate 
through line between Auburn and the points north of their route, it 
will enable the applicant to render service to Brock and Glen Rock, 
and afford better direct service to Talmage. 


FINANCE APPLICATIONS 


MC F-2644, Witte Transportation Co., St. Paul, Minn., asks author- 
ity to purchase certain operating rights and equipment of Reuben 
Holst, of Plainview, Minn., and temporarily to operate. 

MC F-2645, Galen William Enfield, dba Enfield Motor Freight, of 
Cambridge, Ia., asks authority to purchase certain operating rights of 
National Freight Lines, Inc., of Chicago, Ill., and temporarily to 
operate. 

Finance No. 10913, Frederick H. Ecker, Frank C. Wright, and 
Robert E. Coulson, as the reorganization committee under the plan 
of reorganization of the Western Pacific Railroad Co., asks authority 
(1) To issue: $10,000,000 of first mortgage 4 per cent bonds, Series A, 
due January 1, 1974; $21,219,000 of general mortgage 4% per cent 
income bonds, series A, due January 1, 2014; 318,502 shares of pre- 
ferred stock, series A, of the par value of $100 a share; 743,412,767 
shares of common stock without par value; scrip certificates required 
in respect of general mortgage 4% per cent income bonds, series A, 
preferred stock, series A, and common stock; and temporary bonds 
or certificates deemed necessary to effect prompt consummation of 
the plan; (2) assumption of obligation in respect of the following: 
$1,235,000 unpaid balance of 3 per cent equipment trust certificates, 
series of 1937; $1,855,000 unpaid balance, 1% per cent equipment trust 
certificates, series of 1941; (3) approval of the acquisition by Recon- 
struction Finance Corporation of: $10,000,000 of first mortgage’ 4 per 
cent bonds, series A; $1,185,200 of general mortgage 4% per cent 
income bonds; 17,778 shares of preferred stock; and 15,788 shares of 
common stock; (4) transfer of properties as provided by the plan of 
reorganization. 

Finance No. 14696, Erie Railroad Co., asks authority to issue 
$13,000,000 of first consolidated mortgage bonds, series E, with interest 
at 3% per cent a year, and with provision for a sinking fund. The 
application said that the original request for authority called for a rate 
of interest to be named in the bid of the successful bidder. It said it 
was believed that it would be in the interest of the applicant and in 
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the public interest to make provision for an annual sinking fund for 
the series E bonds. 

MC F-2643, Pittsburgh-Wheeling Truck Service, and E. &,. 
Strickler and Samuel Greig, of Wheeling, W. Va., ask authority to 
purchase certain operating rights of I. E. Narigan, dba Pittsburgh. 
Wheeling Truck Service, also of Wheeling. 

MC F-2646, McCoy Truck Lines, Inc., of Waterloo, Ia., asks author. 
ity to purchase certain operating rights of Central West Shippers, of 
Chicago, Ill. 

MC F-2647, Eastern Massachusetts Street Railway Co., of Boston, 
Mass., asks authority to issue $5,950,000 general mortgage bonds, to 
refund a like amount of refunding mortgage bonds. The new bonds 
are to carry interest at 4 per cent a year, and to be due March 1, 1962, 

MC F-2648, Michigan Messengers, Inc., of Grand Rapids, Mich., asks 
authority to acquire control of The Vyn Co., also of Grand Rapids, 
through ownership of common stock. 

Finance No. 14703, West Feliciana Railway Co., asks authority to 
acquire and operate 17.73 miles of the Louisiana & Arkansas Railway 
Co., extending from Angola to St. Francisville, in West Feliciana 
parish, La., and to issue 650 shares of capital stock of a par value of 
$100 and to issue three promissory notes, each for $15,000, pavable to 
the L. & A. one, two, and three years after date. 

MC F-2649, Weir Cove. Moving & Storage Co., Inc., and Romano 
Castelli, of Holidays Cove, W. V., ask authority to purchase certain 
operating rights of H. J. Mark, dba H. J. Mark & Co., of Steuben- 
ville, O. 

MC F-2650, O. J. Mitchell, dba Mitchell Bros. Truck Lines, of 
Portland, Ore., asks authority to purchase certain operating authority 
of Carroll M. Bertelsen, dba Kenton Express Co., also of Portland. 

MC F-2651, Loren L. Larson, dba Algona Bus Line, of Ft. Dodge, 
Ia., asks authority to lease certain operating rights of Interstate Tran- 
sit Lines, dba under that name, and also under the names Union Pa- 
cific States and Chicago & North Western Stages, of Omaha, Neb. 

MC F-2652, A. C. Willingham, dba Willingham Motor Lines, of San 
Antonio, Tex., asks authority to purchase certain operating rights of 
Adams Transfer & Storage Co., of Kansas City, Mo. 


Inc., 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 14583, Delaware, Lackawanna & 
Western Railroad Co., et al. Merger, and F. D. No. 14584, Delaware, 
Lackawanna & Western Railroad Co. Securities, authorizing the merger 
of the property of the Lackawanna Railroad Co. of New Jersey into the 
Delaware, Lackawanna & Western Railroad Co. for ownership and con- 
tinued management and operation and also granting to the Delaware, 
Lackawanna & Western Railroad Co. authority to issue (a) certificates 
of deposit in respect of not exceeding 105,800 shares of the capital stock 
of the Lackawanna Railroad Co. of New Jersey and (b) not exceeding 
$10,580,000 of its Lackawanna of New Jersey division first-mortgage 


bonds, consisting of $7,935,000 of series-A bonds and $2,645,000 of 
series-B bonds, in connection with the proposed merger of the two 
properties. Approved. 


Report and certificate in F. D. 14661, Louisville & Nashville Rail- 
road Co. Construction, authorizing construction by the Louisville & 
Nashville ailroad Co. of a line of railroad in Muhlenberg County, Ky., 
approved. 

Report and order in F. D. 14683, Boston & Maine Railroad Notes, 
granting authority to issue at par (1) not exceeding $3,868,968 of 
promissory notes in further evidence of, but not in payment of, the 
unpaid portion of the purchase price of certain equipment to be 
acquired under a lease and purchase agreement, and (2) a promissory 
note in the face amount of not exceeding $1,702,721.25 in further evi- 
dence of, but not in payment of, the unpaid portion of the purchase 
price of certain equipment acquired under an existing lease and pur- 
chase agreement, approved. 

Report and order in Finance Docket No. 14682, Chesapeake & Ohio 
Railway Co. Equipment Trust Certificates, granting authority to assume 
obligation and liability in respect of not exceeding $2,500,000 of Chesa- 
peake & Ohio Railway fourth equipment trust of 1944 1% per cent 
serial equipment trust certificates to be issued by the Chase National 
Bank of the City of New York, as trustee and sold at 99.75 and 
accrued dividends. Commissioner Porter did not participate. Approved, 
in connection with the procurement of certain equipment. 

Report and order in F. D. 14662, Chicago & North Western Railway 
Co. Equipment Trust Certificates, granting authority to assume obliga- 
tion and liability in respect of not exceeding $5,180,000 of Chicago & 
North Western Railway Co. equipment trust of 1944, 1% per cent 
equipment-trust certificates, to be issued by the Continental [Illinois 
National Bank & Trust Co. of Chicago, as trustee, and sold at 99.229 
per cent of par and accrued dividends in connection with the procure- 
ment of certain equipment. Commissioner Porter did not participate. 
Approved. 

Report and order in F. D. 14665, Great Northern Railway Co. Bonds, 
granting authority to issue not exceeding $100,000,000 of general mort- 
gage gold bonds, consisting of $35,000,000 of 3% per cent series K, 
$30,000,000 of 33% per cent series L, and $35,000,000 of 3% per cent 
series M, to be sold at 100.88, 100.18, and 100.81, respectively, and ac- 
crued interest, and the proceeds, with other funds, used to redeem ap- 
proximately $119,887,700 of outstanding bonds, approved. Commissioner 
Porter did not participate. 


PETITIONS FOR REHEARING, ETC. 

MC-C 395, On-Time Transfer Co. et al vs. Oliver L. Buckingham et 
al dba Buckingham Transportation Co. et al. Defendants ask for leave 
to file a reply brief to brief filed on behalf of complainants and inter- 
veners. 

No. 19501, John Arko et al. vs. A. T. & S. F. et al. 
ask for reopening. 

MC-F 2435, James D. Van Hooser, Harold J. Utter and Don D. 
Utter, control, Consolidated Bus Lines, Inc., and Central Bus Lines, 
Ine. Applicants ask for modification of order of June 15. 


Complainants 


Septer 


-— l— 


Con 


gi 
Railrc 
tory 
lower 
rail r¢ 
to thé 
maint 
cited, 
A. G. 
ing C 
as res 
factul 
exam. 
that 1 
ful t 
circui 
unrea 
findin 


Ac 
binati 
crimin 
agains 
exceec 
bility 
spondi 
and re 
of the 
vania 
Hager 
undue 
compl 
may | 


r 


the | 
were 
Cayu 
York 
on t 
conn 
ing | 
or si 
the | 


si 
west 
to De 
two <¢ 
livery 
respe 
trans 

it 
Buffa 
more 
subst 
unde 
to be 
Md., 
react 
Ohio 
at th 


ing 

thro 
tors 
era! 
A ti 
Cay 
poi: 
(res 
des’ 


-, , 
Cay 
ven 
sinc 
tion 
am) 
tra; 





RLD 
nd for 


E. £, 
rity to 
burgh- 


1uthor- 
ers, of 


30ston, 
ids, to 
bonds 
l, 1962, 
l., asks 
Rapids, 


rity to 
tailway 
liciana 
alue of 
able to 


tomano 
certain 
teuben- 


nes, of 
ithority 
nd. 

Dodge, 
e Tran- 
ion Pa- 
leb. 

of San 
ghts of 


anna & 
laware, 
merger 
into the 
ind con- 
slaware, 
tificates 
al stock 
rceeding 
lortgage 
5,000 of 
the two 


lle Rail- 
Sville & 
ty, Ky., 


d Notes, 
8,968 of 
of, the 
t to be 
ymissory 
ther evi- 
purchase 
and pur- 


» & Ohio 
) assume 
yf Chesa- 
per cent 
National 
9.75 and 
pproved, 


Railway 
e obliga- 
hicago & 
per cent 
| Illinois 
at 99.229 
procure- 
rticipate. 


». Bonds, 
ral mort- 
series K, 
per cent 
and ac- 
deem ap- 
missioner 


ngham et 
for leave 
ind inter- 


\plainants 


| Don D. 
us Lines, 





September 23, 1944 





Proposed Reports in I. C. C. Cases 


Combination Grain Rates 


The fact that the Baltimore & Ohio and the Pennsylvania 
Railroad served the involved ‘‘Del-Mar-Va” destination terri- 
tory exclusively, their participation in joint through rates 
lower to that territory from and to the same points over all- 
rail routes, and their willingness to make available lower rates 
to that territory on ex-lake grain from Cayuga, N. Y., while 
maintaining higher combination rates on ex-rail traffic, were 
cited, among other things, by Examiners G. H. Mattingly and 
A. G. Hagerty, in a proposed report in No. 29035, Beacon Mill- 
ing Co., Inc. vs. Akron, Canton & Youngstown Railway Co., 
as resulting in unlawful prejudice to the complainant, a manu- 
facturer of poultry and animal feeds at Cayuga, N. Y. The 
examiners also denied validity to the claims of the carriers 
that they would be short-hauled, or required to furnish waste- 
ful transportation represented by alleged back-hauling and 
circuity, but found the assailed combination rates not proven 
unreasonable or unjustly discriminatory. Their recommended 
findings were as follows: 


Accordingly, the recommended findings are that the assailed com- 
bination rates have not been proven unreasonable or unjustly dis- 
criminatory within the meaning of sections 1 and 2, but that, as 
against complainant, they are unduly prejudicial to the extent that they 
exceed the joint through rates, subject to the tariff rules of applica- 
bility which govern them, that concurréntly are maintained for corre- 
sponding transportation from the same west of Buffalo rail shipping 
and reshipping origins of the grain to the identified destination district 
of the feed products thereof, over the rail routes in which the Pennsyl- 
vania and Baltimore & Ohio participate through Buffalo, Lancaster and 
Hagerstown; and that an order be entered requiring removal of the 
undue prejudice. In the event compliance therewith may not be ac- 
complished without justifiable fourth-section departures consideration 
may be given thereto upon the filing of an appropriate application. 


The examiners pointed out that the combination rates to 
the points of destination in Delaware, Maryland, and Virginia 
were maintained over the only routes accessible in and out of 
Cayuga, which, they said, was served exclusively by the New 
York Central and the Lehigh Valley, the complainant’s plant 
on the rails of the former being reached through switching 
connections by the latter, their rails forming the only connect- 
ing links between Buffalo on the west and their connections east 
or south of Cayuga with other carriers by railroad, including 
the Pennsylvania and B. & O. They continued: 


Therefore, on all-rail grain from shipping and reshipping origins 
west of Buffalo, made into feed at Cayuga and the feed shipped thence 
to Delaware, Maryland, or Virginia, either one or the other of the latter 
two carriers must necessarily participate in transporting the feed; de- 
livery to them of such outbound feed shipments being required at their 
respective junctions, east and south of Cayuga, by the carriers that 
transport the shipments inbound to those junctions from Cayuga. :.. 

Contemporaneously, over other all-rail routes from the west through 
Buffalo, but not through Cayuga, both the Pennsylvania and the Balti- 
more & Ohio participate in the maintenance of joint through rates, 
substantially lower than the combination-rates through Cayuga, which, 
under the governing tariff rules of applicability, enables western grain 
to be made into feed at either Buffalo, Lancaster, Pa., or Hagerstown, 
Md., and shipped thence to markets in Delaware, Maryland and Virginia 
reached exclusively by either the Pennsylvania or the Baltimore & 
Ohio or by the lines of their respective connections immediately beyond, 
at the unpaid balances of the joint through rates. 


_. The examiners pointed out that the complainant was seek- 
Ing to have established over the only accessible all-rail routes 
through Cayuga the joint through rates available to competi- 
tors manufacturing like feeds from grain having the same gen- 
era! sources of origin, at Buffalo, Lancaster, and Hagerstown. 
A table in the report showed the “disadvantages per ton, against 
Cayuga” as between the combination rates maintained via that 
point and the joint rates maintained via Buffalo, from Chicago 
(reshipping) and from Lansing, Mich., to various points in the 
destination territory, to range from $2.90 to $4.20. 

Routes embracing the lines of the Pennsylvania and the 
B. & O. on traffic generally, including feed, ovitbound from 
Cayuga to all destinations were, as a matter of public con- 
venience and necessity, kept open and available, especially 
Since, as to some destinations, of which those under considera- 
tion were typical, they were the only accessible routes, the ex- 
aminers said. However, they pointed out, in reference to the 
transportation of feed, the use of those routes might be had 
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only at the combination rates. Therefore, they added, the ques- 
tion for determination was not, as suggested by the defendants, 
whether new and additional routes to and from Cayuga should, 
in public interest be established, but rather it was what rates 
would be reasonable and otherwise lawful in and out of Cayuga 
for the described transportation over the existing and only ac- 
cessible routes. The rate differences against Cayuga and in 
favor of Buffalo, Lancaster and Hagerstown, they said, were 
matters primarily within control of the Pennsylvania and the 
B. & O., who “by their refusal, individually, to join in the 
maintenance, over the only accessible rail routes through 
Cayuga, in the joint rates in which they do participate over 
the routes through Buffalo, Lancaster and Hagerstown, effec- 
tively exercise that control.” 

The examiners accepted as accurate for the purpose of the 
instant proceeding the estimate of the defendants of 439.1 
miles of average circuity from 21 grain shipping and reshipping 
origins on and east of the Mississippi River, to 10 representa- 
tive destinations, as compared with numerous more direct 
routes. However, they said, the defendants had not disclosed 
the distances through Buffalo over the routes in which the 
Pennsylvania and the B. & O. jointed in maintaining the joint 
rates, in comparison with distances over the routes through 
Cayuga. Thus, they said, the comparative measures of trans- 
portation required, and the degree of circuity encountered, as 
between the compared movements had not been disclosed, 
adding that neither had the distances in and out of Buffalo 
over the route in which the two roads joined in maintaining the 
joint rates, been compared with those over the more direct 
routes, through Hagerstown and Lancaster. 

“The measured and emphasized circuity, which defendants 
classify as requiring wasteful and extravagant transportation, 
incompatible with public interest and unnecessary, is exclu- 
sively that encountered east of Buffalo over the New York Cen- 
tral and Lehigh Valley through Cayuga, compared with dis- 
tances from Buffalo over either the Pennsylvania or Baltimore 


. and Ohio, neither of which reach Cayuga,” said the examiners. 


The defendants’ distance comparisons did not present 
compiete and accurate representations of the services available 
to complainant’s competitors at Buffalo, they said, in that 
circuity as between the many competitive rail routes over which 
grain was transported to Buffalo, had not been taken into ac- 
count, although, the examiners pointed out, the joint rates in 
which the two railroads participated—and which the complaint 
was seeking to have established under corresponding rules of 
applicability through Cayuga—were mainta'ned over those 
routes. The examiners said the roads “shut from view, or at 
least ignore, the corresponding and competitive nature of the 
trade transactions in and out of Buffalo, compared with those 
in and out of Cayuga, in marketing feed in the identified desti- 
nation district, and the more favorable rate adjustment under 
which they may be accomplished from Buffalo than from 
Cayuga.” 

They said that, while Buffalo was off the shorter and more 
direct routes to the destination district, it was given the bene- 
fits of the joint through rates maintained over those routes, 
but that like benefits were denied the complainant at Cayuga 
on the ground that “trading transactions such as freely may 
be conducted through Buffalo, on basis of the joint through 
rates, cannot correspondingly be conducted through Cayuga at 
the same rates without, according to defendants’ argument, 
compelling wasteful and unnecessary transportation at vari- 
ance with public interest.” The defendants made the further 
argument, the examiners said, that the complainant could reach 
a wide range of feed markets other than those in the involved 
destination district—and might also reach the feed markets in 
that district with feed manufactured from ex-lake grain—with- 
out incurring the combination rate penalties, and that it should 
not, as an economic business policy, undertake to market its 
feed products made from ex-rail grain in the district to which 
only the combination rates were maintained. After quoting 
from defendants’ brief to the effect that since it would not 
occur to any one to employ the proposed routes for grain that 
was not to be transited at Cayuga, and that, therefore, these 
were not such routes as Congress intended the Commission to 
require; and that the Commission should not prescribe through 
routes that would not be practical for continuous movement 
between points of origin and destination and that could have 
no other purpose than to enable a transit operator in the inter- 
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mediate territory to obtain a rate reduction, the examiners 
said: 


Whether the Congress intended that the Commission prescribe such 
routes for the ‘‘continuous movement’’ of ‘‘through traffic,’’ or not, is 
deemed to be immaterial in relation to the question submitted for de- 
termination, which . . . is whether the rates maintained over the exist- 
ing and only accessible routes through Cayuga are reasonable and law- 
ful otherwise. That question is not addressed to the ‘‘continuous move- 
ment’’ of ‘‘through traffic,’’ but to the rates maintained on shipments 
separately and independently made to and from Cayuga, compared with 
the rates concurrently maintained on like shipments, also separately and 
independently made under similar circumstances and conditions to and 
from Buffalo, to and from Lancaster, and to and from Hagerstown. 


The examiners said that the disclaimer of responsibility by 
the Pennsylvania and the B. & O. for the alleged preference of 
Buffalo that caused undue prejudice against Cayuga, was 
deemed to be without a valid foundation. Even if those two 
lines withdrew from participation in the tariff authorities, in 
the form of transit arrangements that at present authorized 
application of the joint through rates in and out of Buffalo, 
they would nevertheless remain primarily in control of the 
question of whether joint through rates, lower than the com- 
bination, were to be maintained in and out of Buffalo to desti- 
nations exclusively on their lines and on the lines of their con- 
nections immediately beyond. They pointed out that refusal to 
concur in the maintenance of joint through rates over the routes 
through Cayuga effectively rendered inoperative at Cayuga any 
tariff transit arrangements as matters provided for locally by 
the New York Central and the Lehigh Valley, or other car- 
riers, under which such joint through rates otherwise would be 
applicable. 


They said that, since circuity and back-hauling considera- 
tions over the routes through Cayuga did not persuade either 
line against voluntary participation in the ex-lake rates, over 
those same routes on feed products made from grain reaching 
Buffalo over the lakes, and since the rail operating perform- 
ances east of Buffalo over the routes through Cayuga were the 
same whether the grain reached Buffalo over the lakes or by 
rail, “it becomes obvious that the combination rate differences 
against Cayuga are governed not so much by the represented 
severity of operations east of Buffalo as they are by the mode 
of transportation used in moving the grain to Buffalo.” 


The examiners pointed out that the complaint arose out 
of the threat in 1942-43, when the lake boats were temporarily 
diverted to the transportation of products other than grain, 
and when the outlook threatened a shortage of ex-lake grain 
that might require the complainant to bear the combination 
rate handicap on all of its feed business to the involved desti- 
nation territory. That shortage did not develop, they said, and 
that there was no evidence that the complainant would not be 
able to procure sufficient ex-lake grain to meet its needs, or 
that it would use more ex-rail grain than it had in the past. 
Therefore, they said, if through all-rail rates were substituted 
for the higher combination rates, it did not appear that the 
“represented severity in operating performance over those 
routes” would assume material and burdensome proportions 
against the interests of the two carriers. 


After describing what the defendants deemed to be a back- 
haul, the examiners said that such movements were normally 
and necessarily required in making separate shipments of all 
traffic, not gain and feed alone, to and from Cayuga over the 
only railroads that served that point. They added that ‘‘these 
movements, in relation to such shipments, are therefore not 
back-hauls that compel unnecessary circuity of movement in 
the ordinary and accepted sense and meaning of that term.” 
Even if they were regarded as back-hauls when associated with 
through rates made applicable by “transit” provisions of gov- 
erning tariffs, the examiners said, the performance of the move- 
ments was not and would not be by the Pennsylvania or the 
B. & O. Accordingly, they said, they did not present valid rea- 
sons for the refusal by those two carriers to join in the mainte- 
nance of the joint through all-rail rates sought by the com- 
plainant. For similar reasons, they said the defense of short- 
hauling was without merit, since they were not short-haued in 
taking from their connections, at junctions south and east of 
Cayuga, feed shipments made by complainant to the same 
destinations as from Buffalo, since, without the aid of the New 
York Central or the Lehigh Valley, as terminal carriers in and 
out of Cayuga, neither the Pennsylvania or the B. & O. could 
participate in that transportation. If their claim had reference 
to rights claimed by them to long hauls over their own lines 
from the western origins of the grain, the examiners said it 
could hardly be considered that such transportation had any 
relation to services necessarily required of them in accomplish- 
ing the transportation of shipments to and from Cayuga over 
the only accessible routes. They pointed out that the short- 
hauling class of the interstate commerce act related to single 
transportation transactions, and not to the combined hauls 
embracing, as here, independent shipments separately made 





TRAFFIC WORLD 





over accessible and practical routes established and existing in 
public interest for that purpose. 


As to the sections 1 and 2 allegations of the complaint, the 
examiners said: 

















The only proof relied upon to establish the alleged unreasonable- 
ness of the assailed combination rates was the comparison of them with 
the joint through rates maintained for corresponding transportation 
services in-and-out of Buffalo, Lancaster and Hagerstown. No claim was 
made, and accordingly no evidence offered to prove, that the separately 
maintained rail rates on grain from origins west of Buffalo to Cayuga 
are, as such for the described transportation, inherently unreasonable; 
or that the separately maintained rail rate on feed shipments from 
Cayuga to the identified destination district, are, as applied to that 
transportation, inherently unreasonable. Therefore, for separate and 
independent transportation transactions to and from Cayuga, which is 
the actual transportation services here under consideration for which 
those rates are chargeable under the governing traffs, they have not 
been proven to be unreasonable. 

Nor, in reference to that transportation in-and-out of Cayuga. is 
there any evidence that defendants are charging or maintaining differ- 
ent rates for transportation of the same products from the same ship- 
ping or reshipping origins to the same destinations over the same 
routes under the same circumstances and conditions; hence the alleged 
violations of section 2 are deemed unproven and without merit. 

















































































W. & L. E.-Pa. Controversy 


A controversy between the Wheeling & Lake Erie and the 
Pennsylvania, arising out of the shifting of its ore unloading 
facilities by the Wheeling Steel Corporation across the river 
from Steubenville, O., the desire of the W. & L. E. to continue 
deliveries across the river by the use of a bridge belonging 
to the corporation, and the payment of an allowance for that 
use, would be resolved in favor of the Pennsylvania by the 
Commission if it followed the recommendations of Examiner 
Jerome K. Lyle, in a proposed report in Finance No. 14531, 
Wheeling & Lake Erie Railway Co. Operation. He recom- 
mended that division 4 find that the application of the W. & 
L. E. for authority to extend its line of railroad from Steuben- 
ville, O., to Follansbee, W. Va., by operating over the tracks 
and bridge of the corporation, was not an extension of a line 
of railroad within the meaning of section 1(18) of the inter- 
state commerce act, or in the alternative that the division 
should find that the present and future public convenience and 
necessity did not require the operation proposed. He said an 
order should be entered dismissing or denying the application 
as the division might determine. 

The examiner pointed out that both railroads served Steu- 
benville, O., but that only the Pennsylvania served Follansbee, 
W. Va. He said the Pennsylvania contended that, if permission 
was granted the W. & L. E. to serve Follansbee, it would be 
invading the Pennsylvania’s territory; that the proposed pay- 
ment to the corporation by the W. & L. E. of 75.18 cents a car, 
loaded or empty, moved over the bridge, would amount to a 
competitive advantage in favor of the W. & L. E. of 2.5 to 3 
cents a ton, and that, in the opinion of the Pennsylvania, this 
advantage was sufficient to influence the diversion of tonnage 
to the W. & L. E., in addition to that which it now enjoyed— 
the report showing that for the past 14 years 57.6 per cent of 
all the ore tonnage moving to the Steubenville was handled 
by the W. & L. E. The Pennsylvania further argued, said 
the examiner, that the proposed operation was unlawful be- 
cause the charge for it was merely an allowance to the steel 
corporation for service that it should perform for itself. 


The examiner said that the W. & L. E. argued that the 
proposed operation was not an invasion of Pennsylvania’s ter- 
ritory because the traffic it proposed to handle was the same 
traffic it had handled for the past 14 years. The applicant, he 
said, averred that it was the duty of the Commission to pre- 
serve this traffic to it and to preserve to the steel corporation 
the competitive service of the two railroads. The applicant 
said the Commission should find that this was not an ordinary 
situation because ordinarily when an industry was expanded 
the railroad serving it might construct such additional tracks 
or facilities as’might be necessary to continue its service, 
whereas here the industry had been forced to locate its new 
facilities across a large river, the examiner pointed out. He 
said further that the applicant had argued that, in order to 
reach the expanded facilities with its own tracks it would have 
to build a bridge across the Ohio River at its own expense and 
at a probably much greater cost than the depreciated cost of 
the industry bridge used in determining the proposed charge. 

He said the applicant had compared the arbitrary of two 
cents a hundred pounds in carload lots approved by the Com- 
mission for the use of costly bridges over the Ohio River in 
Freight Bureau of Cincinnati vs. Cincinnati, M. O. & T. R. BR. 
Co., 7 I. C. C. 170, and Bituminous Coal to C. F. A. Territory, 
46 I. C. C. 55, with the 2.5 to 3 cents a ton cost proposed In 
the instant case. He said, also, that the applicant had urged 
the Commission to consider the fact that the denial of the 
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application would result in the loss of all the revenues now 
received by it, and that the Commission should also give con- 
sideration to the testimony of its witnesses that traffic through 
Huron would be decreased at least 50 per cent and that it 
might be necessary to close that port following the war because 
the probable tonnage that would then move through it would 
not warrant the cost of operation. 

In his discussion under the heading of “Conclusion,” the 
examiner said that, if it was possible for the W. & L. E. to make 
a bona fide extension of its line of railroad to the East Steuben- 
ville area, across the river, it was doubtful under the circum- 
stances disclosed that such extension would constitute an in- 
vasion of the Pennsylvania’s territory. However, he said, under 
the proposed ‘method the industry would receive an added 
compensation for each car of ore handled by the applicant, and 
that a “constant temptation’ would be present to favor that 
carrier. It was thus possible, he pointed out, that the Pennsyl- 
vania’s traffic might be materially reduced. On the other hand, 
he said, the record warranted a finding that the applicant might 
lose its entire tonnage to Steubenville and that as a result 
thereof it might be necessary to close the port of Huron. 


“While this unfortunate situation is entitled to serious con- 
sideration,” the examiner said, “it does not warrant the approval 
of a plan not in accordance with the law,” and continued: 


The application is to extend the applicant’s line of railroad by 
operating over the tracks of a private industry, but the authority sought 
is to handle only one particular commodity for the industry whose 
tracks it will use. This is not believed to be an extension of a line 
of railroad within the meaning of section 1 (18) of the interstate com- 
merce act. What is there contemplated is the extension of all common 
carrier rights, duties, and obligations which are exercised by the 
applicant on the remainder of its lines. The applicant has been able 
to refer to no case in which a similar operation was approved or was 
considered by the Commission as an extension of a line of railroad. 

The Commission is asked here to approve not an extension of a 
line of railroad but the performance by a carrier of added service inside 
an industry plus a payment to the industry in connection therewith. 
It is suggested in the record that the industry later may find it neces- 
sary to perform the service itself. In this event the charge would be 
the same as an ordinary allowance. It should be observed that the 
industry has not moved. The record shows that the operations on 
both sides of the river are now considered as a part of a single 
integrated industry. All that is being done is to transfer the ore- 
unloading facilities from one point to another but still within the 
industry confines. The applicant will still have access to the industry 
but the ore-unloading facilities will be farther removed from its inter- 
change point. It seems possible that large industries frequently may 
find it necessary to shift certain types of operations from one point 
to another in the industry confines. The unfortunate situation here 
from the applicant’s standpoint is that its competitor serving East 
Steubenville is so advantageously located with respect to the new ore- 
unloading facilities that the industry hereafter may utilize the service 
of that carrier exclusively rather than handle the traffic with its own 
crews the added distance from the applicant’s present interchange point. 
However, that does not alter the fact that the movement of the traffic 
from the applicant’s present interchange point is entirely within the 
industry confines and under this Commission’s determination in numer- 
ous cases may not be performed by the applicant without making a 
charge therefor. 


Central States Forwarders Rights 


By a proposed report in FF-137, Central States Freight 
Service, Inc., Freight Forwarder Application, the Commission’s 
Bureau of Water Carriers and Freight Forwarders has recom- 
mended that a permit be issued authorizing the applicant to 
forward commodities generally, in interstate commerce, be- 
tween all points in Montana, North Dakota, South Dakota, 
Minnesota, Colorado, Illinois, Iowa, Kansas, Missouri, Nebraska, 
New Mexico, Oklahoma, Texas, and Wyoming, on the one 
hand, and Connecticut, Illinois, Indiana, Kentucky, Maine, 
Maryland, Massachusetts, Michigan, New Hampshire, New 
York, New Jersey, Ohio, Pennsylvania, Rhode Island, Tennes- 
see, Vermont, Wisconsin, and the District of Columbia, on the 
other hand. 

The report said that Universal Carloading & Distributing 
Co., Inc., and National Carloading Corporation had protested 
the granting of the application, alleging in substance that the 
applicant sought authority to serve territory it had not served 
as a freight forwarder, and that there was no proof that an 
extension of its operation would be consistent with the public 
Interest and the national transportation policy. However, it 
Said, prior to May 16, 1942, and continuously since, the appli- 
cant had held itself out to forward commodities generally from 
and to points in the territory described in its application, and 
that it had forwarded a large number of commodities of a 
diversified nature between those points except that no ship- 
Menis had been forwarded from Vermont, South Dakota, Okla- 
homa, Texas, New Mexico, Wyoming, or the District of Co- 
lumbia, nor to Maine, New Hampshire, Rhode Island or Ver- 
mont. It continud: 







759 


Applicant undertakes to serve a large part of the United States 
excluding only seven western and 10 southeastern states. All states 
and the District of Columbia, except Vermont, for which authority 
is sought, had been served at least in one direction. Vermont, the 
District of Columbia, and those states to or from which limited 
service is shown, are within the territories served by applicants and 
in view of the broad holding out and the fact that applicant’s actual 
performance substantially supports its holding out, applicant should 
be granted authority to serve the territory sought in its application. 


GREAT LAKES PASSENGER SERVICE 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders, in a proposed report in W-300, Cleveland and Buf- 
falo Transit Co. of Illinois Applications, embracing an applica- 
tion for the substitution of T. J. McGuire, in the capacity of 
managing agent as applicant, has recommended that T. J. Mc- 
Guire, in the capacity of managing agent, be found entitled to 
continue operation as a common carrier by self-propelled ves- 
sels in the transportation of passengers between Chicago, III., 
and Mackinac Island, Sault Ste. Marie, Detroit, Mich., Cleve- 
land, O., and Buffalo, N. Y., including non-stop excursion cruises 
from and returning to these ports. 

The bureau said that that portion of the applications seek- 
ing a permit should be dismissed, and cited Wilson Line, Inc., 
Com. and Contr. Car Applications, 250 I. C. C. 411. It said 
that division 4, in that proceeding, had concluded that the per- 
formance of regular scheduled service and special or charter 
operations in the transportation of passengers similar to those . 
performed by the applicant were common carriage because 
such services were performed for the general public or for any 
persons or organizations able and willing to pay the price 
demanded. 

It also recommended dismissal of an application for au- 
thority under section 309(c) to institute seasonal operations 
between Chicago and Benton Harbor, Mich. It said that T. J. 
McGuire, the last president of the company, had requested the 
withdrawal of that application. It pointed out that the Transit 
Company had been dissolved and all its assets transferred to 
the shareholders, who had joined in the application for the sub- 
stitution of Mr. McGuire as the applicant. 


LIVESTOCK 


No. 29096, Carstens Packing Co. vs. Union Pacific Railroad 
Co., embracing No. 29096, Sub. 1, Northwestern Livestock Ship- 
pers’ Traffic League et al. vs. Same. By Examiner Leland F. 
James. Recommends rates on live stock, in carloads, from 
points on the New Meadows branch of the Union Pacific Rail- 


‘road Co., in Idaho, to Tacoma, Wash., and North Portland, 


Ore., be found unreasonable and that reparation be awarded. 
The report said that the rates were predicated on the distance 
scales prescribed in Livestock—Western District Rates, 176 
I. C. C. 1, except that the distances from points on the branch 
line to Weiser, junction point of defendant’s main line, had 
been-inflated 50 per cent at the time the branch was owned and 
operated by the Pacific & Idaho Northern Railway Co., a 
short and weak line. Any justification for the charging of 
arbitraries by reason of the fact that the P. & I. N. was a 
short and weak line had ceased to exist after that carrier was 
taken over by the Union Pacific, the report said, and pointed 
out that the defendant had voluntarily filed a tariff to remove 
the arbitraries complained of, effective August 14. The title 
proceeding involved shipments made on and after October 3, 
1941, and the embraced proceeding, shipments within the 
statutory period. 





BROKER APPLICATION DENIAL 


If the applicant’s operations at Oakland, Calif., in selling or 
arranging for transportation were limited to that involving mem- 
bers of the Greyhound bus system, or companies affiliated with 
it as the originating motor common carrier, it would appear 
that those operations might be continued without authority 
from the Commission, said Examiner F. Roy Linn, in a proposed 
report in MC 12295, Perry Earl Crabtree—Broker Application, 
in which he recommended that the application be denied. Appli- 
cant’s operations, he said, were not those of a broker as defined 
in section 203(a) (18) of the interstate commerce act. 

The examiner pointed out that the applicant sold Grey- 
hound transportation for the Pacific Greyhound Lines, under a 
written agreement providing that he would not sell the tickets 
nor render any services to or for any person, firm, or corpora- 
tion engaged in business competitive to that of Greyhound, un- 
less authorized in writing. 


BROKER FOR MILITARY TRAVEL 


A license to cover broker operations in motor vehicle travel 
restricted to men and women in the military service was recom- 
mended by Examiner F. Roy Linn in a proposed report in MC 
12293, Elmer Raymond Schaefer—Broker Application, the li- 
cense to be modified in such manner as to remain in force only 
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until termination of jurisdiction delegated to the Commission 
by the Second War Powers Act or any extension thereof. Upon 
expiration of this jurisdiction, the examiner said, consideration 
might again be given to the granting of a license without any 
modification as to the period it should remain in effect. 

The examiner pointed out that the applicant, operating in 
San Francisco, limited his sales of motor transportation to army, 
navy, marine corps, coast guard, and merchant marine person- 
nel traveling on leave, furlough, or transfer from station to 
station at their own expense. A large percentage of the sales, 
the examiner continued, were made to service men referred to 
the applicant by the Red Cross or army and navy relief organi- 
zations. The applicant, according to the examiner’s report, indi- 
cated the belief that in the absence of the proposed service it 
would be necessary for the motor carriers to establish a joint 
office or make other special arrangements to accomodate the 
service personnel. 





Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated). 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “biack face” type, 
with name of town or city following.) 


California San Francisco) —MC 12287, Raymond Cerf, 
broker application. Denial of license proposed, with respect 
to operation by applicant as broker, dba The Friendly Travel 
Service, of transportation by motor vehicle of passengers be- 
tween all points in the United States. The proposed report 
showed that the applicant charged his customers varying 
amounts for his services in obtaining tickets and making reser- 
vations of travel accommodations. The usual plan of opera- 
tion by the broker of transportation of passengers, said the 
examiner, involved definite arrangements between the so-called 
travel bureaus and the motor carriers, no charges being col- 
lected from the passenger, but in this case, he said, the evidence 
did not show that applicant would be able to effect any such 
arrangements with the several bus lines now serving San Fran- 
cisco in interstate or foreign commerce. As a whole, the facts 
of record failed to disclose an urgent need for the service, he 
concluded. 


California (San Francisco)—-MC 12288, Sol Davis, Sol 
Robert Davis and Norman Davis, broker application. License 
proposed for operation at San Francisco by applicants, dba 
Davis Travel Service, as a broker of transportation by motor 
vehicle of passengers between points in the United States. The 
examiner said applicants provided representation for Pacific 
Greyhound Lines, Santa Fe Trail Transportation Co. and 
Burlington Transportation Co., and that, as compensation, ap- 


plicants retained 10 per cent of the value of each ticket they 
sold. 


California (San Francisco)—-MC 12291, Harvey M. Huff, 
broker application. Dismissal, in accordance with applicant’s 
request, of application for license to operate as broker of trans- 
portation by motor vehicle of passengers between points in the 
United States, proposed. 


California (Oakland)—-MC 12296, Philip J. Solomon and 
Philip M. Solomon, dba The H. C. Capwell Co. Travel Bureau. 
License proposed for operation as broker of transportation of 
passengers by motor vehicle between points in the United 
States. The proposed report showed that the operations of 
the applicants were similar to those of the Davis Travel Serv- 
ice at San Francisco, applicant in MC 12288. 


Ohio (Fairfield)—-MC 14554, Sub. 3, W. L. Mead, extension. 
Certificate proposed. General commodities, with exceptions, 
between specified points and areas in O., Conn., R. I., and 
Mass., over regular routes. 


Massachusetts (Cambridge)—-MC 59271, Sub. 4, Boston 
Truck Co., Inc., extension. Certificate proposed. New furni- 
ture, furniture frames, and new home furnishings, in connec- 
tion with shipments of those articles, uncrated, between Bos- 
ton, Mass., and points within 25 miles thereof, on the one hand, 
and, on the other, points in N. J., Pa., Del., Md., and D. C., 
over irregular routes. 


Kentucky (Pikeville)—-MC-2713, Sub. 6, Williams Feed & 
Transfer Co., extension. Permit proposed. Transportation, 
under special and individual contracts or agreements with 
persons who operate meat packing businesses, of commodities 
manufactured, processed, merchandised, shipped, or dealt in 
by wholesale and retail meat packing houses, over irregular 
routes from Pikeville, Ky., to points in Johnson and Floyd 
counties, Ky., and to points in described areas of Lawrence 
(except Louisa), Magoffin and Pike counties, Ky., and rejected 
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shipments from points in the aforementioned destination terri- 
tory to Ashland, Ky. and Huntington, W. Va. 

Maryland (Baltimore)—MC 60160, Sub. 1, Herbert C. Gough 
and Herbert C. Gough, Jr., extension. Permit proposed. Malt 
beverages, from Baltimore, Md., to Alexandria, Va., and empty 
malt beverage containers from Alexandria to Baltimore, over 
irregular routes. 

Kentucky (Harlan)—-MC 104157, J. Ray Rice, 
Meadows, and John Keller, common carrier. Dismissal of 
application proposed, at applicant’s request. Passengers and 
their baggage, in the same vehicle with passengers, between 
Harlan, Ky., and Knoxville, Tenn. 

Missouri (Caruthersville)—-MC 105120, C. L. Cunningham, 
common carrier. Certificate proposed. General commodities, 
with exceptions, between all points in the St. Louis, Mo.-East 
St. Louis, Ill., commercial zone, on the one hand, and, on the 
other, Portageville, Mo., and all points in Pemiscot county, 
Mo., over irregular routes. 

Kentucky (Lothair)—-MC 105150, Charles E. Combs, con- 
tract carrier. Denial of permit proposed. Fruits, vegetables, 
canned goods, meats, lard and general cargo, from specified 
points in Ga., Ind., O., Tenn., and W. Va., to specified points 
in Ky., over irregular routes. 

Pennsylvania (Bessemer)—MC 89314, Sub. 1, Thomas W. 
Martin and W. Thayer Martin, extension. Denial of permit 
proposed. Building materials, road building and maintenance 
materials, and coal, between points in Beaver, Butler, Craw- 
ford, Erie, Lawrence, Mercer, and Venango counties, Pa., on 
the one hand, and, on the other, points in Ashtabula, Colum- 
biana, Cuyahoga, Lake, Mahoning, and Trumbull counties, O., 
over irregular routes. : 

California (San Francisco)—MC 12289, The Gray Line, 
Inc., broker application. License proposed as broker at San 
Francisco, Calif., passenger transportation between all points 
in the United States. 

North Carolina (Fontana)—-MC 61598, Sub. 23, Smoky 
Mountain Stages, Incorporated, extension. Certificate proposed. 
Passengers and their baggage, express, mail, and newspapers 
in the same vehicle with passengers, between Deals Gap and 
Fontana, N. C., and between Maryville and Clinton Engineer- 
ing Works, near Clinton, Tenn., over specified routes. 


F. M. 





COMMISSION ORDERS 

MC-F 2115 (supplemental), Arthur A. Fogarty, lease, Huck’s Trans- 
fer, Inc. Reopened, and order of October 12, 1943, modified so as to 
authorize extension of lease and amendment of terms of present lease. 

MC-C 390, Blaw-Knox Co., Power Piping Division vs. Acme Freight 
Lines, Inc. et al. Complaint to extend it brings in issue legality and 
lawfulness of rates on shipments of iron and steel articles from Pitts- 
burgh, Pa., to Dania and Perkins, Fla., to be handled under shortened 
procedure. 

Finance -14257, Southern, abandonment. Motion of Southern for re- 
jection of reply to exceptions filed on behalf of State of Alabama 
and Alabama Public Service Commission, protestants, overruled. 

MC-F 2573, M. E. Moore, control, Bowen Motor Coaches and Ar- 
kansas Motor Coaches, Limited, Inc. Application dismissed. 

Finance 14254, Nezperce & Idaho abandonment. Effective date of 
certificate of April 12, further extended to November 10. 

W-357, Nicholson Universal Steamship Co., applications. Petition 
of applicant for reopening and reconsideration accepted and filed of 
record in proceeding, and time for filing reply to petition extended 
to September 30. 

No. 28953, Netherland Shipping & Trading Committee vs. Erie, et 
al. Complaint dismissed. 

No. 29151, Fort Smith Rim and Bow Co. vs. St. L.-S. F., et al. 
Complaint dismissed. 

No. 29164, Rudy-Patrick Seed Co. vs. K. C. S., et al. Complaint dis- 
missed. 

MC-F 2358, Wilson Fly, et al., purchase, Potashnick Local Truck 
System, Inc. Petition of vendor for reconsideration of report and order 
of Division 4, of May 19, dismissed. 

MC-F 2625, Rose F. Schneider and Harry Schneider, purchase, Harry 
Schneider. Application under section 5 dismissed. 


REPARATION ORDERS 
Reparations orders have been issued in No. 28688, J. G. Rogers VS. 
Cc. N. O. & T. P., et al.; No. 28711 (supplemental), Danville Chamber 
of Commerce, Inc., et al. vs. B. & O., et al.; No. 28864, C. A. Glass Co., 
Inec., et al. vs. Pacific Electric; No. 28944, Utah Fuel Co. vs. B. & O., 
et al.; No. 28951, M. N. Landay Co. vs. P. R. R.; and No. 29016, Citi- 
zens Gas and Coke Utility vs. M-K-T, et al. 


STOKERS FOR LOCOMOTIVES 

The Commission, Chairman Patterson, by an order in No. 
24049, A. Johnston, Grand Chief of the Brotherhood of Loco- 
motive Engineers et al. vs. Atchison, Topeka & Santa Fe Rail- 
way Co. et al., has extended to such future date as may here- 
after be prescribed by the Commission the time within which 
the New York, Ontario & Western may install mechanical 
stokers in fifteen of its locomotives. By the Commission’s order 
of March 18, 1939, in the proceeding, the railroad was required 
to complete the installation of the stokers by April 15 of this 
year, and the railroad asked for an extension of time. 
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September 238, 1944 


Ex Parte 148 Reopened 


Ex Parte No. 148, Increased Railway Rates, Fares and 
Charges, 1942, has been reopened for further hearing October 
23 in Washington, D. C., before Commissioners Aitchison, 
Mahaffie and Splawn. 

The reopening order, made public late September 21 by 
the Commission, simply states that the proceeding “is hereby 
reopened for further hearing.” The Commission said that it 
took this action “upon further consideration of the record in 
the above entitled proceeding, of the orders heretofore entered 
therein, and of a petition filed September 13, 1944, by the Na- 
toinal Association of Railroad and Utilities Commissioners et 
al., and good cause appearing.” 

Involved in the further hearing will be the question of 
restoration of the increases authorized in Ex Parte 148, now 
under suspension until December 31. The Commission said 
persons appearing in opposition to restoration would be con- 
sidered as protestants and need not file petitions of interven- 
tion. 

The petition of the National Association of Railroad and 
Utilities Commissioners and others, referred to by the Com- 
mission, asked the Commission to issue a citation requiring 
returns to be filed showing cause why the increases should not 
be permanently cancelled. The reopening order does not re- 
spond to the request for such a citation, but, of course, the 
issue raised by the petition will be a matter for consideration 
at the further hearing. In other words, it was pointed out, the 
Commission did not limit the further hearing to the state com- 
missioners’ request (see Traffic World, Sept. 16, p. 687). 

The order said that oral argument would be heard at the 
conclusion of oral testimony, and that briefs and written argu- 
ments would not be expected. Attached to the order was an 
appendix containing special instructions and rules of procedure 
to be followed. 

The order pointed out that, at the original hearing, the 
parties had stipulated that certain documents, prepared by the 
Commission’s Bureau of Transport Economics and Statistics 
and by the Association of American Railroads, then issued, and 
those that might be issued during the pendency of the proceed- 
ing, might be considered as part of the record. It ruled that 
the following documents, now issued, and to be issued during 
the pendency of the proceeding, would be considered a part of 
the record: 


(1) Operating Revenues and Operating Expenses of Class I Steam 
Railways in the United States (Statement No. M-100, Monthly); (2) 
Operating Revenues and Operating Expenses for Large Steam Rail- 
ways, Individually (Statement No. M-150, Monthly); (3) Selected In- 
come and Balance Sheet Items of Class I Steam Railways (Statement 
No. M-125, Monthly); (4) Wage Statistics of Class I Steam Railways 
(Statement No. M-300, Monthly); (5) Fuel and Power for Locomotives 
(Statement No. M-230, Monthly); (6) Freight Train Performance (State- 
ment No. M-211, Monthly); (7) Passenger Train Performance (State- 
ment No. M-213, Monthly); (8) Revenue Traffic Statistics (Statement 
No. M-220, Monthly); (9) Freight Commodity Statistics (Statement No. 
Q-500, Quarterly); (10) Freight Commodity Statistics (Statement No. 
41100, Annual); (11) Revenue Freight Loaded and Received from Con- 
nections (published weekly by the Association of American Railroads, 
Car Service Division). 


The appendix of special instructions and rules of procedure 
to be followed, except for the excerpts from rules 81 and 84 
of the Commission’s rules of practice, follows: 


Protestants: Petitions of intervention unnecessary. Persons appear- 
ing in opposition to the restoration of the increases will be considered 
as protestants, and may be heard without the filing of petitions of inter- 
vention. 

Simplification of presentations: In order to conserve time and avoid 
expense, it is strongly urged that persons finding themselves with 
common interests in the proceeding shall, to the greatest extent possi- 
ble, endeavor to consolidate their presentation of testimony, and arrange 
for cross-examination by as few counsel as possible. The same course 
should be followed upon oral argument. 

Evidence offered should be carefully prepared with a view to 
conciseness and clarity, and so as to avoid unnecessary extraneous, 
immaterial, and irrelevant matter, and undue cumulation of testimony 
or of witnesses upon any point. It should be factual in character, 
and argument should be reserved for the oral argument stage, and not 
be incorporated in the testimony. 

Exhibits: In the preparation of exhibits Rules 81 and 84 of the 
rules of practice should be followed. Pertinent excerpts from those 
rules are copied below. If possible, all documents submitted by a 
Witness should be embraced in a single exhibit, with pages consecutively 
humbered, suitably bound together. In order to supply the state com- 
missioners, members of this Commission, and counsel in the proceed- 
ing, at least 150 copies of each exhibit should be prepared. So far as 
Possible exhibits should be made self-explanatory in order to minimize 
the amount of time required for explanation by oral testimony. 

Prepared statements: Witnesses who expect in the course of their 
testimony to read from a written statement should have sufficient 
copics thereof to supply opposing counsel, the commissioners on the 
a h, and the official reporter. However, in the interest of conserva- 

1on of time, 


it is suggested that such statements be prepared and — 
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offered in the manner indicated in the following paragraph, as verified 
statements, instead of being submitted orally by a witness on the stand. 

Verified statements (affidavits): Evidence in the form of verified 
statements (affidavits) without personal appearance of the affiant as a 
witness will also be received in the absence of objection, as herein- 
after specified. Parties desiring to offer such statements should send 
15 copies to the Commission and 75 copies to R. V. Fletcher, Trans- 
portation Building, Washington, D. C., prior to October 19, 1944. Notice 
of any objection to the receipt of any such statement in evidence 
should be given to the Commission and to the party submitting the 
statement within three days following the receipt of such statement. 
If no such notice is given within that time, it will be considered that 
objection to the receipt of the statement in evidence is waived, but 
objection to the weight to be accorded the statement of facts is 
reserved. Copies of such statements must also be furnished to other 
interested parties who specifically request them. Such statements 
should conform to rules 81 and 8 of the rules of practice in respect 
of style, mimeographing, printing, etc. They should be limited strictly 
to statements of fact and contain no argument, and if not so limited may 
be excluded. The Commission on its own motion or on objection may 
exclude a verified statement or any portion thereof which (a) is not 
material or relevant to the questions presented in this proceeding, (b) 
is obviously incompetent, or (c) is argumentative in character. In the 
absence of objection to introduction of the verified statement it will 
be unnecessary for the affiant to appear personally at the hearing. All 
verified statements received in evidence will be part of the record in 
the proceeding, upon which the Commission will base its decision. 

Notice of intention to produce testimony: Persons who desire to 
be heard will facilitate the arrangements necessary by sending notice 
to the Commission at Washington of their intention, so as to reach 
the Commission prior to October 18, 1944, which shall state the number 
of witnesses, and the approximate amount of time necessary for presen- 
tation of direct testimony. 

Correspondence: Correspondence relative to this matter should be 
addressed to the Commission at Washington 25, D. C., with a reference 
to the docket number, Ex Parte No. 148. 


Following these instructions, the appendix carried excerpts 
from rules 81 and 84 of the Commission’s rules of practice, as 
to the matter of identifying tariffs referred to; size, identifica- 
tion, arrangement and nature of exhibits; methods of reference 
to tariff authority routes, and distances; and the number of 
copies of exhibits of a documentary character to be furnished. 


Ex Parte 148 Complaint 


In spite of the recent dismissal by the Commission of a 
complaint alleging that the increased freight rates and charges 
permitted by the Commission in Ex Parte 148, in the period 
March 18, 1942, to May 15, 1943, and now under suspension 
until January 1, 1945, were in violation of the interstate com- 
merce act, substantially the same group of receivers, manufac- 
turers, processors, and shippers of commodities have filed a 
new complaint, containing the same allegations (see Traffic 
World, June 10, p. 1557). The instant complaint, No. 29188, 
The Stille-Young Corporation, Chicago, Ill., et al. vs. Akron, 
Canton & Youngstown Railroad Co. et al., and the prévious 
complaint, were filed on behalf of the complainants by L. V. 
Brandt, of Chicago, as registered practitioner for the complain- . 
ants, and Charles O. Swartz, also of Chicago, as attorney for 
the complainants. 

The previous complaint was dismissed by the Commission 
on petition of the railroads, which said that the complaint con- 
stituted an unwarranted and unlawful collateral attack on the 
Commission’s report and order in Ex Parte 148. The railroads 
said that under the procedure of all tribunals no such collateral 
attack was permitted, and that it was particularly to be con- 
demned here in view of the Commission’s action in holding 
open the record in Ex Parte 148 (see Traffic World, Aug. 5, 
p. 312). Complainants in the original complaint then asked the 
Commission to reopen that proceeding and to assign it for 
hearing with the new complaint that they said would be filed 
by the Stille-Young Corporation and others (see Traffic World, 
Sept. 2, p. 557). 

The instant complaint repeats the former requests that the 
present suspension of the increased rates to January 1, 1945, 
be made permanent; that the railroads be required to cancel 
all tariffs that would to any extent reinstate the increased 
rates; that the present general level of rates be continued in 
effect; and that reparation be awarded them. It also repeats 
the charge of unreasonableness of the increased rates, and the 
allegation of discrimination by reason of the assessment of 
blanket percentage increased rates on low-priced “per unit’ 
lightweight commodities, saying that this created an abnormal 
situation that restricted regular trade territory and reduced 
volume of business accordingly, and created unnecessary key 
centers without a hearing as to convenience and necessity. The 
instant complaint also alleges that the situation was unduly 
preferential of the manufacturer of high-priced unit commodi- 
ties and unduly prejudicial to the manufacturer of low-priced 
commodities. 

They said the amount of damage they had suffered was 
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not presently ascertainable ‘due to the excessive details neces- 
sary for computaiton, the sum of which will be determined by 
the decision of the Commission in these proceedings.” 


Ex-Barge Sugar Complaint 


Inland Waterways Corporation, operating the Federal 
Barge Lines, has filed with the Commission its brief in No. 
29078, Inland Waterways Corporation vs. Southern Railway 
Co., et al., involving an allegation that the restricted transit 
privilege in issue is discriminatory in violation of section 3(4) 
of the interstate commerce act. Briefs for the defendants and 
four interveners were also filed. 


The complainant’s brief alleged that the defendants, oper- 
ating in southern classification territory, maintained a stopping- 
in-transit arrangement for the storage of imported refined 
sugar restricted to traffic moving on all-rail rates, and that 
does not apply in connection with barge-rail rates in which the 
complainant is a participant with the railroads, from Mobile, 
Ala., and New Orleans and Port Chalmette, La. 


Maintenance of this arrangement in connection with the 
all-rail rates and the failure to apply it in connection with the 
barge-rail rates, the complainant alleges, not only discriminates 
against the complainant in violation of section 3(4) of the act, 
but imposes on traffic over the barge-rail routes, certain unjust 
and unreasonable rates, rules, regulations and practices. The 
arrangement, the complainant says, also withholds from ship- 
pers over the barge-rail routes and their traffic just and rea- 
sonable rules, regulations, and practices. 

The complainant asks the Commission to require the estab- 
lishment of reasonable, just and non-discriminatory rates, rules, 
regulations and practices on imported refined sugar moving 
over barge-rail routes from New Orleans, Mobile, and Port 
Chalmette to points in Southern Classification Territory, which 

- is stopped in transit for storage. 

“On the face of it,” the Inland Waterways brief says, “the 
restricted transit privilege in issue in this case is discrimina- 
tory in violation of section 3(4) against the barge lines which 
maintain joint differential rates in connection with the defend- 
ants, and the only question for determination is as to whether 
or not that discrimination is justified.” 


Contending that the alleged discrimination is not justified, 
Inland Waterways Corporation says that the service by the 
barge-rail route is the same on a shipment stored in transit as 
on a direct shipment, except for the extra terminal handling 
involved at the transit point, and that precisely the same thing 
can be said concerning services over the corresponding all-rail 
route. Furthermore, the complainant alleges, the service which 
the rail connections of the barge lines provide from port of 
interchange to transit point and thence to final destination on 
a shipment interchanged with the barge lines is the same as the 
service performed by the same railroads on a similar shipment 
interchanged with rail connections. 


The complainant contends that the rubber transit case, 
Storage in Transit of Imported Rubber, 256 I. C. C. 183 is con- 
trolling and should be followed. Asserting that that case in- 
volved a restricted transit privilege of the same character as 
the instant case, the complainant cites the finding of division 2 
that, among other things, ‘‘the maintenance of the arrangement 
for storage in transit at points on respondents’ lines in connec- 
tion with the all-rail rates on imported rubber and latex from 
gulf ports to interior destinations considered herein and the 
failure to provide like transit in connection with joint barge- 
rail transportation of like traffic from the same ports to the 
same destinations at rates not higher than those applicated on 
such traffic not stored in transit is and for the future will be 
unjust and unreasonable.” 


In their brief the Southern Railway Co. and others, de- 
fendants, assert that the record shows that relatively little of 
the imported refined sugar moving to points in Southern terri- 
tory could move over the barge-rail routes because, among 
other reasons, most of this sugar enters the country through 
southern ports other than New Orleans, Port Chalmette, and 
Mobile, and that zoning regulations of the Office of Price Ad- 
ministration restrict to a small area the territory in the south 
to which sugar coming in through these three ports may be 
distributed. The defendants allege that the transit privileges 
on imported refined sugar now under attack were established 
on June 13, 1942, upon representations made by O. P. A. officers 
that they would aid in sugar distribution and rationing and 
sugar price stabilization. 

The defendants allege that no violation of section 3(4) has 
been shown. 

Briefs in support of the complaint were filed by Mississippi 
Valley Barge Line Co., and American Barge Line Co., as inter- 
venors. The Savannah Sugar Refining Corporation, of Port 
Wentworth, Ga., however, filed a brief as intervenor in which 
it “opposes the extension of further privilege to the barge line 
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and its favored patrons, the large sugar refiners located in the 
New Orleans district, in the movement of sugar into the south- 
east in direct competition with the Savannah Refinery.” <A 
fourth intervenor’s brief was entered by the Commodity Credit 
Corporation, which says that the testimony and evidence clearly 
indicates that the complaint was filed for the sole purpose of 
establishing a principle, and that the barge lines will not bene- 
fit directly from a decision in their favor. 


Official Area Scrap Iron Basis 


Examiner M. J. Walsh held a hearing at Chicago Septem- 
ber 15 in No. 28813, Summer and Company vs. Erie, et al., and 
two sub-numbered cases brought by Summer against the rail- 
roads; in No. 29103, Summer and Company vs. New York Cen- 
tral; No. 29104, South Bend Steel Company vs. New York Cen- 
tral et al., and No. 29104, Sub. 1, Empire Sheet and Tin Plate 
Company vs. New York Central et-al. The cases involve allega- 
tions that rates on carloads of scrap iron that moved from points 
in Michigan and Indiana to Ohio points were unreasonable to 
the extent that they exceeded rates based on 70 per cent of 
the iron and steel scale prescribed in Iron and Steel Articles, 
155 I. C. C. 517, and requests for reparation. 

The hearing was the first held in Nos. 29103, 29104, and 
Sub. 1 of 29104, but in the other three complaints brought by 
Summer and Company the hearing was a reopening, following 
a court test of the Commission’s order issued in April, 1943, in 
which the Commission, by division 3, with Commissioner Miller 
dissenting, ruled in favor of the complainant. At the earlier 
hearing, the complainant had based its allegations solely on 
references to ‘many proceedings wherein the 70 per cent basis 
was prescribed.” A three-judge federal court for the southern 
district of Ohio, eastern division, granted a permanent injunc- 
tion against the enforcement of the Commission’s order on the 
ground that the order had not been based on evidence of any 
kind (see Traffic World, April 1, p. 914). 

Counsel for the defendant railroads said at the opening of 
the hearing that the Commission had no further jurisdiction in 
the three cases that had gone to court. They took the position 
that the complainant had had its day in court and before the 
Commission and that, since the court did not remand the mat- 
ter to the Commission, the Commission was permanently en- 
joined from ordering the railroads to reduce their rates on scrap 
iron. They admitted that the Commission had authority to hold 
hearing on the other three complaints. Though the complainant 
submitted exhibits supporting its allegations in the first three 
cases, the railroads did not present any exhibits or testimony 
and did not cross-examine the complainant’s witnesses. 

The complainants testified, respecting all six complaints, 
that their carload shipments of scrap iron had moved at sixth 
class rates, which were approximately 80 per cent of the basic 
iron and steel scale in Official Territory. They sought to show 
that rates based on 70 per cent of that scale would result in 
satisfactory revenues to the railroads and that rates based on 
that percentage usually applied between various points in the 
territory. 

Railroad witnesses testified that the existing rates were 
made on the key-point principle and that in the rate structure 
the distance of haul was only one of various factors that had 
gone into the making of the structure. Where group rates were 
employed, they said, group average distance was-a proper cri- 
terion of the reasonableness of the rates, and single points and 
short-line distances from such points were not proper to a 
determination of the issues. 

The examiner set October 25 as the final date for the filing 
of briefs. 


GREAT NORTHERN FINANCING 


Gross interest savings to the Great Northern, to the ma- 
turity of outstanding bonds proposed to be refinanced under 
its application to the Commission in Finance No. 14665, were 
estimated at $7,308,756 said that railroad in a supplement to 
its amended finance application, filed with the Commission, 
to inform it that Halsey, Stuart & Co., Inc., had been the 
successful bidder for the series K, L and M general mortgage 
bonds to be issued. It said the estimated net savings, after 
expenses and other deductions, would amount to $6,972,765, 
adding that the deductions for taxes otherwise payable in- 
cluded in its estimate had been computed at the rate of 85' 
per cent, the rate at which the company would pay federal 
excess profits taxes for the year 1944. In its original applica- 
tion, the Great Northern said it was anticipated that the re- 
financing would result in a higher rating of its general mort- 
gage bonds and would permit ofits issuing them in the future 
at lower interest rates (see Traffic World, Aug. 26, p. 502). 

The application said the most advantageous bid, that of 
Halsey, Stuart & Co., was 100.88 for the series K_ bonds; 
100.18 for the series L bonds; and 100.81 for the series M 
bonds. 
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Staley Switching Case 


Referring to the decision of the Supreme Court of the 
United States, denying a rehearing in that court of the case 
involving the decision of the court in upholding the order of the 
Commission in I. and S. No. 4736, Switching Charges at Decatur, 
Ill, and the embraced Ex Parte 104 proceeding, eliminating 
tariffs cancelling spotting charges at the A. E. Staley Manu- 
facturing Co.’s Decatur, Ill., plant (see Traffic World, May 13, 
p. 1308), the five railroads, respondents in those proceedings, 
have asked the Commission to reopen them and to grant a 
further hearing. 

The railroads quoted the opinion of the Supreme Court in 
its denial of the petition for rehearing to the effect that the 
Staley Company had, for the first time, called the court’s at- 
tention to certain alleged changes in the location and arrange- 
ment of tracks at the industry’s plant, following submission 
of the case to the Commission. They further quoted the court 
as Saying that “our decision is accordingly without prejudice to 
appellees’ presenting is any appropriate proceeding before the 
Commission and the courts, of their contention that as a result 
of changed conditions after the case was submitted to the Com- 
mission, the spotting service as now performed is not in excess 
of the carriers’ obligation under their tariff rates, and that its 
performance by the carriers without charge is therefore not 
unlawful.” 

The carriers said it was plain from the Commission’s report 
of May 8, 1941, that the existence of the Burwell Yard, and the 
use made by the Wabash of the tracks making up that yard in 
switching the Staley plant, had been determinative factors in 
the Commission’s decision. The contract covering the use of the 
Burwell Yard tracks was cancelled March 1, 1941, they said, 
and the connections with the yard tracks had been taken up 
and all but two of the tracks removed. There was no longer any 
intermediate placement by the Wabash on the tracks that for- 
merly made up the yard, they said, and that “a substantial 
change in conditions has, therefore, taken place since the hear- 
ing at Decatur, Ill., on April 24-26, 1940, in these proceedings.” 
They said, further, that the Staley plant was, at present, being 
switched by both the Wabash and the Baltimore & Ohio with- 
out interruption or interference. Having pointed out that at the 
time of the hearing, and of the Commission’s 1941 decision, the 
Wabash was performing all the switching at the Staley plant 
for all five of the roads, they said that the fact that the B. & O. 
was now switching the plant was another substantial change 
in the conditions at that plant. Other substantial changes had 
resulted from the elimination of such practices as the switching 
incident to the light weighing of cars before loading or after 
unloading, they said. 

Those changes were so far-reaching, they said, that the 
switching services today being rendered at the Staley plant 
were services that the railroads were obligated to perform under 
their line-haul rates without any additional charge. 

The five railroads joined in the petition were the Baltimore 
& Ohio; the Illinois Terminal Railroad Co.; the Pennsylvania 
Railroad Co.; the Wabash Railroad Co.; and the Illinois Central. 


Over-Flow Motor Rule Protest 


The Price Administrator, on his own behalf and on behalf 
of the Stabilization Director, has asked the Commission to sus- 
pend the provisions of rule 51, in MF-I. C. C. No. 2, issued by 
Continental Transportation Lines, Inc., to become effective 
September 29. The Administrator said the carrier proposed to 
establish an over-flow rule applicable in Middle Atlantic Terri- 
tory and between New England and Middle Atlantic Territory 
somewhat similar to the rule application in the Central States 
Territory, but new in Middle Atlantic and New England. He 
said that the protested tariff provision provided that when a 
volume shipment was tendered the carrier in accordance with 
authorized minimum weights, and that shipment could not be 
loaded in a “standard vehicle of 1,000 cubic feet,” the charge 
for that amount of freight that might be loaded in such vehicle 
would be at the applicable truckload rate and tariff minimum 
Weight, and the over-flow would be charged for at the actual 
Weight and truckload rate. 

The rule appeared to be in violation of the interstate com- 
merce act, the Administrator said, in that charges on the traffic 
affected by the proposed rule would be higher in the territory 
served by Continental within Middle Atlantic States, than on 
Similar traffic transported by other carriers within the same ter- 
ritory. Under present tariff provisions, the Administrator said, 
such a shipment would be charged for at the truckload rate and 
tariff minimum weight. The present provision was uniform in 
Middle Atlantic Territory, he said, and that the proposed rule 
would result in increases in charges over and above the uniform 
charges now in effect in the territory. 

After saying it would appear that the “standard truck of 


763 


1,000 cubic feet” was below the general average, he said the 
charges predicated on such a vehicle would be prima facie un- 
reasonable, and that the carrier might furnish a vehicle smaller 
than the average and thereby apply the provisions of the pro- 
tested rule which, he said, would result in additional revenue 
to the carrier and higher charges to the shipper. He added that 
“the shipper does not have available an equipment register indi- 
cating the size of equipment operated by the carrier and would 
be forced to pay higher freight charges under the circum- 
stances.” 

The Administrator said that in I. and S. M-2417, the Com- 
mission had under investigation a similar tariff provision pub- 
lished in tariffs issued by Middlewest Motor Freight Bureau. 


Bituminous Coal to Youngstown 


Whether or not rates on bituminous coal to the Youngs- 
town, O., district should or should not be reduced because of 
the possible effect of such reductions on the coal rate structure 
in Central Freight Association Territory was the principal cen- 
ter of controversy in briefs filed with the Commission by those 
favoring and opposing the reductions, in No. 28825, Bituminous 
Coal to the Youngstown District. It was generally agreed among 
those filing the briefs that the proceeding arose out of a report 
to the President in 1939, made by the Commission in response 
to a request by the President that the Commission advise him 
whether or not rate reductions of an average of 29 cents a ton 
in the involved movement of bituminous coal would be eco- 
nomically justified. The 29-cent figure had been cited by the 
Board of Engineers for Rivers and Harbors, which reported to 
the President that “if the railroads would permanently reduce 
the rates by an average of 29 cents per ton prior to construc- 
tion” of a canal connecting the Ohio River with Lake Erie, or 
a stub end canal’ from the Ohio River to Youngstown, the 
through project would not be justified. 

It was pointed out that the Commission had submitted its 
report to the President October 3, 1939, in Proposed Lake Erie- 
Ohio River Canal, 235 I. C. C. 753, in which, among other 
things, it pointed out that while most of the rates could be re- 
duced without bringing them down to cost, most of them, in- 
cluding practically all of the rates on iron ore and coal, had 
been reviewed by the Commission and had either been pre- 
scribed or approved as reasonable and as fairly related to other 
rates, and that consequently substantial reductions in these 
rates would involve contemporaneous consideration of related 
rates. It was also pointed out in the briefs that, while the Com- 
mission, in instituting the instant proceeding June 16, 1942, 
had not referred to the report on the proposed canal, it had 
given no other reason for the investigation, and it was assumed 
by some of the parties that this proceeding was related to the 
earlier report to the President. It was also pointed out that, at 
a pre-hearing conference, the presiding commissioner had said 
that the rates to Youngstown had never been considered alone. 
He was quoied as saying that “Youngstown has been complain- 
ing for some time. The Youngstown situation has never until 
this time peeked out by itself. Now we are doing it in a way 
by itself so that we cannot say that we did not consider it by 
itself.” 

The Commission’s investigation covered the lawfulness of 
rates on bituminous coal in interstate commerce to Youngstown, 
Warren, Niles, Struthers, and Lowellville, O., and Hillsville, 
Sharon and Leesburg, Pa., from all points in Pennsylvania, in- 
cluding ports on the Ohio River, from all points in Maryland, 
and from all points in two West Virginia coal-producing regions. 

The respondents said that the involved rates, and those used 
as comparisons, had frequently been prescribed or approved by 
the Commission. The tonnages of coal were so vast, they said, 
and contributed so large a proportion of the carriers’ total 
revenues, that rate reductions would have a calamitous effect 
on them. The only consumers in the Youngstown area, seeking 
reductions in the rates, were Youngstown Sheet & Tube Co., 
and Republic Steel Corporation, the railroads said, and that 
they had brought forth “an odd assortment of water compelled 
rates, rates from the Indiana-Illinois territory (more than once 
characterized by the Commission as ‘the lowest in the country’) 
and some expense and statistical data based on system average 
figures and shot through with error.” They said that, since the 
rates to the Youngstown district were on the same level as 
those to other points in the same territory, and since they were 
related by the forces of competition—especially that between 
steel companies and the railroads serving them—by the man- 
dates of section 3 and, in many instances, by orders of the Com- 
mission issued under that section, it was “quite manifest that 
an order requiring a reduction for Youngstown would threaten 
the rates to the whole territory in northeastern Ohio and be- 
yond.” They said the level of the rates, frequently approved by 
the Commission on the most important commodity handled by 
them, gave them no more than they needed—and frequently 
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barely enough—to operate their lines and, over the years, in- 
sufficient to return a fair amount to the owners. They said the 
rates in issue should be found lawful in every respect and that 
the investigation should be discontinued. 

Identical briefs were filed by Youngstown Sheet & Tube Co., 
and on behalf of the Western Pennsylvania Coal Operators As- 
sociation, saying that “it is respectfully suggested that the time 
has come when the Commission should diligently inquire 
whether this contention, that reduction of the Pittsburgh- 
Youngstown rate will disrupt the entire C. F. A. rate structure 
and jeopardize the carriers’ revenues, is sincerely made or 
whether it is merely a good story so long as it gets by.” In 
common with the Republic Steel Corporation, which also filed 
a brief with the Commission, they maintained that the Pitts- 
burgh-Youngstown rate was not the key rate of the coal rate 
structure to C. F. A. territory. Youngstown Sheet & Tube asked 
22 findings, and listed a number of changed conditions that 
warranted reduction in the involved rates, among them the de- 
velopment of the Ohio River system ef inland waterways, in- 
cluding the recent modernization of the Kanawha River. 


Among the seven findings requested by Republic Steel was 
one to the effect that the rate from the Freeport coal producing 
district should not be related to the Pittsburgh rate, but should 
be judged on the basis of transportation characteristics sur- 
rounding the movement of coal from that district, and, there- 
fore, on a lower basis; that ex-river rates from Conway and 
Colona should not be related to the all-rail rates from Pitts- 
burgh and other coal-producing district; and that rates found 
reasonable to Youngstown should be applied to all destinations 
in the group of which, it said, Youngstown was the center. 

The Youngstown Chamber of Commerce, in its brief, said 
that an enormous tonnage of bituminous coal moved to Youngs- 
town via river and rail routes and that the payment of the ex- 
river rates from Conway, Pa., and Colona, Pa., was one way in 
which the Youngstown consumers partly escaped the high rates 
otherwise ‘forced upon the Youngstown district.” It said that 
the carriers’ policy of maintaining Pittsburgh-Youngstown rates 
at a level calculated to maintain the whole C. F. A. rate struc- 
ture had finally “brought us to the position where there is very 
little value to the Youngstown consumers in the present rail 
rates on bituminous coal to Youngstown.” Is said the all-rail 
base rate, Pittsburgh to Youngstown, should be reduced from 
$1.44 to 87 cents a net ton, and the ex-river rate, Conway and 
Colona to Youngstown, from 90 cents to 55 cents. 


The brief filed on behalf of the Pittsburgh, Lisbon & West- 
ern and of the Youngstown & Southern, respondents, said that 
the Commission had prescribed a rate of 84 cents, now 94 cents, 
a net ton on bituminous coal from Lisbon’s Pennsylvania origins 
via the Y. & S. to Youngstown, and a rate of 84 cents, now in 
effect, from intermediate origins in Ohio via the same route to 
Youngstown. As a result of those rates, they said, the coal had 
immediately “returned to the highway,” and that it had re- 
mained on the highways, except to the extent that the war 
emergency had forced some tonnage back on the rails. In order 
to regain the lost tonnage, they said, they asked the Commis- 
sion to find the aforementioned rates unreasonably high and to 
relieve them of further necessity for complying with the orders 
respecting those rates. 

Carnegie-Illinois Steel Corporation and H. C. Frick Coke 
Co., jointly, and Consolidation Coal Co., intervenors, asked that 
the present rate relationship be maintained if any rate reduc- 
tions were required by the Commission. The latter company 
argued that the relationship between the all-rail rates from the 
Maryland and West Virginia areas in which its mines were 
located, and the all-rail rates from other origin districts, or 
between the all-rail rates from its northern West Virginia origin 
districts and the ex-river rates from Colona and Conway to 
Youngstown, had not been shown in any way unlawful. 

Carnegie-Illinois and H. C. Frick Coke Co., said they were 
neither seeking nor opposing rate reductions in the proceedings, 
but that, if reductions were to be made, they urged that the 
present relationships be preserved and, in particular, if the ex- 
river rate from Conway and Colona was reduced, corresponding 
reductions should be made in the all-rail rates from both river 
and inland coal mines. They supported the view of the rail 
respondents that the present rate relationships were developed 
many years ago as a result of competition between carriers, 
between coal shippers, and between coal consumers. They said 
that a basis of freight rates had evolved that permitted all to 
compete successfully, and that permitted bituminous coal to 
move freely from all origins to all destinations. 


MOTOR TEMPORARY AUTHORITY 
W. Y. Blanning, director of the Commission’s Bureau of 
Motor Carriers, says that the Commission, through its field 
representatives, has for some time been obtaining information 
concerning motor carrier operations under temporary author- 
ity, to expire December 31, 1944, and that the case of each 
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operator was being considered on its own merits. The ques- 
tion was raised recently by Harry S. Elkins, counsel for petro- 
leum transporters, who pointed out that the job of considering 
whether or not there was need for extension of each carrier’s 
authority would place a considerable burden on the Commis- 
sion and its staff (see Traffic World, Sept. 16). 

Mr. Blanning said that the Commission would not issue a 
blanket extension of temporary certificates, although it might 
include a large number of such extensions in a single order, 
However, he said, in the case of each operator included in stich 
an order, consideration would have been given to the existing 
needs of the route or routes being served under temporary 
authority, and whether or not the operator was exercising 
that authority. Field investigations, he said, had disclosed 
that a number of temporary authorities had been abandoned, 
without notification to the Commission. He pointed out, as an 
example, that a military camp might have been closed, thus 
eliminating the need for service authorized to that camp. 

He also pointed out that the nature of the Commission’s 
action in extending temporary authority to motor carriers after 
December 31 would depend on whether or not the bill now be- 
fore Congress, H. R. 4993, amending the second war powers 
act and continuing the elimination of the 180-day provision 
from section 210a of the interstate commerce act, was passed. 
The bill would continue the provisions of the second war powers 
act in effect until December 31, 1945, or until such earlier time 
as Congress or the President might designate. If it was not 
passed by Congress, Mr. Blanning pointed out, the limitation 


of 180 days in the granting of temporary authority would be 
revived. 


FORWARDER PROPORTIONAL RATES 


Whether or not a freight forwarder might establish pro- 
portional rates was, for the first time, the subject of a hearing 
before Examiner T. L. Haden, in I. and S. No. 5316, Chemicals, 
Etc., Philadelphia, Pa., to Gulf Ports. In that proceeding, 
the Commission, division 2, on its own motion, suspended from 
August 15 to March 15, the operation of certain items in sup- 
plement No. 9 to Carloader Corporation’s tariff I. C. C— 
FF No. 3, providing for rates from Philadelphia to Gulf 
ports on traffic originating at Du Pont plants at Carney’s 
Point, N. J.; Newark, Del.; Penns Grove, N. J., and Wilming- 
ton, Del., lower than the local rates from Philadelphia to the 
ports. Harry C. Ames, Sr., represented the respondent, and 
W. L. McDonald, the respondent’s president, was the only 
witness. 

Mr. McDonald said the forwarder published the propor- 
tional rates 21 cents a 100 pounds lower than the local rates 
from Philadelphia, to apply when the shipments were con- 
solidated at Philadelphia, after originating at the aforemen- 
tioned points, and forwarded to the Gulf ports for export, for 
competitive reasons. He pointed out that the Carloader per- 
mit did not name the four origin points, and said that the 
theory of the rates was that they were enough below the rates 
from Philadelphia proper to pay for the trucking costs into 
Philadelphia. He compared the rates with those of forwarders 
serving the four origin points and said that those forwarders 
absorbed the trucking charges. Carloader could not do that, 
he said, and therefore accomplished it by means of the pro- 
portional rates. 

The question, he said, was whether these rates were dis- 
criminatory as compared with traffic originating at points 
such as Harrisburg, and contended that the proportional rates 
did not involve discrimination because the company did not 
have the competition at Harrisburg as at the involved origin 
points, and that competitors did not absorb the trucking charges 
inbound to Philadelphia. 


BUSH TERMINAL OPERATION 


Efforts of intervenor shippers and of the Bush Terminal 
Buildings Co. to have the Commission retain jurisdiction in 
Finance No. 14137, Bush Terminal Railroad Co. Operation, 
to modify or change conditions with respect to the service 
provided certain buildings in the terminal, have been denied 
by an order of the Commission in that proceeding. The Com- 
mission had approved operation by the Bush Terminal Railroad 
Co. of the railroad properties of the Bush Terminal Co., with 
certain conditions, but the intervening shippers and the build- 
ing company argued that the terminal company was a com- 
mon carrier of freight by railroad, that it had for many years 
maintained a public freight station at those buildings, and 
should be required to continue that service. They referred to 
a complaint filed with the Public Service Commission of the 
State of New York alleging that the terminal company had 
discontinued service at those buildings without. the consent 
of the state commission, and urged the Commission to retain 
jurisdiction in order to modify or change the conditions im- 
posed by it so as to fit them to any determination of the New 
York City authorities (see Traffic World, Sept. 2, p. 561). 
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U. P. Subsidiary Financing 


Director Sweet, of the Commission’s Bureau of Finance, 
referring to $156,191,500 in bonds of the Union Pacific system, 
to mature on June 1, 1946, and January 1 and July 1, 1947, 
and citing the ‘‘very large amount of cash’ the Union Pacific 
had on hand, told the company he was of the opinion that “that 
company should at this time make a firm commitment to this 
Commission to impound in special funds a sufficient amount 
of cash to provide for the bonds maturing in 1946 and 1947 and 
bind itself by a commitment that such bonds will be paid in 
full or in very substantial part at maturity and without resort 
to the customary refinancing thereof.” 

The statement was contained in a letter dealing primarily 
with the proposal of the Oregon-Washington Railroad & Navi- 
gation Co., in Finance No. 14689, to issue $54,750,000 of refund- 
ing mortgage bonds, series A, and $17,444,000 of the same 
bonds, series B, and a proposal that the Union Pacific be per- 
mitted to assume obligation and liability as guarantor in re- 
spect of the principal of and interest on the series A bonds. 
Director Sweet expressed dissatisfaction with the provision for 
a sinking fund of about one-half of one per cent annually. He 
pointed out that the new bonds were to run only 16 years, and 
were taking the place of bonds that had had a much longer 
term, but which had also provided for a sinking fund of one- 
half of one per cent. 

“Therefore, the reduction in debt through the operation of 
such a sinking fund would not be substantial and would not be 
in compliance with the Commission’s announced policy of re- 
quiring sinking funds adequate to provide for retirement of 
bonds at maturity in respect of which a sinking fund has been 
established or to make a very substantial reduction in the prin- 
cipal thereof,” said Director Sweet. 

He said that, as the O. W. R. & N. did not propose to make 
any reduction in the principal amount of the bonds outstand- 
ing, although it expected to benefit by considerable savings in 
interest over the life of the new bonds, “it is my judgment that 
the sinking fund rate should be increased to an extent neces- 
sary to provide for a real reduction of the bonds at maturity.” 


Motor Classification Inquiry 


The Price Administrator, and eleven other protestants, have 
filed briefs in a group of related proceedings in which the Com- 
mission suspended the operation of various schedules published 


in supplements Nos. 4 to tariffs MF-I. C. C. No. 14, I. C. C. No. ° 


14, and FF-I. C. C. No. 14 (National Motor Freight Classifica- 
tion No. 7), C. F. Jackson, agent, filed to become effective April 
22. At the same time a brief was filed on behalf of the American. 
Trucking Associations, Inc., and “respondents generally.” (See 
Traffic World, April 29, p. 1170.) ; 
The proceedings, which involved increased classification 
ratings on various light and bulk articles, were as follows: 


I. and S. M-2404, Incandescent Electric Lamps or Bulbs; I. and S. 
M-2405, Airplane Parts; I. and S. M-2406, Trunks or Travelling Bags; 
I. and S. M-2407, Hats or Caps; I. and S. M-2408, Carpet Mill Thread 
Waste; and I. and S. M2409, Paper Articles. 


The respondent carriers said that the ratings proposed in 
the original schedules and in certain corrections suggested in 
their brief were no higher than were necessary to enable all 
motor carriers, large and small, to transport the commodities 
profitably and efficiently, and no higher than necessary to put 
them “in proper relation with articles of package freight which 
easily load to the maximum weight carrying capacity of the 
vehicles.” The propriety of the proposed ratings, they said, 
should not be measured by comparisons with ratings on other 
light and bulky articles in the general classification, nor with 
ratings prescribed or approved in other cases. There were many 
extremely low ratings on light and bulky articles in the classi- 
fication, they said, and that the impropriety of ratings pre- 
scribed or approved in other cases had been demonstrated, add- 
ing that the subnormal level of such ratings in the past had un- 
doubtedly been a contributing factor to the financial difficulties 
of both rail and motor carriers. Continuance of such ratings, 
they said, would force many motor carriers out of business. 

The respondents asked that the proceedings be discontinued, 
and that the Commission order cancelled the schedules sus- 
pended in I. and S. M-2405, M-2406, and M-2409, without preju- 
dice to the filing of new schedules in accordance with respond- 
ents’ proposals contained in their brief; and that the order of 
suspension should be vacated in I. and S. M-2404 and M-2407. 
They denied the contention of counsel for the O. P. A. and other 
protestants that the ratings proposed were part of a general 
revision of the National Motor Freight Classification or that any 
Overhauling of the entire classification was being done in piece- 
meal fashion, adding that further revision with respect to rat- 
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ings on light and bulky articles was contemplated and, in fact, 
was now under way. 

Among other things, the respondents contended that this 
was not a general revenue case; that the classification should 
provide the highest rating necessary to protect the majority of 
the carriers. The purpose of ratings in the general classification, 
they said, was not to provide proper charges for particularly 
choice shipments of a commodity, ignoring the less desirable 
shipments, and that the general classification must reflect con- 
ditions that affected the ‘most carriers.” 

The Price Administrator, saying it was evident that the 
respondents intended by piecemeal action to attempt to publish 
schedules from time to time for the purpose of applying inflated 
exception ratings throughout the United States, asked the Com- 
mission to reconsider and grant his petition that these proceed- 
ings be consolidated with MC-150, a general proceeding dealing 
with motor freight classification, and to order the suspended 
schedules cancelled. 

Other briefs filed in the proceedings were as follows: 

General Electric Co., Westinghouse Electric & Manufacturing Co., 
and Sylvania Electric Products, Inc., and Corning Glass Works, in I. 
and S. M-2404; Aeronautical Chamber of Commerce of America, Inc.; 
the Secretary of War; and North American Aviation, Inc., and North 
American Aviation, Inc., of Kansas, in I. and S. M-2405; jointly by 
Luggage & Leather Goods Manufacturers of America, Inc.; National 
Retail Dry Goods Association; Montgomery Ward & Co.; Sears Roebuck 
& Co.; and Chain Store Traffic League, in I. and S. M-2406; and by 
Sonoco Products Co.; North Carolina Cotton Manufacturers Association, 
Ine., and The Cotton Manufacturers Association of South Carolina; 
Georgia-Alabama Textile Traffic Association, Alabama Cotton Manufac- 
turers Association, and Cotton Manufacturers Association of Georgia; 
and Kalamazoo Vegetable Parchment Co., in I. and S. M-2409. 


Rates on Petroleum and Paints 


Asserting that there is no known competition requiring 
proposed reduced rates on petroleum and paints, the Middle 
Atlantic States Motor Carrier Conference, Inc., Washington, 
D. C., has filed a protest against and requested a suspension of 
MF I. C. C. 10, Sup. 1, issued by Langer Transport Corpora- 
tion, Jersey City, N. J., effective October 10. 

The traffic involved was described by the protestant as 
“important from the standpoint of tonnage and carrier rev- 
enue.” The protestant contended that “such being the case, if 
the reduced rates are permitted to take effect, it simply means 
that other carriers will be forced to reduce their rates to com- 
petitive levels in order to preserve the movement over their 
lines, or surrender all the traffic to respondent.” The pro- 
testant further said that, “we believe the Commission is aware 
that the motor carriers are in no position to sacrifice their 
revenues at this time by being forced to meet rates which are 
being drastically reduced for no competitive reason.” 

The protestant recited that the respondent proposed re- 
duced rates on petroleum and paints between New York, Brook- 
lyn, and Long Island City, N. Y., on the one hand, and, on the 
other, Bayway, Elizabeth, Newark, Carteret, Linden, and 
Sewaren, N. J. Commenting on the proposals, the protestant 
said the rates applied within what was commonly known as the 
“New York Short-Haul Area,” described in Trunk Line Terri- 
tory Motor Carrier Rates, 24 M. C. C. 501. It said that the 
conference rates were published to reflect the different levels 
observed between particular zones, whereas the proposed rates 
ignored the zoning of the area by proposing rates broadly from 
and to New York, Brooklyn, and Long Island City, N. Y. It 
added that the proposed rates were generally lower than those 
of the protestants’ and than the all-rail lines. It said that the 
protestants’ rates on petroleum in truckloads and on paints in 
less than truckloads were depressed below the normal bases by 


reason of competition and were therefore lower than reasonable 
maxima. 


INTRASTATE CERTIFICATE RULINGS 


Notice has been given to two Connecticut motor carriers 
by the Commission, division 5, that they may not lawfully 
engage in transportation by motor vehicle in interstate or foreign 
commerce within that state under the second proviso of section 
206(a) of the interstate commerce act. 

In MC 57726, Sub. 1, Shippers Express, Inc., Waterbury, 
Conn., the notice said the carrier had notified the Commission 
that it was a common carrier of property in operation solely 
within the state of Connecticut in intrastate commerce under 
amended certificate C-416 issued by the state of Connecticut, 
and that it proposed to engage in transportation in interstate 
or foreign commerce under the second proviso of section 206(a). 
The notice said that Shippers Express, Inc., motor carrier oper- 
ations within the state were and would be controlled and 
managed in common interest with those of Laskas Motor 
Lines, Inc., also of Waterbury. Laskas, it said, was a common 
carrier of property in interstate or foreign commerce, between 
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places in Connecticut, New York, and New Jersey, under MC 
3377 issued by the Commission, and that Shippers Express, 
therefore, was not and would not be lawfully engaged in oper- 
ation solely within the state within the meaning of the second 
proviso of section 206 (a). 

In MC 58443, James H. Brennan, Plainville, Conn., the 
notice said the carrier, operating solely within Connecticut in 
intrastate commerce under permit K-450 issued by the author- 
ities of that state, had notified the Commission that he pro- 
posed to engage in interstate or foreign commerce. The notice 
said that the grant of authority to the carrier under the laws 
of Connecticut had not been on a showing by the carrier that 
public convenience and necessity required the service, and was 
not a certificate of public convenience and necessity within the 
meaning of the second proviso of section 206(a). 


BUS HEATER STANDARDS 


Citing the fact that unsafe heaters or heating equipment 
in passenger busses had resulted in fires causing property dam- 
age and endangering lives, the Commission has proposed speci- 
fications for such equipment in an order reopening Ex Parte 
MC-4, In the Matter of Qualifications of Employes and Safety 
of Operation and Equipment of Common Carriers and Contract 
Carriers by Motor Vehicle. Four pages of specifications were 
attached to the order, which assigned the proceeding for hear- 
ing before Examiner John T. McHale, at Washington, on 
October 17. It said the proceeding was reopened to enable all 
interested persons to present evidence as to the reasonable- 
ness and adequacy of the proposed heater specifications, such 
evidence to be considered by the Commission in prescribing 
specifications applicable to common or contract carriers of 
passengers by motor vehicle. Notice of the hearing was or- 
dered given by mailing copies of the order to parties of record 
in the proceeding, and to common or contract motor carriers 
of passengers. 


FREEMAN TEMPORARY WATER AUTHORITY 


By an order in W-199, S. S. Freeman & Co. Temporary 
Authority Application, the Commission, division 4, has granted 
S. Sayre, Freeman, doing business as S. S. Freeman & Co., in 
his capacity as managing owner, authority to operate until 
December 31 as a contract carrier by water, by self-propelled 
vessels, in interstate or foreign commerce, in the transportation 
of lumber and lumber products from points in Oregon and 
Washington on the Columbia River and from Portland and 
Linnton, Ore., on the Willamette River and from Coos Bay, 
Ore., to Port Hueneme, Calif., by way of the Pacific Ocean and 
tributaries. The order said there was an immediate and urgent 
need for the service and that there was no other carrier service 
capable of meeting the need. 





IGELSRUD MOTOR PURCHASE 

Following a petition of the applicants in MC F-2240, North- 
western Terminal Co.—Purchase—Edwin E. Igelsrud, the Com- 
mission, division 4, by an order in the proceeding, has dismissed 
the application. The applicants had asked that the application 
be dismissed “without further proceedings,” following the issu- 
ance of a proposed report of Examiner W. L. Fulton recom- 
mending denial of the application on the ground, among others, 
that he was of the opinion that the record showed a relationship 
between Northwestern Terminal Co., and three railroads, such 
as to warrant the belief that it was affiliated with those rail- 
roads (see Traffic World, July 22, p. 196). 


M. P. RECONSTRUCTION LOAN 


The Commission, division 4, by a supplemental order in 
Finance No. 9146, Missouri Pacific Railroad Co. Reconstruction 
Loan, has modified its certificate of January 4, 1933, and all 
subsequent certificates issued in the proceeding, so as to permit 
Guy A. Thompson, trustee of the Missouri Pacific properties, 
to deliver to the Reconstruction Finance Corporation as part 
collateral security for loans made to the Missouri Pacific by 
the R. F. C., $20,000 cash and $55,000 principal amount of 
first mortgage 4 per cent bonds of the Prescott & Northwestern 
Railroad Co., in substitution for $75,000 principal amount of 
5 per cent mortgage bonds of the same company, due October 1. 
The order pointed out that the Commission, division 4, had 
authorized the issuance of the aforementioned bonds to be 
delivered at par in exchange for the outstanding 5 per cent 
bonds, in Finance No. 14672, Prescott & N. W. R. Co. Bonds, 
decided September 11. 


MOTOR FINANCE CASES 

MC-F-2377, Farmers Union Transporters of Williston—Purchase— 
H. F. Johnson. Application of Farmers Union Transporters of Willis- 
ton, of Billings, Mont., for authority to purchase certain operating 
rights of H. F. Johnson, also of Billings, denied. 

MC-F-2557, Elmer W. Sims—Purchase—Otto Abshier. Application 
for authority under section 210a(b) of Elmer W. Sims, doing business 
as Motor Transport Lines, of Chicago, Ill., for temporary operation of 
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a portion of the motor common-carrier rights of Otto Abshier, doing 
business as Otto Abshier Trucking Co., of Indianapolis, Ind., granteg 
with conditions. 

MC-F-2616, Herrin Motor Lines, Inc.—Purchase—H. H. Samuels, 
Application for authority under section 210a(b) of Herrin Motor Lines, 
Ine., of Shreveport, La., for temporary operation of motor-carrier 
rights and properties of H. H. Samuels, doing business as 120 Truck 
Lines, of Mansfield, La., granted with conditions. 

MC-F-2466, R. B. Dorsett et al.—Control: All States Freight, Inc.— 
Purchase—A. & B. Fast Freight, Inc. Purchase by All States Freizht, 
Inc., of Akron, Ohio, of the operating rights and certain property 
of A. & B. Fast Freight, Inc., also of Akron, and acquisition of control 
of said operating rights and property by R. B. Dorsett, Cecil Charvoz, 
and Darwin W. Thornton, through said purchase, approved and author. 
ized, subject to condition. 

MC-F-2618, The Davidson Transfer & Storage Co.—Issuance of 
Securities. Application for authority under section 214 to issue not ex- 


ceeding $175,000 principal amount of installment sales agreements, 
dismissed. 


BEARDSLEE TEMPORARY AUTHORITY 


The Commission, division 4, by an order in W-63, Beardslee 
Launch & Barge Service Temporary Authority Application, has 
granted the applicant authority to operate as a contract carrier 
by non-self-propelled vessels with the use of separate towing 
vessels, in interstate or foreign commerce, for 30 days from 
September 14, in the transportation of not more than 200 tons 
of steel from Biloxi, Miss., to Mobile, Ala., by way of the Gulf 
Intracoastal Waterway. The order said, there was an urgent 
need for the service and that there was no other carrier capable 
of meeting that need. 


WATER APPLICATION DISMISSED 


The Commission, division 4, by an order in W-366, Arthur 
Champion Common Carrier Application—Section 303(1), has 
dismissed the application at the request of the applicant. The 
order said the applicant was engaged solely in the operation of 
a ferry service across the north channel of the St. Clair River 
between a point on Michigan highway No. 29, near Algonac, 
and a point on Michigan highway No. 154, Harsens Island, 
Mich., by small craft of not more than 100 tons cargo-carrying 
capacity. It said the applicant was not engaged in interstate 
transportation as a part of a through movement under common 
control, management, or arrangement with other common car- 
riers and that the transportation performed was exempt under 
the provisions of section 303(g) (2) of the interstate commerce 
act. It added that such transportation had not been made sub- 
ject to regulation by the Commission, division 4, in Ex Parte 


‘No. 157, Application of Part III to Transp. by Small Craft, 260 


Lc. C. iS. 


MOTOR CERTIFICATE COMPLAINT 

Thomas E. Grady, chairman of the Florida Rate Conference, 
has asked the Commission, on its own motion, to investigate 
certain alleged practices of Flamingo Truck Lines, Inc., of 
Jacksonville, Fla. 

Mr. Grady submitted a copy of a letter of the Greater 
Miami Traffic Association, of Miami, Fla., addressed to Jerry 
W. Carter, chairman of the Florida Railroad Commission, Talla- 
hassee, Fla., suggesting that the Florida commission consider 
the revocation of Flamingo’s certificate insofar as its operations 
within that state were concerned. 

The request, according to Mr. Grady’s letter, was based on 
allegations that Flamingo failed “to remit C. O. D. collections,” 
failed ‘‘to settle claims for overcharge,” and failed “to dispose 
of loss and damage claims within reasonable lengths of time.” 


FALSE REPAIR BILL CHARGE 


The Commission has been advised that a federal grand 
jury for the federal court for the district of Maryland, at Balti- 
more, returned an indictment in one count, September 7, 
charging Murray J. Rymland, of Baltimore, with filing a false 
repair bill in support of a claim for damage filed with the 
Baltimore & Ohio, in violation of section 10 of the interstate 
commerce act, according to Secretary Bartel, of the Commis- 
sion. He said the case had been investigated by the Commis- 
sion’s Bureau of Inquiry. 


ELKINS ACT VIOLATION 


The Commission has been advised that Overton C. Evans 
entered a plea of nolo contendere, September 15, to one count 
of an indictment returned in the federal court for the eastern 
Kentucky district, at Lexington, charging the solicitation and 
acceptance of concessions in violation of section 1 of the Elkins 
Act, and that the court assessed a fine of $1,000 and costs of 
$20, says Secretary Bartel, of the Commission. The offense, 
the secretary says, grew out of the false description of used 
tractors as scrap iron in shipments originating at various points 
east of the Mississippi River, and consigned to Overton C 
Evans at Mt. Sterling, adding that the case was investigated 
by the Commission’s Bureau of Inquiry. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Ohio.) Order of Public Utilities Com- 
mission denying application of contract motor carrier for leave 
to amend his private contract permit by adding another ship- 
per, on ground that available service of protesting common 
carriers would sufficiently meet shipper’s requirements, and 
that utilization of such service would better conserve public 
interest, was affirmed where case was close and order repre- 
sented studied determination of commission based on meri- 
torious considerations. (Fischbach vs. Public Utilities Commis- 
sion, 56 N. E. Rep. 2d 162.) 

(Supreme Court of South Carolina.) Where Public Serv- 
ice Commission granted a certificate authorizing motor carrier 
to transport produce to points beyond state and required car- 
rier to furnish cargo insurance, and indorsement on policy 
provided that liability of insurer extended to losses or damages 
whether occurring on route or in territory authorized to be 
served by insured or elsewhere in South Carolina, the indorse- 
ment was coextensive with grant contained in certificate and 
extended along any route or territory which carrier was author- 
ized to serve by the Public Service Commission. Code 1942, 
Sec. 8511. 

Where indorsement on cargo policy issued to motor car- 
rier provided that insurer agreed to pay, within limits of 
liability, any shipper for all loss or damage to property be- 
longing to shipper, the indorsement constituted an uncondi- 
tional promise by insurer to pay to shipper any loss or damage 
to cargo for which carrier could be held liable and shipper 
_ maintain direct action against insurer. Code 1942, Sec. 

Where general terms of motor carrier’s cargo policy pro- 
viding that no action should be against insurer unless amount 
of loss had been definitely determined by final judgment was 
in conflict with indorsement, the indorsement superseded the 
inconsistent general terms of policy. 


Where motor carrier’s cargo policy contained absolute 


promise by insurer to pay shipper, within policy limits, any 
loss or damage to cargo for which carrier could be held liable, 
shipper could maintain action jointly against carrier and in- 
surer for damage to cargo, under South Carolina law. Code 
1941, Secs. 8507-8530. 

Where South Carolina cargo policy of motor carrier con- 
tained absolute promise by insurer to pay to shipper within 
policy limits any damage to cargo for which carrier could be 
held liable, both shipper and carrier resided in South Carolina, 
and contract of carriage was made in South Carolina, but 
damage to cargo occurred in Virginia, question whether motor 
carrier and insurer could be joined in action by shipper to re- 
cover damages related solely to remedy and was to be deter- 
mined under law of South Carolina. 

Where general terms of motor carrier’s cargo policy con- 
tained co-insurance and deductible clauses, but indorsement 
made insurer liable to shipper for any damage to cargo for 
which insured could be held liable and provided that no limi- 
tation contained in policy should affect shipper’s rights, and 
general terms of policy provided that insured should reim- 
burse insurer for any payments made which insurer would not 
have been obligated to make except for indorsement, the co- 
insurance and deductible clauses were not applicable as be- 
tween insurer and shipper, but insurer was liable for full 
amount of loss subject to maximum limit of liability contained 
in policy. Code 1942, Sec. 8511. 

The fact that license for motor carrier’s truck transporting 
cargo at time of damage had not been renewed because car- 
rier had not filed public liability and property damage insur- 
ance did not affect insurer’s liability on cargo insurance policy. 
Code 1942, Secs. 8507-8530. 

Failure of motor carrier to furnish public liability and 
Property damage insurance required by law did not auto- 
matically revoke carrier’s certificate of public convenience and 
necessity. Code 1942, Secs. 8507-8530. (McIntosh vs. Whieldon, 
30 S. E. Rep. 2d 852.) 


ELLIOTT GRANDFATHER CASE 


A special three-judge federal court at Peoria, Ill., has is- 
Suec an order in No. F-334, Dohrn Transfer Company and 
1ayes Freight Lines, Inc. vs. the United States and Commis- 
sion, setting aside the Commission’s order of September 23, 
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1943, in MC 40029, L. A. Elliott, doing business as Lawrence A. 
Elliott Truck Transportation, application, in which the Com- 
mision authorized the applicant to operate as a motor common 
carrier of general commodities between East Moline and Moline, 
Ill., and Davenport and Bettendorf, Ia., on the one hand, and 
St. Louis, on the other, serving intermediate points on U. S. 
highway No. 67 (see Traffic World, May 27, p. 1451). 

The court upheld the contentions of the plaintiffs that the 
Commission had acted arbitrarily and unreasonably in the mat- 
ter because it issued the certificate without having held a public 
hearing and, therefore, without having based its action on evi- 
dence substantiating the claim for grandfather rights. The court 
said that counsel for Dohrn and Hayes had on several occasions 
requested the Commission to hold a hearing and had offered to 
prove that the applicant had not begun operations until several 
days after June 1, 1935, the grandfather date; that the Com- 
mission had not given any reason for its failure to grant a 
hearing and that the applicant had completely lacked evidence 
proving his operations had been continuous since June 1, 1935. 

Counsel for the Commission and the United States had de- 
fended the Commission’s action on the ground that the Com- 
mission had authority to issue a certificate if, after its informal 
investigation, it decided that evidence taken informally was 
conclusive. 

The court was composed of Judges J. Earl Major, Charles 
G. Briggle, and J. Leroy Adair. 





Decisi 

Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 

(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, inn. 
Copyright, 1944, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 


(Superior Court of Pennsylvania.) A contract between 
purchaser of hogs and truck’ owner, registered with Interstate 
Commerce Commission as common carrier, for interstate trans- 
portation of hogs, was one of common carriage, in absence of 
evidence of special contract of carriage entered into by such 
owner as ordinary bailee for hire. 

A common carrier is “insurer” of safety of goods carried 
against all losses not caused by acts of God or public enemy, 
owner’s fault, inherent defect in goods, or something for loss 
from which contract of carriage expressly provides that car- 
rier shal]l not be liable. 

A contract relied on as limiting carrier’s common-law 
liability must be unequivocal and unambiguous, leaving nothing 
to implication or inference, and not open to any reasonable 
doubt as to parties’ intention. 

In action for value of dead and missing hogs hauled for 
plaintiffs by defendant in his truck under contract of common 
carriage, burden was on defendant to show that loss was 
within exception to rule that common carrier is insurer of 
safety of goods against all losses not caused by acts of God or 
public enemy, owner’s fault, inherent defect in goods, or some- 
thing for loss from which contract expressly declares carrier 
not liable. 

Where truck owner, entering into contract of common 
carriage for transportation of hogs, had notice of number of 
hogs to be transported, agreed to construction of second deck 
on truck by owner of hogs, delivered truck to lumber mill for 
such purpose, and after completion of superstructure and load- 
ing of hogs, accepted shipment, owner of hogs was entitled to 
recover value of hogs found dead and missing on truck’s arrival 
at destination, in absence of evidence that hogs were improperly 
loaded or that second deck was of faulty design or improper 
construction or likely to give way with proper driving. 

A common carrier may limit his liability in some respects 
by contract, but may not thereby relieve himself from conse- 
quences of his own negligence. 

In action against common carrier limiting his liability by 
contract, burden is -on plaintiff to prove that defendant’s neg- 
ligence was inducing cause of injury complained of. 

In action against common carrier limiting his liability by 
contract, evidence of nature of injury complained of may meet 
burden imposed on plaintiff to prove that defendant’s negli- 
gence was inducing cause of such injury and raise issue for 
jury if defendant’s negligence in handling shipment may be 
inferred from such evidence. 

It was duty of common carrier of hogs by truck to make 
reasonable inspection of hogs in transit in order to prevent 
suffocation of some of them or minimize loss from such cause. 
It is common carrier’s duty to employ trustworthy and 
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competent servants, as respects liability for injuries to ship- 
ment of hogs. 

In action against common carrier by truck for value of 
hogs killed or missing in transit as result of floor of temporary 
superstructure, built on truck by plaintiff’s agent, giving way, 
evidence justified finding that damages were not result of nat- 
ural causes unrelated to carrier’s responsibility, but result of 
violent, rough handling or carelessness in course of transporta- 
tion. 

A trial court’s fact finding, supported by sufficient evi- 
dence, has force and effect of jury’s verdict and should not be 
disturbed on appeal. (Villari vs. James, 38 Atl. Rep. 2d 379.) 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of} 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Northern Ohio district, western division, at Toledo. G. W. 
Leetch, of Chicago, Ill., was fined $75 and costs, following his 
plea of guilty to an information charging him with falsifying 
his driver’s logs in violation of part II of the interstate com- 
merce act. At the times charged in the information the defend- 
ant was employed as a driver by Otto L. Hankison, receiver of 
Midwest Haulers, Inc., of Toledo. The fine and costs were re- 
quired to be paid. 

Northern Ohio district, western division, at Toledo, LeRoy 
Burns, of Marysville, Ohio, was fined $650 and costs following 
his plea of guilty to an information charging him with operat- 


ing aS a common carrier of property by motor vehicle in inter- | 


state commerce, for compensation, without requisite authority 
from the Commission, without having filed with the Commission 
and published rates and charges applicable to such transporta- 
tion, and without having filed with the Commission evidence of 
approved security for the protection of the public, as required 
by the insurance rules and regulations of the Commission. 
The fine and costs were required to be paid in full. 

Western Tennessee district, at Memphis. Roy F. Tanner, 
of Memphis, was fined $500 following his plea of guilty to an 
information charging him with operating as a common carrier 
of property by motor vehicle in interstate commerce, for com- 
pensation, without operating authority from the Commission; 
with failing to keep driver’s logs when personally driving his 
vehicles; with failing to require his drivers to keep drivers’ 
logs; and with fraudulently seeking to evade and defeat regula- 
tion by the use of fictitious leases of vehicles to a shipper and 
to an authorized common carrier in connection with transporta- 
tion the defendant performed without authority from the Com- 
mission. The fine was paid in full. 


ALLIED VAN LINES ANTI-TRUST SUIT 


The federal district court at Chicago has. set December 4 
as the date for trial in No. 44C 30, United States vs. National 
Furniture Warehouseman’s Association, Allied Van Lines, et 
al., in which the anti-trust division of the Department of Justice 
seeks an injunction restraining the individual defendant van 
lines, warehouse companies, and Allied from continuing their 
alleged combination and conspiracy in restraint of trade and 
commerce in the transportation of household goods by motor 
vehicle (see Traffic World, April 1, p. 910). 


McALLISTER LIGHTERAGE SUIT 

Contending that the interruption of its operations from 1933 
until 1937, due to “fa severe general depression” and that, from 
1938 to January 1, 1940, its inability to obtain traffic in the ter- 
ritory it had served up to 1933 because of “the continuing eco- 
nomic depression,” were interruptions beyond its control, Mc- 
Allister Lighterage Lines, Inc., has filed suit in the federal court 
for the southern New York district, asking the court to set aside 
the Commission’s order denying the authority requested. 

The disputed order was entered by the Commission, divi- 
sion 4, on reconsideration in W-81, McAllister Lighterage Lines, 
Inc., Contract Carrier Application, embracing W-217, McAllister 
Brothers, Inc., Contract Carrier Application. In those proceed- 
ings the division affirmed the findings in the prior report, 250 
I. C. C. 803, that applicants were not in bona fide operation on 
the statutory date. The applicants had asked for authority as 
common carriers of general commodities and as general towers 
to and from all ports and points along the eastern seaboard 
from Boston, Mass., to Baltimore, Md., including the Chesa- 
peake Bay, the Delaware & Chesapeake Canal, Long Island 
Sound, the Hudson River to the head of the New York State 
Barge Canal, and New York harbor, and all ports and points 
on waterways tributary thereto. Among other things, the divi- 
sion said that the applicant had voluntarily confined its facilities 
to exempted transportation within the limits of New York har- 
bor (see Traffic World, Feb. 19, p. 440). As to this latter find- 
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ing, McAllister told the court that this employment of its fleet 
in the New York harbor was in connection with essential war 
work and was also an interruption to its service outside the 
New York harbor area that was beyond its control. 


ILLINOIS COMMUTATION FARES 


The Illinois Supreme Court September 19 set aside orders 
of the Illinois Commerce Commission denying permission to 
the Burlington Route, Rock Island Lines, Milwaukee Road, 
and Chicago, North Shore and Milwaukee Railroad to increase 
by 10 per cent their Chicago area suburban passenger com- 
mutation fares. The court, in a similar case involving the 
Chicago and Western Indiana, refused to set aside the com- 
mission’s order, basing its decision on the fact that the C. and 
W. I. had received rentals for use of its Chicago terminal facil- 
ities from five proprietor class I railroads and had not made 
a sufficient showing that it lost money in operating suburban 
passenger train service (see Traffic World, Oct. 2, 1943, p. 779), 

The Illinois commission in November, 1942, issued its 
orders in the cases, and in September, 1943, Judge John 
Prystalski, of the Cook County, IIl., circuit court, sustained 
the orders after the five railroads appealed for reversal on the 
ground that the commission had acted arbitrarily because its 
orders had not been based on any evidence in opposition to 
the proposed increases. The state supreme court upheld that 
contention of the railroads. 

The court has refused to grant a petition of the commis- 
sion to set aside an order issued by Judge P. H. Schwaba, of 
the Cook County court, in January, 1943, in which the lower 
court set aside the commission’s order denying permission to 
the Illinois Central to increase its suburban Chicago passenger 
commutation fares by 10 per cent. The Illinois Central and the 
Chicago and North Western increased their commutation fares 
10 per cent in 1943 under protection of temporary injunctions 
obtained in the Cook County court. 

Counsel for the four railroads that obtained the favorable 
decision September 19 said they expected that the Illinois com- 
mission would seek a rehearing by the state supreme court. 


JOINT BAR ANTI-TRUST SUIT 


Judge John P. Barnes of the federal district court at Chi- 
cago September 20 approved a consent decree entered into by 
the anti-trust division of the Department, of Justice and three 
companies and their presidents who were charged in a govern- 
ment complaint filed last December with violations of the Sher- 
man anti-trust act in the reforming of worn rail joint bars. 
The defendants are the Rail Joint Company, New York, and 
its president, Victor C. Armstrong, Short Hills, N. J.; Poor and 
Company, Chicago, and Fred Poor, Lake Forest, IIl., president; 
Woodings-Verona Tool Works, Verona, Pa., and its president, 
Emanuel Woodings, Verona. The McKenna Process Company 
and its president, George Langford, Joliet, Ill., also defendants, 
refused to consent to the order. October 9 previously had been 
set as the date for trial (see Traffic World, Dec. 25, 1943, p. 
1587, and May 6, p. 1243). 

The anti-trust division alleged that the eight defendants 
had, since 1928, pooled their patents through cross-licensing; 
had used the patents to harass non-licensed companies through 
threats of infringement suits, and had forced several other 
companies to accept licenses to reform bars on terms dictated 
by the defendants. The bars are used as supports for railroad 
rails. The six defendants party to the consent decree in their 
answers last May, said they had cancelled their licensing agree- 
ments as soon as they had learned that the division considered 
the agreements unlawful. 

The consent order, provides that the patents involved in 
reforming the bars shall be public property; that the defend- 
ants shall not sue for damages based on the patents; that the 
defendants shall cancel their licensing agreements with other 
companies, and that they shall not attempt to prevent other 
companies from establishing competitive plants. The anti-trust 
division, in its complaint, asked for an order embodying those 
provisions. 


BURLINGTON YARD IMPROVEMENTS AT DENVER 

The Chicago, Burlington and Quincy will begin construc- 
tion immediately of changes and enlargements of its 31st Street 
Yard at Denver, Colo., at a cost of $500,000, according to an 
announcement by Edward Flynn, executive vice-president. Plans 
call for increasing the capacity of the yard from 862 to 1535 
cars through the construction of 13 miles of track, two bridges 
over the South Platte River and the installation of 111 switches. 
The work will require 110,000 cubic yards of grading. A new 
yard office will be built, floodlighting installed, a 396-foot icing 
platform built and remote-control switches installed at the east 
end of the yard. According to Mr. Flynn, the work is necessary 
because of increases in traffic at the yard since 1939, and further 
anticipated increases to take place when the burden of war 
shifts to the Pacific. 
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September 23, 1944 


Antitrust and Rail Rates 


Decentralization of industry through a “local economic 
autonomy” program would keep the nation’s private enterprise 
system functioning and would benefit western consumers by 
enabling them to buy articles that did not reflect the cost of 
transporting raw materials from the west to the east and then 
back again to the west and by relieving them of payment 
of “fictitious rate charges set up by a basing point system,” 
said Assistant Attorney General Wendell Berge in an address 
proadcast the night of September 17 over station KGW at 
Portland, Ore. His subject was, “Today’s Challenge to Western 
Industry.” 

In the course of his address, he reiterated the Justice De- 
partment’s charges that the western railroads had organized 
to preserve high rate structures, and he noted that the de- 
partment had filed a suit challenging “the rate-making com- 
bination of the western railroads.” 

Explaining what he meant by “local economic autonomy,” 
he said: 


You will be on the way to a real development and more stabilized 
employment when you have dozens of locally owned packing houses; 
when local companies process your own fruits and vegetables; when 
the marketing of fish is no longer in the hands of only three or four 
great corporations; when the lumber industry is decentralized; when 
you are operating your own steel, aluminum, and magnesium plants; 
and when local capital is giving jobs to local people. Your consumers 
will then have the benefit of lower prices because of the savings in 
transportation. 


After a discussion of “industrial restraints” that he said 
existed because of monopoly control over various industries, 
he said that “the transportation monopolies” were super- 
imposed on those restraints. 

“Under the present system,” he said, ‘railroads haul west- 
ern raw materials across the continent to be fabricated in 
eastern mills and hauled back to the west in the form of 
finished products. Wool bought at the Portland auctions in 
normal times goes five or six thousand miles around through 
the canal to Boston where it is worked up into fabrics which 
are, in turn, shipped by rail to Rochester or elsewhere to be 
tailored into suits, and shipped back west again as the latest 
creation of the fashion tailors. Copper goes from the west to 
the Connecticut Valley for processing and comes back again 
in the form of wire to be used at Bonneville and Grand 
Coulee. ... 


Basing-Point System 


“The abuses of the basing-point system have affected the 
west in many industries, notably in steel, petroleum products, 
sugar and cement. Let us look at the pre-war situation as to 
steel. For fifty years the great steel corporations have sold 
steel solely on a delivered basis except for a few products, 
such as steel rails bought by the railroads. This means that the 
delivered price in any area is the base mill price, plus the 
transportation to destination. But the trouble with this seem- 
ingly innocent arrangement is that a relatively few eastern 
mills are the base mills, and, I believe, none of them are 
west of Chicago. Therefore, even though steel might be pro- 
duced next door to the consumer, the price is the eastern 
base price, plus imaginary freight to destination. During the 
war, with ocean shipping cut off, this has meant a Chicago 
price, plus $22 a ton freight. .. . The O. P. A. ceiling price 
of ship plates is $42 per ton, f. o. b. eastern mills. The freight 
from Chicago to the west coast is $22 a ton. Therefore the 
ceiling price of plates is $64 a ton, even though they come from 
the mill next door. That price if we take the pre-war pattern 
will play hob with western industrial development if the pat- 
tern should be carried over into the postwar period.” 


Mr. Berge said that the prewar water rates on steel from 
the Atlantic seaboard to the west coast were $10, $11 and $12 
a ton, that some rates probably were lower than that, and 
that it must be remembered that “the big steel companies 
own their own steamship lines.” ‘He added: 


The commercial rate on steel from Geneva, Utah, to the coast is 
$12.00, and has been for some years. The Defense Plant Corporation 
was able to get a rate for government shipments from the plants to 
the shipyards down to $8.00 a ton, but it is my understanding that the 
commercial rate of $12.00 still prevails. So, I merely throw out the 
question—how are the western steel plants going to continue operating 
on the present freight rates in competition with eastern steel shipped 
by water to the west coast in boats owned by the eastern steel com- 
panies? There is no reason why the cost of production in western 
mills should not be as low as in the eastern. It is the cost of trans- 
portation which is crucial. 


You will have to -get freight rates down. And when you begin 
barg: ining for freight rate reductions you will not be dealing just 
with individual railroads, but you will be dealing with a combination of 
western roads. They are organized from the ground up, and 
crganized pressure of all of them is directed against any road 


all the 
the 
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that is willing to reduce its rates to meet the demands of local indus- 
try. This organization of the railroads to preserve high rate structures 
we believe to be in violation of the antitrust laws, and a suit recently 
filed challenges the rate-making combination of the western railroads. 


Hollowpeter Asks Question 


An exchange of correspondence relating to statements made 
by Assistant Attorney General Wendell Berge in his address 
on freight rates at Kansas City, Mo., August 7 (see Traffic 
World, Aug. 12, p. 387), between Mr. Berge and- Herschel A. 
Hollopeter, transportation director of the Indiana State Cham- 
ber of Commerce, reveals the allegation, among others, made 
by Mr. Hollopeter, that Mr. Berge’s information covers but one 
side ‘of this rather involved controversy,” and Mr. Berge’s 
contention as to the need for remedial action improving the 
rate structure. Mr. Berge’s office, on request, made his reply 
available after Mr. Hollopeter had given out his own letter for 
publication. 

Mr. Hollopeter suggested ‘“‘a bit of inconsistency in a state- 
ment with respect to ‘lawful rates,’”’ drawing a distinction be- 
tween “legal and lawful rates.” He pointed out that the Su- 
preme Court of the United States in Arizona Grocery Co. vs. 
A. T. & S. F., 284 U. S. 370, “quite clearly distinguished be- 
tween them.” 

“What you refer to as ‘lawful rates’ in the ‘over 99 per 
cent of all rates filed are merely legal rates and not necessar- 
ily lawful rates,” said Mr. Hollopeter to Mr. Berge. 

“Legal rates” were subject to review before the Commis- 
sion “where all interests may have a full and complete hearing 
for a determination of their lawfulness,” said Mr. Hollopeter. 

As to Mr. Berge’s assertion that a survey of our transpor- 
tation industry showed that there were discriminatory railroad 
freight rates that placed an unfair burden on the industry and 
agriculture of the west and south, Mr. Hollopeter said he was 
disturbed ‘‘that one of our national officials in your position 
should make such a public announcement,” adding that the 
Commission, as he was sure Mr. Berge was aware, “is the 
only agency under our legal system that is qualified to deter- 
mine if such fact exists.” Mr. Hollopeter added that with all 
the volumes of evidence and record it had had before it over 
the years on this question, “it has in no case yet found such to 
be the fact.” 

“TI am sure you would not think of accepting such conclu- 
sion without a survey of evidence on both sides of the question, 
and I wonder what the basis for this statement of yours may 
have been,” said Mr. Hollopeter. 

“Speaking from 40 years’ experience, the freight rate struc- 
ture of the country has been generally quite intelligently de- 
signed to meet the needs of commerce and industry as it ex- 
isted or exists in the various parts of our vast country.” 

Mr. Berge’s basis for his statement, continued Mr. Hol- 
lopeter, “obviously overlooked the fact that pig iron rates from 
Chicago to Kokomo, Ind., for 131 miles is $2.92 per ton, while 
the rate from Birmingham to Atlanta is but $1.65 for 161 miles. 
As you properly point out this difference of $1.27 per ton 
against the northern manufacturer pyramids itself into the pro- 
duction cost‘ of the finished article.” After giving another illus- 
tration showing the shoe manufacturer at Nashville, Tenn., to 
have an advantage in rates over the manufacturer at Vincennes, 
Ind., in shipping to Baltimore, Md., Washington, D. C., and 
Philadelphia, Pa., and having pointed out that evidence recently 
submitted by the Commission’s staff showed the difference in 
the average level of freight rates in one section was less than 
4 per cent while the average difference in first class rates in 
red same area was 39 per cent, Mr. Hollopeter concluded as 

ollows: 


As indicated, I would not have it appear that we imply by this 
alone that the rate structures of the two territories are improper. With 
the average difference in the rates, as briefly shown to be less than 
4 per cent, it might easily be with few exceptions that there is nothing 
wrong in this situation. Where one shipper pays a high rate on some 
of his shipments, he frequently pays a correspondingly lower rate on 
others. This being made generally to fit his own needs and requirements 
in each case, he would be much more disturbed and harmed by having 
the whole situation reversed by some theoretical attempt to provide 
uniform and ‘“‘straight jacketed’ rates for everything and everybody. 

The sectional controversy that has recently been agitated in connec- 
tion with these freight rates is due to the fact that some sections want 
no rates higher than the north, but still retain all the rates they now 
have that are lower and not revise the whole rate structure of the south 
to conform to the northern rate structure. This would certainly create a 
very real and definite discriminatory situation. Perhaps using a some- 
what worn phrase, the interests in my section for example, feel that if 
we are to have a ‘‘new deal’’ in freight rates we only ask that the 
entire deck be shuffled, and deal to everyone from the top. If some of 
the rates in our structure, which may be lower than those rates of 
some other territory, prove discrimination against some other terri- 
tory, then sir, would it not follow that those rates in our territory 
which are now higher than the corresponding rates of other territories 
would likewise be discrimination against us? However, if we do re- 
shuffle our rate structures are we not still a bit absurd in that all 
territories will receive about as many increases as they receive reduc- 
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tions, and in the final analysis we get a theoretical ‘‘uniform’’ rate 
structure not designed to fit the needs of industry or commerce of any 
area, and the economy of our entire country will be infinitely worse off? 


Berge’s Reply 
Mr. Berge’s reply follows: 


Thank you for your letter of August 25, 1944, in which you com- 
ment on my address before the Kansas City Advertising and Sales 
Executive Club. 


I believe that you will agree that the present class rates available 
to shippers in the south and west are substantially higher than those 
applicable within official territory. Also I believe you will agree that 
aside from a relatively few heavy loading basic commodities and a 
comparatively small number of manufactured products, that the general 
rate level available to the producers of the south and the west is 
higher than that within eastern territory.“ 


With these other facts in mind, I made the statements contained 
in my Kansas City speech regarding the freight rate. 


Conn Also Queries Berge 


Donald D. Conn, executive vice-president, Transportation 
Association of America, in a letter to Wendell Berge, assistant 
attorney general, September 18, asks for the “source of and 
authority” for a statement made by Mr. Berge in an address at 
Kansas City last month (see Traffic World August 12, p. 387) 
that “the railroads have now come forward with a plan for 
fastening upon the nation a complete transportation monopoly 
under their domination,” and that “this plan contemplates the 
development of regional integrated transportation systems.” 

Mr. Conn says he “would appreciate an opportunity to ex- 
amine in detail the proposed plan” to which Mr. Berge referred 
as having been put forward by the railroads. He asks advice 
as to when the proposal was made and by whom and says he 
would appreciate receiving a copy of the plan which he assumes 
“would outline the various regional systems provosed and indi- 
cate where competition is to be abandoned and where monopoly 
would be substituted therefor.” He wants the information, he 
says, to lay before the association’s: board of directors. 

As far as the association is concerned, he says, railroads 
are minority members and support it in the same manner as 
they support chambers of commerce “and other movements of 
common interest.” The association does not represent them or 
speak for them, he says. 

The association, he says, “believes that all regulated trans- 
portation should be excluded from the provisions of the Sher- 
man antitrust act when proposals of common carriers are first 
approved by regulatory authority. It proposes that the rail- 
roads should be permitted to own, “wholly or in part, or 
engage in any form of transportation where economic to do so 
and where such ownership of services are authorized by regula- 
tory authority.” He stresses that the association proposes a 
limited number of competitive transportation systems, and says 
the “limited number” implies ‘orderly and voluntary consolida- 
tion among railroads as the economic requirements of the coun- 
try justify...” 

The association, he says, “would place no restrictions on 
the perpetuation of independent competitive carriers where the 
public interest is served thereby.” It opposes “arbitrary restric- 
tions or artificial legislative impediments against private trans- 
— he adds, and it also opposes “monopoly of any 

ind.” 

Under the association’s proposal, he says, ‘we would main- 
tain competition between such transportation companies, be- 
tween such companies and independent carriers, and between 
such companies and private transportation.” The association, he 
— has “consistently opposed regional systems of any 

ind.” 

Mr. Berge delivered an address September 20 before the 
Seattle (Wash.) Bar Association in which he referred to the 
antitrust suit against the railroads. 


AIR TRAVEL PRIORITIES 


The War Department has issued a statement that persons 
who falsify their reasons for travel or the urgency thereof 
in order to obtain priority for air transportation are liable 
under the law to a fine of $10,000, imprisonment for a maximum 
of ten years, or both. Continuing, it said: 


The priorities and traffic division of the Air Transport Command, 
which is charged with the responsibility for receiving, evaluating, and 
taking appropriate action on requests for priorities for air transporta- 
tion, has for some time been improving its procedures for checking 
the validity of requests. These new procedures, plus the penalties which 
may be imposed for false certification, lessen the possibilities for viola- 
tion of priorities. 

In a few instances, air travelers have secured priorities by falsely 
certifying to the nature, importance, or urgency of their mission. 
Government agencies, commercial airlines, and industries, however, are 
cooperating with the War Department in eliminating abuse of the 
priority system. 





TRAFFIC WORLD 


Air Transportation 





Development of Air Transport 


The subcommittee on aviation of the House committee on 
interstate and foreign commerce, in a report on observations 
made in the course of a trip by plane from Washington to the 
west coast and to Alaska and return, has made several recom- 
mendations for enactment of legislation to accelerate and fa- 
cilitate postwar development of American air transport service, 


Recommendations of the subcommittee called for, among 
other things, modernization of the nation’s airways, planning 
of a comprehensive national system of high-capacity airports 
and the carrying out of such plans “as soon as it is possible”; 
enactment of legislation immediately to provide for the regula- 
tion of contract carriers by air, and additional legislation to 


aid in the development of feeder line service within the United 
States. 


Members of the subcommittee who made the trip as a 
part of a program of investigation and study of aviation matters 
authorized by H. Res. 307 were: Representative Bulwinkle, of 
North Carolina, chairman; Representatives Boren, of Okla- 
homa; Beckworth, of Texas; Harless, of Arizona; Chapman, of 
Kentucky; Hinshaw, of California; Howell, of Illinois, and 
O’Hara, of Minnesota. They were accompanied by E. J. Lay- 
ton, clerk of the House interstate commerce committee; Edward 
Warner, vice chairman of the Civil Aeronautics Board; John 
Groves, of the Air Transport Association of America, and Major 
C. D. Couser, U. S. army. 


Hearings, Conferences Held 


The subcommittee said that it met in Chicago August 7, 
1944, and surveyed, investigated and studied matters affecting 
air navigation in that area and that it then proceeded with its 
studies at Minneapolis-St. Paul, Minn.; Edmonton, Canada; 
Nome, Fairbanks, Anchorage and Juneau, Alaska; Seattle, 
Wash.; San Francisco and Los Angeles, Calif.; Phoenix, Ariz.; 
Denver, Colo., and Kansas City, Mo., and returned to Wash- 
ington August 29. It said it held hearings and conferences with 
various groups “at a number of places,” and that the route of 
investigation covered about 11,500 miles in distance by plane. 

Under the heading of “general observations,” the commit- 
tee said that “the ability to travel at great speeds through the 
atmosphere often in the substratosphere or even in the stratos- 
phere, far above the impediments of the earth’s surface, will 
bring far-reaching changes in our conception of geography, in 
our economics, in our development of commerce, and in our 
relationships both domestic and international.” It said that 
new devices now in secret use in the war would improve even 
the present “high degree of safety” of air transport as soon as 
they could be released for civil purposes. 

The committee predicted that there would be keen compe- 
tition between nations in the development of commercial-type 
planes. It said the United States “must take a commanding 
position in national and international air transport” and that 
“only by having air transports that are faster, and that reduce 
the costs of transportation, can we be assured of the volume 
of traffic necessary to build a great transportation system. 


Money for Air Navigation Aids 


This country’s airways were fast becoming badly in need 
of renovation, said the committee. It estimated that annual 
appropriations of about $25,000,000 a year, including $5,000,000 
for use within Alaska, would be required “over each of thé 
next several years” for the construction of new and additional 
aids to air navigation. 

“Shortsighted individuals have sometimes urged Congress 
not to build highways in the air, alleging that such activities 
are a subsidy to the scheduled airlines,” said the committee. 
“At the time of Pearl Harbor, 67.9 per cent of the flying on the 
airways of the United States was done by our army and our 
navy, 8.1 per cent by the private flyer, and 24 per cent by the 
scheduled air carriers. Today under the war conditions that 
face us, 89.1 per cent of flying along our nation’s airways }s 
done by the army and navy, 3.1 per cent by private flyers, and 
only 7.8 per cent by the scheduled air lines. 

“The committee therefore recommend that the airways of 
the nation be modernized and that the necessary appropriation 
by Congress be granted in order that new and additional aids 
to air navigation may be constructed as early as possible.’ 

Weather stations established and maintained by the Army 
Air Forces should be continued in operation after the war under 
the U. S. Weather Bureau and an adequate network of radi0- 
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sonde stations should be maintained in the Arctic and subarctic 
regions, said the committee. 

The committee observed that a report on the need for a 
system of airports and landing areas throughout the United 
States was now being compiled by the Administrator of Civil 
Aeronautics. It advocated that the operation of control towers 
at public airports be taken over in its entirety by the Civil 
Aeronautics Administration and that Congress appropriate 
“adequate funds for this purpose.” 


Transport in Alaska 


After stating that the airplane was largely the solution of 
Alaska’s transportation problem, and that doubt existed that 
high-octane fuel could be provided from the Canol pipeline 
project at costs comparable with domestic fuel delivered by 
tanker through Alaskan ports, the committee recommended that 
there be additional transportation service for Alaska, “in the 
public interest and for the future development and growth of 
the Territory of Alaska. 

In a discussion of the importance of the service of scheduled 
air carriers, the committee report included the following: 


The air lines contributed some of their most able executive officers, 
over a thousand of their pilots, hundreds of mechanics, radio operators 
and others necessary to establish and place in operation the Army Air 
Transport Command and the Naval Air Transport Service. That group 
from the air lines formed a nucleus upon which was based the tremen- 
dous achievements of these two military organizations... . 

The air lines were also called upon to perform civilian contract 
services. Planes were ferried and men and materials were trans- 
ported to the corners of the earth by them. They trained pilots, 
mechanics, radio operators and navigators for the armed forces. They 
overhauled engines and did other mechanical work upon military air- 
craft and established and operated huge modification centers for combat 
aircraft. The committee visited a number of these establishments to 
witness these accomplishments. 

All this was done in addition to the strenuous task of accommodat- 
ing urgent wartime traffic on their regularly scheduled commercial 
service within the United States and abroad. When the history of 
this war will be written the public will realize the debt of gratitude 
owed to the airlines who rendered a great service for the nation and 
this service will in no small degree have shortened the war and saved 
countless lives. 

The development of our international services, in addition to all 
those things mentioned above, has provided certain special benefits in 
the present war. These services have charted some of the major trade 
routes of the world so it was not necessary for our army and navy 
to develop a transport service de novo. Airports, air navigation 
facilities, communication facilities and weather services had already 
been established for peacetime use abroad. In fact, a highly developed 
air transport system in South America under the American flag was 
instrumental in eliminating on that continent air lines controlled by 
Nazi Germany and supported by them not for commercial purposes 
but for purely political ends. 


Return of Planes, Pilots 


The committee said it felt that the nation’s armed forces 
could well afford to return aircraft to the air lines at a more 
rapid rate, at just and equitable prices, so as to permit the air 
lines to junk them when new modern aircraft became available, 
and that when planes were returned, air line pilots should like- 
wise be returned. 

In recommendations for legislation regarded by it as “im- 
mediately necessary,” the committee said: 


The experience of civilian operators and the military services 
during the war has demonstrated that the most serious hazard to 
aircraft operation at this time are thunderstorms. The reason for this 
hazard is that there is little available scientific data from which the 
exact characteristics of a particular thunderstorm can be determined 
without actually flying into the thunderstorm area. We understand 
that this gap in meteorological knowledge can be eliminated if sufficient 
resources are provided for a thorough study of thunderstorm phe- 
nomena. Consequently, legislation to provide for this study is regarded 
by the subcommittee as essential at this time. 

Legislation must also be enacted immediately to provide for the 

regulation of contract carriers by air. In a very short time the military 
services will be releasing, as surplus, vast numbers of transport 
Planes. Thus the stage will be set for a repetition of the same dis- 
astrous results which flowed from the unregulated operation of con- 
tract carriers by motor vehicle. Unregulated’ operations in this latter 
industry resulted in the chaotic conditions to the detriment of the 
common carrier by motor vehicle and the public suffered. Such a 
condition should not be permitted to arise in the air transport indus- 
try. Limited regulation of contract carriers by air should be established 
Without delay.... 
_ The development of feeder line service within the United States 
1S a major problem facing those interested in domestic air transporta- 
tion. The Civil Aeronautics Board is now engaged in holding hearings 
on a vast number of applications by persons desiring to perform such 
Service. Additional legislation is needed to aid in the development 
of this type of service.... 


The investigation of the causes and characteristics of 
thunderstorms that was proposed in the committee’s report was 
Provided for in H. R. 5301, a bill introduced recently by Repre- 
Sentaiive Bulwinkle (see Traffic World, Sept. 9, p. 642). 


Air Routes to Latin America 


Examiner Francis W. Brown, assisted by Examiner J. H. 
Spang, of the Civil Aeronautics Board, on September 18 began 
the receiving of evidence in a hearing in Washington in a con- 
solidated proceeding designated by the C. A. B. as “Docket 
No. 525 et al., the Latin American Cases,” involving applica- 
tions of many companies, including steamship companies and 
domestic airlines, for authority to institute air transport service 
between the United States, on the one hand, and points in 
Mexico, Central America, the islands in the Caribbean, and 
South America, on the other (see Traffic World, Feb. 12, p. 412, 
and Aug. 12, p. 397). 

About fifty attorneys were seated at the counsel tables 
as the hearing began. Among them were counsel for steam- 
ship company applicants—Atlantic, Gulf & West Indies Steam- 
ship Lines; Grace Lines, Inc.; Moore-McCormack Lines, Inc., 
United Fruit Co., and Waterman Steamship Corporation—and 
for the Department of Justice, the Maritime Commission and 
the Department of the Interior, interveners on the proceed- 
ing. Also represented were local government agencies of sev- 
eral cities along the Gulf and Atlantic seaboard that had inter- 
vened to make representations to the C. A. B. with respect 
to the effect of the various foreign air service proposals on 
the present or potential air traffic of those cities. 


Justice Dept. Questionnaires 


A question arose early in the hearing as to the cross- 
examination of, and submission of evidence by, witnesses for 
the steamship company applicants, after representatives of the 
Justice Department announced that, “with a minor exception,” 
those companies had not complied with a request of the Justice 
Department for certain information as set forth in question- 
naires the department had sent to those applicants. 

Bon Geaslin, attorney for the Waterman Steamship Cor- 
poration, said that some of the information the Justice Depart- 
ment desired was set in an exhibit offered in evidence by 
Waterman, but that the question of monopoly by reason of 
control of one carrier by another carrier was not in issue, in 
the Waterman application, because the steamship company it- 
self, rather than an airline subsidiary of Waterman, was the 
applicant. Some of the information that the Justice Depart- 
ment desired, said Mr. Geaslin, could not possibly be obtained 
by the steamship company. 

Paul Reiver, of C. A. B. public counsel, said that ‘we 
would like to have the information asked by the Department 
of Justice.’ Examiner Brown said he thought the steamship 
interests would do well to comply with the Justice Department’s 
request, though he was not requiring that they comply. He 
conferred with the steamship company attorneys after the 
morning session of the hearing September 18, but said after 
the conference that he had nothing to report at that time and 
that the matters taken up in the conference would “develop” 
in the further course of the hearing. 

B. C. Allin, director of the Greater Miami (Fla.) Port 
Authority, was the first witness. He stated that he had been 
released from service in the U. S. army two months ago, that 
he had had command of certain foreign port operations while 
in army service, and that in previous years he had been port 
director at various ports, including Houston, Tex., and Stock- 
ton, Calif. He asserted that Miami was now this country’s 
leading international air gateway, and argued that foreign air 
traffic from this country should be “funneled out” through 
established gateways. He contended that if a foreign air route 
to Latin-American destinations had its northern terminus in 
New York City or some other port north of Cape Hatteras, 
the carrier on that route should be “required to clear’ at a 
gateway south of Cape Hatteras before leaving the continent, 
without engaging in interstate commerce on the part of the 
route within the United States. He opposed restriction of for- 
eign air carriers by the C. A. B. to service from or to only 
one U. S. port, saying that this resulted in operation by Pan 
American Airways from New York to Nassau, in the Bahamas, 
instead of to Miami, on Pan American’s route across the Carib- 
bean. He urged that the C. A. B. include Miami as a stop on 
such routes and pointed to airport development plans that he 
said were under way at Miami. 


Port of New York Authority 


James C. Buckley, principal economist of the Port of New 
York Authority, the second witness at the hearing, recom- 
mended adoption by the C. A. B. of a pattern of eight basic 
direct one-carrier air routes between the New Jersey-New 
York port district and various points in Latin America. His 
statement supplemented 30 pages of written evidence and 60 
exhibits previously submitted to the C. A. B. in behalf of faster, 
more frequent and more efficient air transportation between 
the New York port area and Latin American points, supporting 
the port authority’s claim that “the New Jersey-New York 
port district geographically and commercially is a natural gate- 
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way and terminus for trade and travel to and from Latin 
America, particularly South America, the West Indies and the 
Canal Zone.” The New York port authority contended that the 
value by the pound of the trade between the New York dis- 
trict and Latin America was more than one and one-half times 
greater than the value by the pound of trade between the 
United States as a whole and Latin America. 

Mr. Buckley recommended that, on the route between New 
York City and Bermuda, two or three applicants be certified 
in addition to Pan American, presently holder of a certificate 
for that route, and that the additional carriers be selected from 
(a) American Export Airlines, (b) Colonial Airlines, (c) Inter- 
national Airways, and (d) Moore-McCormack Lines. Between 
New York and the east coast of South America, via San Juan 
and Port of Spain, he said, the board should grant authority 
to Pan American for the New York-San Juan section, and to 
Moore-McCormack for the full length of the route, with addi- 
tional local service between New York and San Juan by either 
American Export of International. For the route between New 
York and the east coast of South America via Caracas, 
Venezuela, he recommended Pan American, and urged the 
board to consider “the possibility of approving” Eastern Air 
Lines’ proposal to operate to the South American east coast 
via Ciudad Trujillo and Caracas, naming New York City in- 
stead of Washington as the northern terminus. He recom- 
mended certification of the Grace Line for a route between 
New York and the north coast of South America through Bar- 
ranquilla, Colombia, and said the board should consider favor- 
ably an application for a route between New York and the 
west coast of South America, though no such application was 
now on file. He urged approval of the Grace Line application 
for a route between New York and Balboa as a “step” toward 
such a route, that of National and that of Eastern Air Lines 
for a route between Miami and Balboa, to ‘‘make possible di- 
rect one-carrier service between New York and Balboa via 
Miami.” International and/or Moore-McCormack should have 
authority for direct service between New York and Nassau; 
a New York-Havana route should go to International and any 
two of the following: Colonial, Eastern and National, and a 
New York-Mexico City route, via New Orleans, should go to 
Eastern Air Lines, he said. He urged establishment, also, of a 
route between New York and Central America, for which 
there was now no application on file. 

Exhibits were submitted by the following other cities: 
Charleston, S. C.; New Orleans, La.; Houston, San Antonio 
and Dallas, Tex., and the Fort Worth, Tex., Chamber of Com- 
merce; Tampa, Fla.; Tulsa, Okla., and Kansas City, Mo. The 
commonwealth of Massachusetts also presented an exhibit. A 
Kansas City spokesman said that Kansas City had been dis- 
criminated against in freight rates of surface carriers and urged 
that the airlines now serving or proposing to serve Kansas 
City and seeking authority to operate to Latin American points 
be favored by the board. 


American Airlines’ Witnesses 


Witnesses for American Airlines the afternoon of Sep- 
tember 18 and on September 19 were Stanley King, of Mexico 
City, managing director of the Mexican company of American 
Airlines; C. W. Jacob, of Port Washington, N. Y.; R. S. Damon, 
of Garden City, N. Y., chief executive officer of American 
Airlines, and Charles A. Rheinstrom, of New York City, Amer- 
ican Airlines’ vice president in charge of traffic. Mr. King 
noted that Amreican had built airline facilities in Mexico but 
had not yet engaged in flight operations there, except to the 
extent that American Airlines now operated into Mexico under 
a temporary permit on a route designated as “F. A. M. 26.” 
What American was seeking in No. 1173,-he said, was to make 
permanent the temporary certificate for operation into Mexico 
that it now held. Mr. Rheinstrom contended that American 
would then be in position to serve more people than any other 
applicant and would have through one-carrier service between 
Mexico City and Monterrey, Mexico, and many cities in the 
United States, including Los Angeles, Phoenix, Chicago, Cleve- 
land, Cincinnati, Nashville, Tenn., Boston, Mass., and others. 

Benjamin Warder Thoron, director of the Interior Depart- 
ment’s division of territories and island possessions, in testi- 
mony before the examiners September 20, urged establish- 
ment of additional air facilities to Puerto Rico and the Virgin 
Islands so as to provide speedy and direct service between those 
islands and the U. S. mainland. He said there should be com- 
petitive air service to those islands and declared that he did 
not think it was a good thing for Puerto Rico to have passenger 
service of only one steamship company to and from New York. 
Puerto Rico needed air service to and from more than one 
gateway into the United States, he said. Generally in agree- 
ment with those views was the next witness, Roberto Sanchez, 
of San Juan, P. R., general manager of the Puerto Rico Trans- 
portation Authority. 

John E. Slater, executive vice president and director of 
American Export Airlines, discussed exhibits put in by that 
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applicant with respect to proposals of Export to serve points 
in the Caribbean, and mentioned a pending application of 
American Airlines to obtain control of Export Airlines through 
purchase of stock. He said American Export Steamship Co, 
planned to retain 24 per cent of the stock of the airline, 
Additional exhibits were presented and discussed by Durston G. 
Richardson, of Roslyn, Long Island, N. Y., vice president in 
charge of operations of American Export Airlines. 


“Rebuff” for Steamship Applicant 


In the course of testimony by J. C. Gardiner, Jr., execu- 
tive assistant of American Export Airlines, it was brought out 
that Mr. Gardiner had formerly been connected with Coverdale 
& Colpitts, consulting engineers, specializing in transportation 
studies. Mr. Geaslin wanted to know whether Mr. Gardiner’s 
studies had enabled him to express an opinion with respect to 
the advantage to the public of a coordinated air-steamship 
service. Examiner Brown sustained an objection to the question, 
saying that the proper way for Mr. Geaslin to prove that point 


“was by testimony of his own witnesses. Mr. Gardiner asserted 


that New York City had an advantage over other ports on the 
eastern seaboard or on the Gulf as to traffic vulume. He de. 
clared that Export would not need a subsidy, but that it did 
want to carry mail. 

C. E. Woolman, vice president and general manager of 
the Delta Air Corporation, and E. M. Johnston, director of 
research and planning for Delta, testified in support of the 
application of Delta for authority to serve Havana, Cuba, and 
other points in the Caribbean, September 21. 

The hearing had been divided, at the suggestion of the 
examiners in a pre-hearing conference, into two parts, the first 
part embracing applications for air rights to points in the 
Caribbean, Mexico and Central America, the second part em- 
bracing applications that proposed service to South American 
countries. 

_ Although the consolidated proceeding embraced applica- 
tions of twenty companies, appearances were entered for only 
17 of the applicants in the first four days of the hearing, those 
not formally represented and their application docket numbers 
being Andrew J. Burke, No. 384; Gordon’s North-South Air 
Line, Inc., No. 995, and New York & Bermudian Air Line, 


No. 148. The other applicants and applications involved in the 
Latin-American case were: . 


American Airlines, Inc., No. 1173; American Export Airlines, Nos. 
1170 and 1232; Delta Air Coporation, No. 1159; Grace Line, Inc., No. 
1166; International Airways, Inc. (subsidiary of Atlantic, Gulf & 
West Indies Steamship Lines), No. 759; National Airlines, Inc., Nos. 
416, 828, 1167 and 1168; United Fruit Co., Nos. 805 and 1148; Waterman 
Steamship Corporation, No. 525; Braniff Airways, Inc., Nos. 949, 1057 
and 1194; Chicago & Southern Air Lines, Inc., Nos. 798, 945.and 1061; 
Colonial Airlines, Inc., Nos. 445, 594 and 1207; Eastern Air Lines, Inc., 
Nos. 782 and 1066; Moore-McCormack Lines, Inc., No. 1160; Pan Amer- 
ican Airways, Nos. 516, 545, 689, 701 and 1157; Pan American-Grace 
Airways, No. 1174; Western Air Lines, Inc., No. 1164, and Aerovias 
Nacionales P. R., No. 1196. 


Cc. A. A. AIR-MARKING PROGRAM 


Air markers of cities, towns and localities all over the 
United States with the exception of a 150-mile strip down the 
west coast may now be installed, the army and navy have ad- 
vised the Civil Aeronautics Administration. 

“Agreeing to the recent request of the C. A. A. that re- 
strictions against air markers be lifted, the War and Navy 
Departments excepted only the 150-mile strip inland from the 
west coast and Alaska,” said the C. A. A.. “Plans which have 
been completed for some time will now be put into operation 
by civic, state and aviation organizations under the direction 
of Blanche Noyes, C. A. A.’s air marking specialist, Bureau of 
Federal Airways. 

“Alabama, Nebraska and Tennessee are already installing 
air markers, according to Mrs. Noyes, each having a current 
program calling for about 300 markers. Ohio is working on a 
plan calling for 1,300 markers and plans to mark in the state. 

“In Missouri, the State Department of Resources and De- 
velopment working with various Civic Clubs is about to start 
towards a goal of 250 markers. The Womens National Aero- 
nautic Association of Beloit, Wis., is behind the Wisconsin plan. 

“Names of towns will be lettered on roofs or walls in 
letters 10 to 20 feet high. Latitude and longitude figures in 
degrees and tenths of degrees, direction symbols, and mileage 
figures will be painted in the most effective color to contrast 
with the background. Crushed rock, shrubs, and enamelled 
metal strip are suggested by Mrs. Noyes as suitable for markers 
on the ground. Markers are planned for all towns, and for 
other suitable spots such as highway intersections, mountain 
sides, and silos in open country. 

“The completed program will require more than 100,000 
markers and will provide all types of pilots with navigation 
information that will be invaluable. Several commercial con- 
cerns, including major oil companies, are interested in C0- 
operating in the plan.” 
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September 23, 1944 


Ship Limes and Air Transport 


Chairman Bland, of the House merchant marine committee, 
has introduced H. R. 5387, a bill that, according to its author, 
is designed to provide a solution of the existing controversy 
as to whether steamship lines should be permitted to engage 
in — air transportation (see Traffic World, Sept. 16, 
p. 701). 


The Bland bill would amend sections 101(a) and 212(b) 
of the merchant marine act, 1936, as amended. Under terms 
of H. R. 5387, section 101(a) would be amended to read as 
follows: 


(a) Sufficient to carry its domestic waterborne commerce and a 
substantial portion of the waterborne export and import foreign com- 
merce of the United States and to provide shipping service, including 
air transportation in conjunction with or substitution for vessels, on all 
routes essential for maintaining the flow of such domestic and foreign 
waterborne commerce at all times. 


In its present form, section 101 provides that “it is neces- 
sary for the national defense and development of its foreign 
and domestic commerce that the United States shall have a 
merchant marine (a) sufficient to carry its domestic water- 
borne commerce and a substantial portion of the waterborne 
export and import foreign commerce of the United States and 
to provide shipping service on all routes essential for maintain- 
ing the flow of such domestic and foreign waterborne com- 
merce at all times... .” 


Section 212 of the merchant marine act in its present form 
authorizes and directs the Maritime Commission to, among 
other things, study and cooperate with vessel owners in devis- 
ing means by which there may be constructed by or with the 
aid of the United States express-liner or super-liner vessels 
comparable with those of other nations, “especially with a view 
to their use in national emergency, and the use in connection 
with or in lieu of such vessels of transoceanic aircraft service.” 

To that provision — section 212(b)(2) —there would be 
added, by H. R. 5387, the following: 


And if the commission shall find that it is necessary or desirable to 
accomplish the purpose of this act that vessel owners should engage 
directly or indirectly in air transportation or air commerce between 
the United States and foreign countries or possessions or territories 
of the United States (including the Panama Canal Zone), and if the 
commission finds that such proposed operations will promote the public 
interest by enabling any such vessel owner to use aircraft to public 
advantage in its operations either in connection with or in lieu of 
vessels and will not restrain competition, such findings may be certi- 
fied by the commission and when so certified shall be final and conclusive 
in any proceedings relating to any vessel owners or steamship compa- 
nies engaging directly or indirectly in such air transportation or air 
commerce. 


U. 8.-Hawaiian Air Service 


Evidence, in the form of an exhibit, introduced by the 
Department of Justice in the hearing by Examiners Thomas 
Wrenn and Lawrence Kosters of the Civil Aeronautics Board 
on applications of six companies for authority to institute air 
service between Hawaii and the west coast of the United States 
(see Traffic World, Sept. 9, p. 640, and Sept. 16) was relevant 
to the issues in the consolidated proceeding because it tended to 
show that, particularly as to the Matson Navigation Co. (one 
of the applicants), the “tests” of the civil aeronautics act for 
the granting of certificates had not been met, said Edward 
Dumbault, of the Justice Department’s antitrust division, in 
the closing sessions of the hearing, September 15. 

He said the Justice Department’s exhibit, containing data 
about corporate affiliations of the officers and directors of the 
Matson Navigation Co. and, also, of the officers and directors 
of Hawaiian Airlines, Ltd., was designed to assist the C. A. B. 
in determining whether the public interest would require “serv- 
Ice which might lead to strangulation of air carriers, in the 
interest of surface transportation, or involving the subsidizing 
of air operations out of steamship operations or, vice versa, the 
entry of the steamship companies into the air field because the 
air field seems more profitable.” 

“There is evidence here that shows the interconnection of 
Matson’s directors with the so-called ‘Big Five,’” said Mr. 
Dumbault, referring to five Hawaii sugar plantation companies 
—Alexander & Baldwin, Castle & Cooke, Ltd.; Theo. H. Davis 
& Co., Ltd.; American Factors, Ltd., and C. Brewer & Co., Ltd. 

“I think that the presidents of a number of those com- 
panics are also directors of Matson,” he continued, “and with 
respect to its steamship traffic there is evidence showing that 
those companies have entered into an agreement with Matson 
that Matson shall receive all the traffic, except, I think, 25 
per cont that they may give on eastbound movements to some 
other carriers, if they see fit.” 
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Public counsel for the C. A. B. expressed “strong support” 
of “the position of the Department of Justice in this respect.” 

Herman Phleger, of counsel for Matson, asked Mr. Dum- 
bault if he thought that if Matson were granted the certificate 
here applied for, it would “strangle” Pan American Airways. 
Mr. Dumbault replied that he was “having in mind the fact 
that 90 per cent of the traffic is controlled by these companies 
which are with Matson’s board of directors.” 

Returning as a witness, Frazer Bailey, executive vice pres- 
ident of Matson, testified that Matson did not at present hold 
any stock in Pan American Airways. Holding of such stock by 
Matson, counsel for Matson said, had been one of the grounds 
for intervention in the case by the Justice Department. 

George A. Spater, appearing as a witness for Hawaiian 
Airlines, said he had been counsel for Transcontinental & 
Western Air, Inc., for several years, and stated that he had 
been authorized by T. W. A. to say that T. W. A., now owner of 
20 per cent of the stock of Hawaiian Airlines, would be “glad” 
to dispose of part of its interest in the latter “if the board feels 
that any control is indicated here.” 

Edward A. McLaughlin, of counsel for the Maritime Com- 
mission, which had intervened in the case to uphold the view 
that steamship lines should not be barred from entering the 
air transport field, said that the commission planned to file a 
brief in which reference would be made to testimony submitted 
in hearings held by the House merchant marine committee on 
~ Soe of air rights for steamship lines (see Traffic World, 

ept. ; 

Examiner Wrenn announced that briefs of the parties to 
the C. A. B. proceeding involving air routes between Hawaii 
and the United States, proposed as additions to the existing 
service of Pan American Airways between Hawaii and the 
mainland, would be received on or before November 4. 


Air Certificate Applications 


Joining in steamship company demands for overseas air 
transport rights is another steamship line that, in an applica- 
tion before the Civil Aeronautics Board, seeks authority to 
transport passengers, property and mail between New York 
City and Johannesburg and/or Cape Town, Union of South 
Africa, via Belem, Brazil, and Fisherman’s Lake, Liberia. Re- 
questing such authority, in No. 1597, is the American South 
African Line, Inc., of New York City. The applicant says it 
owns and operates a fleet of American flag steamships and that, 
since 1926, except for “certain interruptions” caused by the 
present war, it had maintained ship service in transportation 
of passengers, mail and property between New York and Cape 
Town as well as other ports in the United States and in south 
and east Africa. 

American South African Line says it proposes use of a 
combination passenger and cargo Martin Mars commercial fly- 
ing boat. It notes that it holds an operating differential subsidy . 
agreement with the Maritime Commission. 

The C. A. B. has assigned docket No. 1584 to that part of 
the application of Chicago & Southern Air Lines, Inc., in No. 

98, proposing service between New Orleans, La., and Miami, 
Fla., via Tampa, Fla. By another order, the C. A. B. has as- 
signed docket No. 1585 to that part of an application by J. I. 
Leak, of Ocala, Fla., in No. 1932, proposing air service between 
Miami, Fla., and Valdosta, Ga., via various intermediate points; 
No. 1586 to that part of an application of National Airlines, 
Inc., in No. 548, proposing service between Tampa and New 
Orleans via Pensacola, Fla., and Mobile, Ala.; No. 1587 to that 
part of an application of National Airlines in No. 1384 propos- 
ing service between Jacksonville, Fla., and New Orleans, and 
over two circle routes beginning and ending in Jacksonville, 
and No. 1588 to that part of an application of Southern Air- 
ways, Inc., of Birmingham, Ala., proposing service over routes 
having as their termini New Orleans, Mobile, Jacksonville, St. 
Petersburg, Miami, Orlando and Tallahhassee. These applica- 
tions have been consolidated with other applications into one 
proceeding, designated as “the Florida case, docket No. 489 et 
al.,” for hearing at a time and place later to be determined. 

New applications before the C. A. B., in addition to that 
of American South African Line, are the following: 


No. 1589, Arthur G. Woodley, Anchorage, Alaska; transportation 
of persons, property and mail between Anchorage and Seattle, Wash., 
via Cordova, Yakutat, Juneau and Ketchikan, Alaska. 

No. 1594, Illinois Air Lines, Inc., Chicago, Ill.; transportation of 
mail, passengers, freight, express and property in unscheduled service 
between Chicago and (1) Moline, Ill., via Rockford, Ill.; (2) East St. 
Louis, Ill., via Peoria and Springfield, Ill.; (3) Cairo, Ill., via Dan- 
ville and Decatur, Ill. The applicant proposes combination rates 
with other air carriers as well as with other motor and rail carriers. 
It has pending other applications in Nos. 1561 and 1562 (see Traffic 
World, Sept. 2, p. 576). 

No. 1595, Eastern Air Lines, Inc., New York City; proposal to 
include New Bern and Wilmington, N. C., as intermediate points be- 
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tween Raleigh, N. C., and Charleston, S. C., on Eastern’s route No. 6, 
between Boston, Mass., and Miami, Fla. 


The board has assigned docket No. 1591 to that part of an 
application of Inland Air Lines, of Casper, Wyo., in No. 900, 
proposing service between Rapid City, S. D., and Sheridan, 
Wyo., and has assigned No. 1592 to that part of an application 
of Inland in No. 900 proposing service between Great Falls, 
Mont., and Seattle, Wash. 


NEW C. A. A. ADMINISTRATOR 


The Senate has confirmed the nomination of Theodore P. 


Wright to be administrator of the Civil Areonautics Adminis- 
tration. 


AIRCRAFT PROPULSION RESEARCH 


Representative Bulwinkle, of North Carolina, has intro- 
duced H. R. 5407, authorizing an appropriation of $10 000,000 
“for the purpose of developing and improving devices for the 
propulsion of aircraft of considerably more power than now 
exist in the United States.” The bill provides, further, that 
“the President may allot the said sum to such federal depart- 
ment or other federal agency as he, in his judgment, may 
charge with the responsibility of carrying out this act.” 


U. 8S. Airline Route to Ottawa 


Colonial Airlines, Inc., now providing nonstop air trans- 
port service between Montreal, Canada, and New York City, 
would be authorized to extend its route to Ottawa, Canada, 
from Burlington Vt. Pennsylvania-Central Airlines would be 
permitted to extend its service in New York and American 
Airlines would be granted authority to serve additional points 
in Pennsylvania and New York, if recommendations made by 
Examiners William J. Madden and H. Heinrich Spang of the 
Civil Aeronautics Board, in a proposed report in a proceeding 
embracing applications of eight companies for additional routes 
in the area between the capitals of the United States and 
Canada were adopted by the board. 

The examiners proposed that Pennsylvania-Central be 
authorized to extend route No. 34 from. Buffalo, N. Y., to 
Rochester, N. Y., and that American Airlines be permitted to 
extend its service from Wilkes-Barre, Pa., to Philadelphia, Pa., 
and to add Elmira-Corning and Binghamton, N. Y., and Allen- 
town-Bethlehem Pa. as intermediate points on route No. 7. 
Other applications considered in the proceeding were: No. 1312, 
Eastern Air Lines, Inc.; No. 1217, United Air Lines, Inc.; 
No. 1049, Page Airways, Inc.; No. 1313, Hylan Flying Service, 
Inc., and No. 1314, Union Airways, Inc. Colonial was the 
applicant in Nos. 609 and 1070; American was the applicant 
in Nos. 969, 970 and 1311 and Pennsylvania-Central was the 
applicant in Nos. 1195 1290 and 1291. Colonial proposed, among 
other things, extension of its route from Massena, N. Y., to 
Washington, D. C. American asked for air rights between 
Syracuse, N. Y., and Ottawa and Montreal; Eastern also sought 
authority to extend its routes to Montreal and Ottawa, and 
P.-C. A. asked for a route from Rochester to Ottawa and 
Montreal, in addition to extension of its route from Buffalo to 
Rochester. United proposed service from Cleveland, O., to 
Toronto, Ottawa and Montreal. 


The examiners said that “in view of the fact ‘that the total 
traffic potential at Ottawa is small, it appears that the pro- 
vision of service should be accomplished: by ddding: the 137- 
mile Burlington-Ottawa segment to Colonial’s route rather 
than by authorizing one of the new route proposals of: Colonial 
or Eastern.” They said there was no “compelling. reason” for 
adopting the proposal of American for service to Ottawa. The 
P. C. A. proposal to provide a Washington-Ottawa-Montreal 
service via Buffalo they said, could not be justified because 
the route via New York would be shorter and more attractive. 
Any schedules of United from Cleveland to Montreal ‘touching 
at Toronto and Ottawa, they said, would necessarily operate 
beyond Toronto and Ottawa with “empty seats, vacated by 
passengers at these points and which could not be filled by 
local Canadian traffic,” in view of the fact that this route 
would duplicate service provided by Trans-Canada Air Lines 
between Toronto, Ottawa and Montreal. 


B. & 0. GETS MORE MEXICAN WORKERS 


A special train will shortly bring 450 new track .workers 
from Mexico to Baltimore and Ohio track maintenance camps 
in Ohio, Maryland and Pennsylvania. The Mexican laborers 
will be in addition to 950, imported for work on the B. & O.’s 
western lines last spring. The railroad says that these have 


proved to be “satisfactory employes,” and that fewer than 100 
have returned to Mexico. 





TRAFFIC WORLD 


C. A. & E., North Shore Dispute 


President Roosevelt appointed an emergency fact-finding 
panel September 19 to hold a hearing and report to him on 
the wage dispute between the Chicago, North Shore and Mjj. 
waukee Railroad and the Chicago, Aurora and Elgin Railroad, 
which are operated by a single management, and the approxi. 
mately 600 operating employes of those railroads represented 
by the Brotherhood of Railway Trainmen and Brotherhood of 
Locomotive Firemen and Enginemen. A three-man pane! was 
appointed after the union leaders threatened to strike at 4:0 
a. m. September 20. The strike date earlier had been set for 
September 18, but union leaders decided on a 48-hour post. 
ponement, in order, they said, to give the government time to 
“get its machinery in motion.” 

The panel consists of W. H. Spencer, regional director at 
Chicago for the War Manpower Commission; Judge H. B. 
Rudolph of the South Dakota Supreme Court, and Judge E. M 
Tipton, of the Missouri Supreme Court. 

The dispute is over the employes’ demands for a 9-cent 
hourly wage increase, which, if granted, would bring the wages 
of motormen and conductors to $1.01 an hour and of collectors 
and brakemen to 89 cents an hour. The employes base the 
demand on the ground that a similar increase was obtained 
by operating employes on the nation’s class I steam railways 
last .winter. The North Shore and C. A. and E. are electric 
interurban passenger lines, though they haul some freight, and 
trains of both companies operate within Chicago over elevated 
lines of the Chicago Rapid Transit Company. Company officials 
refused to grant the increases, saying that they presently were 
paying the employes 15 per cent more in wages than they had 
paid in January 1, 1941, and that to pay more would be in 
violation of the so-called Little Steel formula. The companies 
indicated willingness to let the matter go to arbitration but the 
unions declined, and after John F. Murray, National Mediation 
Board representative, failed to work out a compromise the 
—— eprate voted to strike (see Traffic World Aug. 26 
p. : 

In June, 1943, another emergency fact-finding panel recom- 
mended that North Shore employes receives a 16-cent hourly 
wage increase, which the panel said would bring the North 
Shore wage levels up to the “going rate” in the area. Director 
Vinson of the Office of Economic Stabilization scaled the in- 
crease down to 14 cents to make it conform with the Little 
Steel formula. It was the first increase in the employes’ wages 
since 1929. The 14-cent increase has also been put in effect 
by the C. A. and E. Employes of the Chicago Rapid Transit 
and Chicago Surface Lines receive slightly higher hourly rates. 

_ Under the Railway Labor Act, the emergency panel must 
report to the President in 30 days. Neither side must accept 
the panel’s recommendations but the act provides that the em- 
— must not strike for 30 days after the report is sub- 
mitted. 


UNION RAILWAY BOARD 


President Roosevelt, September 19, issued a proclamation, 
as provided by section 10 of the railway labor act, creating an 
emergency board to investigate and report on a dispute between 
the Union Railway Co. of Memphis, Tenn., and certain of its 
employes represented by the Brotherhood of Locomotive Fire- 
men and Enginemen and the Brotherhood of .Railroad Train- 
men. 

Appointments of members of the emergency board were 
announced at the White House as follows: Walter C. Clephane, 
attorney, of Washington, D. C.; John A. Lapp, attorney, of 
Chicago, and Frank M. Swacker, attorney, of New York City. 





> TIRE MANPOWER SHORTAGE CUT 


Special programs initiated by the War Manpower Com- 
mission in August to find workers for the heavy tire industry 
were markedly successful, Paul V. McNutt, chairman of W. ™. 
C., announced. 

The special drive succeeded in meeting two-thirds of the 
manpower needs of the heavy tire program, Mr. McNutt said, 
adding that there was “a good likelihood that the bulk of the 
remaining needs will be met by the end of September.” On 
August 1, the number of additional workers needed was 4,900. 
he explained, but by the end of the month, as a result of the 
special recruitment devices employed, only 1,640 of these most 
urgent jobs remained unfilled. The reduction in needs repre- 
sented actual increases in employment and not a lowering of 
labor requirements. 

Following a call by the Office of Rubber Director for a 30 
per cent increase over July production by the end of Septem- 
ber, W. M. C. accorded an “A” rating to recruitment for rub- 
ber tire workers, giving tire firms the right to share the highes! 
naiton-wide preference in hiring general labor. 
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September 238, 1944 


Transport Conservation Plea 


The Office of Defense Transportation issued a statement 
September 20 in which it said that country-wide newspaper 
support of the government’s transportation conservation pro- 
gram was praised by Director Johnson “who said that need 
for this effort would continue acute until Japan finally is 
defeated.” Continuing, the O. D. T. statement said: 


“Without the aid of the newspapers and the associated public 
information media, the remarkable record of war transportation in 
the United States would not be possible,” Colonel Johnson wrote 
Cranston Williams, New York City, general manager of the American 
Newspaper Publishers Association. A similar letter, commending radio 
proadeasters, was sent to Harold J. Ryan, president of the National 
Association of Broadcasters, Washington, D. C. 

“Newspaper publishers have so fully responded to our calls for 
help, particularly during the past four months, that I doubt if a 
single reader of newspapers in the United States is unfamiliar with the 
transportation situation and the part he is expected to play,’’ Colonel 
Johnson wrote Mr. Williams. 

“There is still, however, an enormous job ahead of us. The impact 
on the railroads caused by reversing the flow of traffic from east to 
west is presenting problems of a far greater magnitude than any we 
have encountered since Pearl Harbor. 

“The demand for military and civilian transportation of freight will, 
in October, I believe, be greater than at any time in our history. 
Transportation by commercial motor vehicles, which continues at a 
high rate, is being seriously affected by a critical shortage of tires. 
Passenger transportation by railroads and intercity bus continues to 
increase due to the maintained high level of organized military move- 
ments within the country and a rapidly increasing amount of furlough 
travel. 

‘In the next few months, giving due consideration to the effects 
of the end of the war against Germany, American transportation will 
require greater cooperation from the public and from industry than has 
been asked for to date. In war transportation voluntary cooperation 
by the public has not been merely an auxiliary phase of.our program. 
It has been the program. 

“The Office of Defense Transportation has issued but a few 
official rules or regulations and these have served mainly to coordinate, 
rather than to control. The astonishing record of American transporta- 
tion during the war has been the result of mutual understanding and 
cooperation between the carriers, industry, the general-public and the 
government. 

“The results of this kind of cooperation speak for themselves. 
For example, the railroads for the first half of 1944 handled 883 
billion gross ton-miles of freight. That is better than twice the ton- 
miles handled in the same period of 1939. The length of the average 
freight haul has been increased considerably . . . from 351 miles in 
1940 to 498 miles in the first-half of this year. In the field of passenger 
transportation the record has been no less remarkable. Passenger-miles 
handled by the railroads alone for the first six months of this year 
were 350 per cent over the record for 1939.”’ 

The O. D. T. director said this performance is ‘‘truly outstanding’’ 
because it was accomplished with less equipment than during the last 
war, with practically no new equipment since the beginning of this 
war; and despite the loss of skilled workmen to the armed services, 
and shortages of vitally-needed materials for maintenance and replace- 
ment. 

Despite the many obstacles the war transportation job is, he said, 
“being done with a high degree of efficiency. Naturally the carrying of 
tremendously augmented passenger traffic in limited facilities designed 
for normal peace-time use has resulted in crowded conditions on nearly 
all trains. But it is my observation that no essential journey has 
had to be foregone because of lack of transportation. 

“TI do not believe that there will be any real or lasting solution 
to the transportation problem—either freight or passenger—until the 
end of hostilities with Japan. I am, ‘therefore, asking through you, 
that the newspapers continue, and wherever possible intensify, their 
efforts toward transportation conservation. : 

“Now more than ever before, it is necessary that railroad or 
intercity bus journeys which are not of the utmost essentiality and 
directly connected with the war effort, be canceled. Business men 
who depend on railroads and motor lines to transport the raw mate- 
rials that go into the manufacture of their products . . . merchants 
who sell the finished goods, should continue the same high degree 
of observance to O. D. T. conservation measures as they did when 
the outlook for Victory was far darker than it is today.’ 


Oo. D. T. OPERATION OF TRUCK LINES 


Office of Defense Transportation officials, ana Ellis TT. 


Longenecker, federal manager of the midwestern truck lines 
taken over by the O. D. T. under an executive order of the 
President when the operators refused to comply with an order 
of the National War Labor Board to increase the pay of em- 
ployes 7 cents an hour or three-tenths of a cent a mile, were 
looking into the possibilities of obtaining “vitally needed” rev- 
enue for the operators through rate adjustments, said a spokes- 
man for the O. D. T., September 18. He said that O. D. T. 
Officials had concluded that the objective of maintaining the 
Service of the 101 lines remaining under federal operation— 
two having been returned to private operation recently—could 
not be achieved solely through operating economies, but that 
addi.ional revenues must be obtained by means of rate adjust- 
menis in order to insure continued operation. 


it is understood that the matter: has been discussed by 
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O. D. T. officials with other interested government agencies. 
At the Office of Price Administration it was said that there had 
been preliminary discussions concerning “one or two minor rate 
adjustments,” but that no definite adjustments had been pro- 
posed, and that no final action had been taken. 

An O. D. T. official said, September 21, that the first step 
to meet the revenue needs of certain of the truck lines operating 
in the Chicago-Twin Cities—Duluth areas under O. D. T. man- 
agement, would be taken in the week of September 25. He said 
that it was the conviction of the federal manager of the truck 
lines that a horizontal rate increase was not desirable, and 
that the desirable approach was, as a first step, to cancel out 
some of the rates that appeared to be too low. He would not 
divulge the precise action to be taken, but stressed that it 
would be only the first step in the O. D. T. effort to relieve the 
needs of all of the carriers under O. D. T. management. 


Oo. D. T. SCHOOL BUS STATEMENT 
With the 1944-45 school term already opened in some sec- 
tions of the country, and opening in others within a week, the 
Office of Defense Transportation says requests from state edu- 
cational officials for school busses to transport pupils to and 
from school generally have been met. Continuing, it said: 


Earlier in the year O. D. T. obtained’: the War Production Board’s 
approval for the production of 6,126 bus chassis in 1944. Of that num- 
ber, 4,000 were allocated to school service and 2,126 to adult service for 
transportation of war workers and others. Later the proportion for 
schools was increased. 

Only 437 applications were approved for school bus service in 1942 
and 1943. This year 381 applications were approved the first quarter and 
2,064 the second quarter. By September 9, 1944, a total of 4,867 appli- 
cations had been approved for school transportation. Production is 
continuing through the remaining months of the year and consequently 
many schools are accepting delivery after the term begins. 

For the five years preceding the war the schools purchased an 
average of 10,400 new busses annually. Nationwide wartime conserva- 
tion measures have made it possible to supply all essential school 
transportation service with only 4,867 new busses in the three year 


period. The total number of operating school busses is approximately 
80,000. 





Gasoline Rationing 


In connection with its announcement that it was complet- 
ing arrangements to transfer a part of its commercial motor 
vehicle gasoline rationing functions to the Office of Price Ad- 
ministration, on or about October 15, and that it would there- 
fore close 30 of its district and field offices (see Traffic World, 
Sept. 16), the Office of Defense Transportation said that it 
and the O. P. A. were now studying detailed arrangements to 
be made with respect to processing of application forms, is- 
suance of Certificates of War Necessity, action on appeals and 
requests for gasoline from commercial users, and the precedures 
to be followed. 

Closing of the regional O. D. T. highway department office 
at Kansas City, Mo., would reduce the number of regional 
offices from nine to eight, the O. D. T. said, adding that the 
district and field offices would be reduced to 92 district and 44 
field offices. Boundaries of all but one of the remaining O. D. T. 
regions would be changed, the one not changed being region 
No. 1, administrated at New York City, it was stated. The 
O. D. T. said the regional information, district rail and district 
highway department offices in Kansas City would be continued. 
The announcement included the following statement by Direc- 
tor Johnson, of the O. D. T.: 


Present conditions require that the O. D. T. .regional highway 
organization direct a greater amount of attention and effort to the 
transportation phases of the O. D. T. program rather than the detailed 
work of gasoline rationing. After almost two years’ review of gasoline 
allotments to commercial motor vehicle operators, present certifications 
reflect the general needs of the industry. 

The majority of present changes in. gasoline allotments result 
from unusual conditions, mostly of a temporary nature ,which require 
more knowledge of local conditions than of over-all transportation 
problems. The new plan frees the O. D. T. highway department field 
force from the time-consuming work of handling these changes 
O. D. T. transportation specialists and technical workers will have 
more time to devote to the traffic registration program, organization 
of joint action plans, maintenance and conservation work, and continu- 
ing the orderly movement of farm products. 


Coupon Endorsement Required 


After October 1, operators of fleets of commercial motor 
vehicles that do not bear fleet designations will endorse their 
gasoline coupons by writing their names and addresses on the 
face of the coupons, under a change in the endorsement require- 
ments announced by the Office of Price Administration. 

Previously, the “‘T’’ coupons issued to a fleet of commercial 
vehicles that did not have a fleet designation were endorsed 
with the operator’s Certificate of War Necessity number. The 
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THE CHAIN OF 

} a err Were not supposed to do it, 
waenouses Yin view of the high ideals for 
which we are fighting. Never- 
theless, the fact remains that we must 
continue adjusted to war-restrictions 
upon our economy, until the “Cease fir- 


ing” sounds, and somewhat beyond that. 





Even when reconversion for peace- 
time production gets under way, there 
will still be mountains of material which 
need to be routed to the four corners of 
the earth. The Chain of Tidewater Ter- 
minals and Inland Warehouses will 
remain an important element in this 
distributive system. To what extent it 


will be under official auspices, it is 
impossible to say. 


When, and as, our facilities are diverted 
into normal commercial channels, it is 
our aim to serve our patrons as diligently 
as we have served Uncle Sam. Tide- 
water’s 9,544,800 square feet of com- 


_ bined storage-space, its 5 miles of piers 


and wharves, in its strategically situated 
chain of coastal and inland warehouses, 
will again be at the behest of the nation’s 
far-flung trade. In the meantime, consult 
your nearest branch-office as to such 
limited facilities as we can currently offer. 


BORROW AGAINST YOUR INVENTORIES 


by setting up regular warehousing-operations on 
your own premises. Impractical ? No! Tidewater 
Field Warehouse, Inc., establishes bona fide 
warehousing on the property of manufacturers, 
distributors, and processors... issues valid ware- 


house-receipts on stocks of raw materials and 


finished merchandise, which are sound collateral 
for bank-loans. You can readily appreciate the 
savings in handling, shipping, and storage-costs 
which accrue from this system. By all means, get 
the full story on the “Tidewater Method” of field- 
warehousing, without delay. 


TIDEWATER FIELD WAREHOUSES, INC. 


17 STATE STREET, NEW YORK 4, N. Y.— JOHN J. McMACKIN, Vice-President 
PLEASANT STREET, EASTHAMPTON, MASS.— E. C. THOMSON, Vice-President 
A Unit of the Chain of Tidewater Terminals and Inland Warehouses 











THE CHAIN OF TIDEWATER TERMINALS AND 2A 


e CHICAGO, Zone 5, 1610 Transportation Bldg. * FITL 


NEW YORK, Zone 4, 17 State Street 


MERCHANTS WAREHOUSE COMPANY KEYSTONE WAREHOUSE COMPANY 
10 Chestnut St., Philadelphia 6, Pa. 515-541 Seneca St., Buffalo 4, N. Y. 
George M. Richardson, Vice-President W. J. Bishop, Vice-President 


BAYWAY TERMINAL CORPORATION NEWARK TIDEWATER TERMINAL, INC. RFOLK 1 
(operated by Lincoln Tidewater Terminals) Port Street, Newark 5, New Jersey N 
Bayway (Elizabeth) 2, New Jersey J. A. Lehman, Vice-President James 
R. S. McElroy, V.-P. & Gen. Mgr. and General Manager = 
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INAL, INC. RFOLK TIDEWATER TERMINALS, INC. MERCHANTS WAREHOUSE COMPANY 
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WALTER B. McKINNEY, President 
Broad Street Station Bldg., Philadelphia 3, Pa. 


LINCOLN TIDEWATER TERMINALS 
17 State Street, New York 4, N. Y. 
Arthur Link, Vice-President 


BOSTON TIDEWATER TERMINAL, INC. 
131 Beverly St., Boston 14, Massachusetts 
T. W. Haskell, Vice-President 
and General Manager 
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change is made to facilitate tracing of coupons through the en- 
dorsement, according to the O. P. A. 

(Amendment 149 to Ration Order 5C—Mileage Rationing: 
Gasoline Regulations—effective October 1, 1944.) 

Property-carrying motor vehicles accounted for 96.5 per 
cent of the certificates of war necessity outstanding, for 93.7 
per cent of the power units, for 86.2 per cent of the mileage 
certified, and for 84 per cent of the motor fuel certified, said 
the Office of Defense Transportation in commenting on a study 
of its certificate program. It said that commercial motor 
vehicle operators engaged in property or passenger transporta- 
tion were currently allotted 6.9 billion gallons of motor fuel 
for an annual authorized mileage of 56,000,000 miles. It said 
that passenger-carrying vehicles accounted for 3.5, 6.3, 13.8 and 
16 per cent, respectively, of the certificates outstanding, power 
units, mileage, and motor fuel certified. The study was em- 
bodied in a two-page table, summarizing the data, which the 
O. D. T. said was compiled by its regional and district offices 
from information supplied by operators in their original ap- 
plications for certificates, ‘plus subsequent changes.” Con- 
tinuing, the O. D. T. said: 


Average miles certified per power unit vary from 6,021 miles per 
year for various types of trucks used for personal transportation, (the 
bulk of these vehicles have been allocated mileage and motor fuel on 
the same basis used by O. P. A. for passenger cars) to 61,874 miles 
for buses engaged in inter-city service. The highest average mileage 
for trucks is found in the for-hire tank truck group, which are certified 
an average of 50,017 miles per year. Private trucks, influenced to a 
substantial degree by the large number of agricultural trucks, have 
an average annual certification of 9,823 miles, whereas for-hire 
trucks have an average annual certification of 20,469. The over-all 
average for all trucks is 10,218 miles per year. Passenger-carrying 
vehicles average 24,399 miles per year, varying from 7,145 miles per 
year for ambulances and hearses to the inter-city bus average of 
61,874. 

On the basis of mileage and gallons of motor fuel certified, the 
average for all trucks is 8.4 miles per gallon, ranging from 11.4 miles 
per gallon for trucks used for personal transportation, to 6.3 miles 
per gallon for common carriers. Private trucks average 9.1 and for- 
hire trucks, 6.9 miles per gallon. For passenger-carrying vehicles, the 
over-all average is 7.1 miles per gallon ranging from 11.0 miles per 
gallon for taxicabs to less than 4.9 miles per gallon for local and 
suburban buses. 

Classifying the total miles and motor fuel certified to commercial 
motor vehicle operators on the basis of population mileage averages, 
vary from 8.9 miles per gallon in O. D. T. Districts with less than 50 
persons per square mile, to 6.3 and 6.5 miles per gallon in the heavily 
populated urban districts. ‘These averages reflect the greater im- 
portance of stop and start driving, large mileage operated in mass 
transportation, concentration of fleets of heavy vehicles, etc., in cities 
compared with the predominant operation of agricultural trucks in 
rural areas. 


The O. D. T. said that agricultural vehicles represented 
the largest group in the property-carrying field, accounting 
for 47.4 per cent of the certificates outstanding, 34.3 per cent 
of the power units, 23.9 per cent of the mileage certified, and 
only 19 per cent of the motor fuel. The low mileage and motor 
fuel totals resulted from low average mileage a power unit 
and the fact that the equipment was of a lighter nature, the 
O. D. T. pointed out. 

The O. D. T. also pointed out that, owing to the number of 
agricultural trucks in the group of privately owned equipment, 
private carrier truck mileage and motor fuel percentages were 
relatively lower than the percentages for certificates outstand- 
ing and power units. On the other hand, it said, for-hire car- 
riers represented only 10.8 per cent of the certificates out- 
standing and 13.3 per cent of the power units, but because of 
high annual mileage and generally heavier equipment and 
loads, that group accounted for 26.6 per cent of the mileage and 
32.3 per cent of the motor fuel certified. 


oO. D. T. APPEAL DECISIONS 


The mere statement of the applicant that because of a 
chronic ailment he had been rejected for military service and 
was unable to obtain employment in war industries did not 
constitute sufficient ground for approval of his application to 
institute service as a local carrier of property by motor vehicle. 
Director Johnson of the Office of Defense Transportation, con- 
cluded in affirming action by the manager of the O. D. T. dis- 
trict office at New York City and the regional manager of the 
O. D. T. highway transport department for region No. 1 de- 
nying the application of George Seda of New York City for 
authority to use a 1935 model 1%-ton van type truck, pur- 
chased in April by Seda in partnership with Viviano Diaz, for 
operation locally within the New York area in transportation 
of household goods, express matter, scrap metals, rags and 
paper and other salvage materials. Director Johnson said it 
did not appear that Seda and Diaz were engaged in local truck- 
ing operations in the New York area on October 25, the effec- 
tive date of an O. D. T. order (amendment 1 to general order 
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O. D. T. 6A) restricting extension of local cartage service. The 
applicant had not shown that existing services were inadequate 
or that there was a positive need for the proposed service, said 
Director Johnson. 


O. D. T. PERSONNEL 

R. L. Groover who, for more than a year, has been associate 
director of the division of railway transport of the Office of 
Defense Transportation, in charge of control materials, way 
and structures, has left the O. D. T. to become assistant chief 
engineer of the Atlantic Coast Line. 

Director Johnson, of the Office of Defense Transportation, 
has announced the appointment of S. E. Shoup to succeed R. L, 
Groover as associate division director of O. D. T.’s divisicn of 
railway transport in charge of controlled materials—way and 
structures. Mr. Shoup has been Mr. Groover’s assistant and 
has been with the O. D. T. since June 1, 1942, according to the 
O. D. T. announcement, which said that prior to joining O. D. T, 
Mr. Shoup had held various operating positions on the Kansas 
City Southern Railroad. 


U. S. RUBBER COMPANY PLANT ADDITION 


The United States Rubber Company has announced that it 
will begin construction immediately of a $5,542,990 addition to 
its Detroit plant. Large-size tires of special types needed in 
U. S. Army invasion operations will be made in the new addi- 
tion, which will house 450 new employes. 


SYNTHETIC RUBBER PRODUCTION 


J. F. Clark, director of the W. P. B. rubber bureau, has 
informed the Industrial Alcohol Producers Industry Advisory 
Committee that requirements for synthetic rubber production 
would reach a record figure in 1945, even though the war with 
Germany ended. This reflected the built-up demand for rubber 
products and the fact that no substantial increases in the crude 
rubber supply were anticipated before 1946, he said. 

Long-time demands for Buna S would depend on the avail- 
ability and cost of crude rubber and the extent to which sci- 
entists overcame the primary problem of heat generation and 
resultant loss of strength, he added. However, he continued, 
1946 production would probably be somewhat below the 800,000 
tons scheduled for 1945. 


TIRE RATIONING 


J. F. Rowan, acting executive secretary of the Household 
Goods Carrier Conference of the American Trucking Asssocia- 
tions, Inc., has announced that, after a “long, seven-week battle 
by the conference to correct the classification of household 
goods carriers with respect to the essentiality list governing 
the allocation of new tires in sizes 8:25 and larger,” the War 
Production Board, with the approval of the War Food Admin- 
istration, has accorded a Class I rating to intercity carriers 
of household goods, placing them in the category with ‘all 
other common carriers. These carriers had had a Class II 
rating. S. W. Anderson, program vice-chairman of the W. P. B. 
advised Mr. Rowan of the change in rating. 

“This does not necessarily mean that new tires in every 
instance will be available,” said Mr. Rowan. “It does, how- 
ever, mean that we will enjoy an equal privilege of claim for 
such tires as are available, dependent upon the urgency of 
requirement.” 


MOTOR CONSERVATION 


The Office of Defense Transportation has issued additional 
orders providing for coordinated operations in the areas indi- 
cated as follows: Special order O. D. T. B-58, between Ashland 
and Catlettsburg, Ky.; supp. order O. D. T. 3, Rev. 331, be- 
tween Denton and Whitesboro, Tex.; supp. order, O. D. T. 3, 
Rev. 332, between Knoxville, Tenn., and Atlanta, Ga.; supp. 
order O. D. T. 3, Rev. 334, between St. Louis, Mo., and Okla- 
homa City, Okla.; supp. order O. D. T. 3, Rev. 335, in Illinois 
and Iowa; supp. order O. D. T. 3, Rev. 336, between Charlotte, 
N. C., and Rock Hill, S. C.; supp. order O. D. T. 3, Rev. 337, 
in North Carolina and Virginia; O. D. T. 3, Rev. 338, between 
Vincennes and Evansville, Ind.; O. D. T. 3, Rev. 339, in 
Georgia; and supp. order O. D. T. 3, Rev. 340, between Port- 
land, Me., and Providence, R. I. 


TANK CAR MOVEMENTS 

Citing changes in the transportation petroleum, mainly the 

greater use of pipe line facilities and marine facilities, as easing 

the supply of tank cars, the Office of Defense Transportation, 

effective September 25, has taken. steps to relax controls of 
tank cars. 

By “general assignment order 7, revocation of Rev. 2,” the 

O. D. T. revoked the provisions of general assignment order 

O. D. T. 7, Revised-2, the order which “froze” petroleum tank 
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cars in service in the eastern district (see Traffic World, De- 
cember 11, p. 1463). 

By amendment No. 1 to revised general order O. D. T. 7, 
the O. D. T. lowered from 200 miles to 100 miles, the length 
of haul under which permits must be obtained for the move- 
ment of tank cars, and also eliminated the need for permits for 
the movement of tank cars of less than 7,000 gallons capacity 
into district 1. General order O. D. T. 7, Revised, effective 
December 12, 1942, required, among other things, permits for 
the movement of tank cars for distances under 200 miles, and 
for the movement of smaller tank cars into district 1. 


LAKE CARGO COAL CONTROLS 

By suspension order O. D. T. 9A-1C, effective September 
14, the Office of Defense Transportation has suspended until 
its further. order the provisions of general order O. D. T. 9A, 
which was issued in May, 1943, to make available more cargo 
space for the movement of war-essential iron ore on the Great 
Lakes (see Traffic World, May 22, 1943, p. 1213). It was pointed 
out at the O. D. T. that the original order had been suspended 
from time to time, and that the instant indefinite suspension 
was made possible because there was sufficient lake cargo ca- 
pacity to take care of the movement of coal and iron ore. 


VESSEL FOR BUCKWHEAT COAL SHIPMENT 


By sup. order O. D. T. 25A-1, Director Johnson has ordered 
the J. A. Paisley Steamship Co., Cleveland, O., on or before 
September 25, to make available to the Philadelphia and Read- 
ing Coal -& Iron Co., at Ashtabula, O., a vessel of the self- 
unloader belt type for the loading of approximately 6,000 tons 
of anthracite buckwheat coal and thereafter transport such 
coal to a point of unloading at Kenosha, Wis., designated by 
the Dunnebacke Co. 





N. A. R. U. C. ACTION 
The executive committee of the National Association of 
Railroad and Utilities Commissioners has voted that the “1944 
war conference or convention” of the association be held as 
scheduled at the Fontenelle Hotel, Omaha, Neb., November 14 
to 17. The question of cancelling the meeting was considered 








Revenue Freight Loading 


Revenue freight loading the week ended September 16 
totaled 892,358 cars, according to the Association of American 
Railroads. This was 66,405 cars or 8 per cent above the pre- 
ceding week whcih included Labor Day holiday; 10,408 cars 
or 1.2 per cent below the corresponding week of 1943, and 
10,741 cars below the corresponding week of 1942. 
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in the light of the present and prospective transportation situa- 
tion, it was stated. It was the view of a majority of the com- 
mittee, it was said, that because of the nature of the associa- 
tion, its “very small membership,” and the exceedingly impor- 
tant matters to be considered by the association in convention, 
there would be no justification for cancellation of the “war 
conference.” 

Among the subjects to be considered at the meeting will 
be utility problems in the transition to a peace economy and 
the proper solution thereof; state regulation of air commerce; 
application of the Sherman antitrust law to transportation 
agencies and what modifying legislation, if any, is desirable; 
earnings and taxation of utilities; and separation of the judicial 
and administrative functions of regulatory commissions. 

The committee instructed the association’s general solicitor 
and committee on legislation to oppose enactment “in its en- 
tirety” of S. 2085, the Hill bill embodying recommendations of 
the Board of Investigation and Research for creation of addi- 
tional transportation agencies. 

The committee directed the president to appoint a com- 
mittee of seven to endeavor to persuade John E. Benton, gen- 
eral solicitor, who recently submitted his resignation, to remain - 
with the association longer, “and if that fails to survey the field 
for a successor to Mr. Benton, and to make a recommendation 
to the executive committee respecting that matter at its next 
meeting.” 


RAIL FOR MOTOR SERVICE 

Director Johnson of the O. D. T. by certificate S-4, has 
certified that substitution of rail transportation for that of 
motor common carrier between Minneapolis and St. Paul, Minn., 
on the one hand, and Aberdeen, Clark, Redfield, Watertown, 
and Webster, S. D., on the other, by Matt W. Hanten and Roy 
Wheaton, doing business as Western Transportation Co., will 
not adversely affect the transportation of freight by railroad 


and will aid in conserving motor carrier transportation facil- 
ities. 


Trucks’ Traffie Claim 


“The -fact is that the trucks do not carry one-fifth of the 
land-borne freight of the United States if, as the statement 
implies, the actual carriage in ton-miles is meant,” said Dr. 
C. S. Duncan, economist of the Association of American Rail- 
roads in a statement criticizing an assertion made in advertis- 
ing of the American Trucking Associations, Inc., that the trucks 
are carrying a “vital fifth’ of America’s land-borne freight. 

Dr. Duncan said the A. T. A. estimate “was substantially 
too high.”” On the basis of I. C. C. and other available data, 
said he, the railroads had estimated for the year 1943 the fol- 





Revenue Freight Car Loading—Week Ended Saturday, Sept. 9 





Grain and Live 
grain-prod. stock Coal 
[ 1944 43,621 17,953 159,749 
Total all roads........ tease dioanee { 1943 47,768 16,501 170,100 
| 142 45,396 15,336 153,485 
Preceding week September 2...... 1944 47,862 16,840 174,883 
Per cent increase over..........+. 8.8 
Per cent decrease under 8.7 6.1 
Per cent increase over............ 17.1 4.1 
Per cent decrease under 3.9 
1,781,463 554,150 6,442,271 
Cumulative 37 weeks to Sept. 9. {1943 1,833,416 508,051 6,012,237 
: 1,486,683 446,727 5,921,381 
Per cent increase over............ 9.1 7.2 
Per cent decrease under.......... 1943 2.8 
Per cent increase over............ 1942 19.8 24.0 8.8 
Per cent decrease under.......... 1942 
—_—~.. 


Per cent to 15 year average, 104.1. 


Revenue Freight Car Loading—Week Ended Saturday, Sept. 16 


Grain and Live 
grain-prod. stock Coal 

{ 1944 50,110 20,118 171,591 
eel Ail PORES. k..iiccdcuisieassacie { 1943 54,124 20,950 179,158 

| 1942 50,581 19,210 169,264 
Preceding week September 9......1944 43,621 17,953 159,749 
Per cent increase over............ 1943 
Per cent decrease under.......... 1943 7.4 4.0 4.2 
Per cent increase over............ 1942 4.7 1.4 
Per cent decrease under.......... 1942 9 

{1944 1,831,573 574,268 6,613,862 
Cumulative 38 weeks to Sept. 16 {1943 1,887,540 529,001 6,191,395 

(1942 1,537,264 465,937 6,090,645 
Per cent Increase over............ 1943 8.6 6.8 
Per cent decrease under.......... 1943 3.0 
Per cent increase over............ 1942 19.1 23.3 8.6 
Per cent decrease under.......... 1942 


nee 


Per cent to 15 year average, 110.5. 


Forest Mdse. 
Coke Products Ore L.C.L. Miscellaneous Total 

13,359 42,101 75,318 99,956 373,896 825,953 
14,473 41,787 83,338 93,242 367,461 834,670 
13,429 46,291 82,676 79,278 379,006 814,897 
13,851 47,427 76,219 109,420 411,948 898,450 

8 72 1.8 
Pf 9.6 1.0 
26.1 1.4 

5 9.1 8.9 1.3 
545,540 1,652,164 1,927,232 3,827,789 13,986,300 30,716,909 
530,205 1,567,533 1,950,946 3,533,464 13,762,465 29,698,317 
517,292 1,794,773 2,178,422 4,250,557 13,843,463 30,439,298 
2.9 5.4 8.3 1.6 3.4 

p Be 
5.5 1.0 9 
7.9 11.5 9.9 . 


Forest Mdse. 
Coke Products Ore L.C. L. Miscellaneous Total 
13,762 43,392 78,562 107,697 407,126 892,358 
14,685 45,631 86,661 101,655 399,902 902,766 
14,309 50,017 89,412 88,479 421,827 903,099 
13,359 42,101 75,318 99,956 373,896 825,953 
5.9 1.8 

6.3 4.9 9.3 12 

21.7 
3.8 13.2 12.1 3.5 1.2 
559,302 1,695,556 2,005,794 3,935,486 14,393,426 31,609,267 
544,890 1,613,164 2,037,607 3,635,119 14,162,367 30,601,083 
531,601 1,844,790 2,267,834 4,339,036 14,265,290 31,342,397 
2.6 S.1 8.3 1.6 3.3 

1.6 

a2 9 9 

8.1 11.6 9.3 
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lowing proportions of freight traffic handled by each agency 
on the basis of ton-miles as follows: Railroads, 71 per cent; 
Great Lakes, 12 per cent; pipelines, 8 per cent; trucks (inter- 
city, both private and for-hire), 5 per cent; inland waterways, 
3 per cent, and airplanes, et al., 1 per cent. Continuing, he said: 


The advertisement by the Trucking Association contains a plea 
for the continuation of the Office of Rubber Director until an adequate 
number of tires is actually in production. The demand is for large 
size tires, ‘‘8.25 and over,’’ which, of course, could not be intended 
for the small trucks that make up 85 per cent of the total number. 
Even if the Trucking Association is undertaking to speak for private 
operations which are not represented in that association, the claim 
of one-fifth is clearly too high and if the association is speaking only 
for intercity, for-hire trucks the estimate would again have to be cut 
in half. ... 

And then there is the adjective ‘‘vital.’””’ What is the basis for the 
use of this adjective? High authorities in government have declared 
that trucks are doing an excellent job in aiding the war effort. That 
they are needed, there can be no question. On the other hand, there 
is no call for pretending that the need for trucks is more important 
than it really is. Other agencies also are engaged in the war effort. 
They too handle all kinds of traffic, including the ‘‘vital’’ traffic. It has 
been estimated that the railroads are carrying more than 90 per cent 
of the war traffic, among which there must be a substantial amount of 
“‘vital’’ traffic. No one has ever yet pointed out a reason why the 
freight carried by trucks is more vital than the freight carried by 
pipelines, airplanes or railroads. 





Revenue Ton-Miles 


The volume of freight handled by Class I railroads in 
August, 1944, measured in revenue ton-miles, amounted to ap- 
proximately 65,900,000,000 ton-miles, according to a preliminary 
estimate based on reports received from the railroads by the 
Association of American Railroads. The increase over August, 
1943, was one per cent. 

Class I railroads in the first eight months of 1944 per- 
formed four per cent more revenue ton-miles of service than 
in the same period of 1943. The 1944 total was twenty-two 
and one-half per cent greater than 1942 and almost two and 
— times the ton-miles volume of the first eight months 
in 1939. 

The following table summarizes revenue ton-mile statis- 
tics for the first eight months of 1944 and 1943: 


Per cent 
1944 1943 Increase 
ree 1 I go. sci ie vad 368,733,820,000 349,935,690,000 5.4 


BMG ora. a dioanalae entree wassie * 62,750,000,000 63,742,367,000 d 1.6 
NE: «aX to esiibia dh dicnerenie atic sors t 65,900,000,000 65,103,271,000 1.2 
8 months’ total ......... 497,383,820,000 478,781,328,000 3.9 


* Revised estimate 
+ Preliminary estimate 


ROLLING STOCK ADDITIONS 


“Class I railroads on September 1, had 36,157 new freight 
cars on order,” says the Association of American Railroads. 
“On the same date last year, they had 28,433 on order. 

“New freight cars on order on September 1, this year, 
included 12,306 hopper, 3,204 gondolas, 497 flat, 15,746 plain 
box cars, 1,811 automobile box cars, 2,093 refrigerator, and 
500 stock freight cars. 

“They also had 554 locomotives on order on September 1, 
this year, compared with 1,038 on the same day in 1943. The 
number on order on September 1, 1944, included 150 steam, 
two electric and 402 Diesel locomotives, compared with 461 
steam, four electric and 573 Diesel locomotives one year ago. 

“Class I railroads put 22,312 new freight cars in service 
in the first eight months this year compared with 15,744 in 
the same period last year. Of the total 3,538 were installed in 
August. Those installed in the first eight months included 
10,865 hopper, 2,334 gondola, 1,018 flat, 1,897 automobile box, 
5,927 plain box, and 270 refrigerator freight cars and one other 
car. 

“They also put 657 locomotives in service in the first eight 
months of 1944, of which 241 were steam, one electric and 415 
Diesel. Locomotives installed in the first eight months of 1943 
totaled 408, of which 264 were steam, 14 electric and 130 Diesel. 
Locomotives installed in August totaled 78 of which 30 were 
steam and 48 were Diesels.” 


CAR WEIGHING ORDER 


By service order No. 233, effective September 16, the Com- 
mission, division 3, has prohibited common carriers by railroad 
from weighing, or permitting to be weighed, any shipment of 
rock, in carloads, on any railroad track scales when such traffic 
originates at Ormand, Calif., destined to Anaheim Landing, 
Calif., for use on government construction at the Naval Depot, 
except that, in the week beginning September 16, at 12:01 a. m., 
Pacific War Time, a representative number may be weighed 
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each week to obtain average weights, in accordance with cer. 
tain provisions of the order. 

Those provisions require that one entire trainload be 
weighed once a week on a selected different day of each suc. 
ceeding week, J. G. Oliver, chief inspector, Transcontinenta] 
Freight Bureau, Weighing and Inspection Department, to desig. 
nate which trainload, after it has left the quarry, shal! be 
weighed, and to determine the day of the week on which the 
weighing shall be performed. The order also provides that, 
when the train selected includes less than 10 cars of any type 
rock, the weights of all cars of that type rock obtained the 
previous week shall be added to compute the average weight 
a car of that particular type of rock. 

It was explained at the Commission that the variety of 
rock involved made estimates difficult, and that the described 
method of weighing had been established because of the in. 
ability of the contractor and the naval authorities to arrive at 
a satisfactory estimate. 


RETOP ICE SERVICE ORDER 


Director Clinger, of the Commission’s Bureau of Service, 
has issued corrected second amended general permit No. 1 
under revised Service Order No. 226, which prohibited railroads 
from retop icing refrigerator cars loaded with vegetables orig- 
inating in or west of New Mexico, Colorado, Wyoming, or Mon- 
tana, at any point east of those states, or El Paso, Tex., La- 
junto, Pueblo, or Denver, Colo., and Laramie or Cheyenne, 
Wyo., with more retop ice than the initial weight of top ice, 
but not more than 5,000 pounds of retop ice in any case, 
whether in interstate or intrastate commerce (see Traffic 
World, Sept. 2, p. 574). The effect of the instant general per- 
mit was to eliminate fruit from the permission granted rail- 
roads to disregard the provisions of the revised service order 
at Chicago, Peoria, or East St. Louis, Ill., St. Louis, Mo., or 
Pittsburgh, Pa., effective September 9. Waybills are to show 
reference to the permit. 


REICING POTATO ORDER 


By revised amendment No. 4 to service order No. 200, 
which prohibited the railroads from permitting reicing, or a 
subsequent icing after the first or initial icing, of refrigerator 
cars loaded with potatoes (see Traffic World, April 29, p. 1194), 
has added an exception to the provisions of the order as fol- 
lows: 


Exception: On refrigerator cars loaded with potatoes originating 
at any point or points on the Union Pacific Railroad Co. in the states 
of Colorado, Kansas, or Nebraska, or in Idaho groups B or C, 
or in Oregon group B, as defined in items 1013 and 1043, respectively, 
of National Perishable Freight Committee’s Perishable Protective Tariff 
No. 13, Agent J. J. Quinn’s I. C. C. No. 29, supplements thereto or 
reissues thereof, the Union Pacific Railroad Co., at its option, may 
accord such first or initial icing at first regular station enroute after 
the car is loaded and billed. 


The revised amendment was made effective September 15. 
Director Clinger, of the Commission’s Bureau of Service, by 
seventh amended general permit No. 13 under service order 
No. 200, has granted common carriers by railroad the following 
permission, effective September 19, and expiring September 30: 


On any refrigerator car loaded with potatoes originating at any 
point or points in the states of Colorado, Nebraska, Utah, and Wyoming, 
to reice in transit one time only and to accord the reicing at stations 
designated by shippers or, at the carriers’ option, at the first icing sta- 
tion on either side of such designated station. 


The waybills shall show reference to this general permit. 


WESTERN ICING ORDER 

By amended general permit No. 3 under second revised 
service order No. 224, which restricted initial icing and reicing 
of shipments of fruits and vegetables in the west to three- 
fourths of each car’s bunker capacity (see Traffic World, Sept. 
2, p. 573), Director Clinger, of the Commission’s Bureau of 
Service, has granted permission to common carriers by rail- 
road, effective September 18, and expiring October 15, as fol- 
lows: 


To disregard the provisions of second revised service order No. 224 
in so far as it applies to the first or initial icing of refrigerator cars 
loaded with peaches originating at points in the states of Colorado or 
Utah. 


Waybills are to show reference to the permit. 


REROUTING SERVICE ORDER 


By service order No. 203-A, the Commission, division 3, 
has vacated its service order No. 203, which required the Illinois 
Terminal Railroad Co. to reroute 87 cars of coal, consigned by 
the Peabody Coal Co., due to flood conditions at Alton, Ill. The 
vacation was made effective September 22. 
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Control of Refrigerator Cars 


Cc. W. Taylor, manager, refrigerator car section, car service 
division, Association of American Railroads, at Chicago, the 
Commission’s agent with authority to control movement of re- 
frigerator cars (see Traffic World, Sept. 16, p. 710), has issued 
two general permits under his I. C. C. order No. 231, as follows: 


General Permit No. 2 under Taylor’s I. C. C. Order No. 231: 
Permission is granted for any common carrier by railroad, subject to 
the interstate commerce act, to disregard the provisions of Taylor’s 
I. Cc. C. Order No. 231 insofar as it applies to the furnishing of a 
refrigerator car or cars other than R. S. type for loading animal 
tallow, lard, lard compounds, lard substitutes, rendered pork fats, 
vegetable oil shortening and cooking and salad oils, or transporting 
or moving a refrigerator car or cars other than R. S. type loaded with 
animal tallow, lard, lard compounds, lard substitutes, rendered pork 
fats, vegetable oil shortening and cooking and salad oils, providing 
the waybills shall show reference to this general permit. This permit 
shall become effective September 18, 1944. 

General Permit No. 3 under Taylor’s I. C. C. Order No. 231: 
Permission is granted for any common carrier by railroad, subject 
to the interstate commerce act, to disregard the provisions of Taylor’s 
I. C. C. Order No. 231 insofar as it applies to the furnishing or supply- 
ing of a R. S. type refrigerator car or cars for loading lard, lard 
compounds, lard substitutes and vegetable oil shortening originating 
in the states of Oklahoma, Texas, Arkansas, Louisiana, Tennessee, 
Mississippi, Alabama, North Carolina, South Carolina, Georgia and 
Florida, or transporting or moving a R. S. type refrigerator car or 
cars loaded with lard, lard compounds, lard substitutes and vegetable 
oil shortening originating in the states of Oklahoma, Texas, Arkansas, 
Louisiana, Tennessee, Mississippi, Alabama, North Carolina, South 
Carolina, Georgia and Florida, providing the waybills shall show refer- 
ence to this general permit. This permit shall become effective at 
12:01 A. M., September 18, 1944, and shall expire at 12:01 A. M., Octo- 
ber 15, 1944. 


ALLEGHENY BOARD CARLOADINGS 


Reports of commodity carloading committees presented at 
the meeting of the Allegheny Regional Advisory Board at the 
Fort Pitt Hotel, Pittsburgh, Pa., September 21, indicated an 
increase of 6 per cent in the carloadings in the area in the last 
quarter of 1944 over those of the last quarter of 1943. The 
predictions were for loadings of 1,166,821 as compared with 
the actual total loadings in the last three months of 1943 of 
1,101,196. Practically all of the increase was accounted for in 
loadings of coal and coke which were expected to total 793,028 
this fall, as compared with 722,248 last fall. By percentages, 
the heaviest increases were indicated in the loadings of rubber 
and products, 47 per cent; grain, 29.9 per cent; hay, straw and 
alfalfa, 28.4 per cent; leather and products, 24.2 per cent; 
rough, rolled and ribbed glass, 21.6 per cent; miscellaneous 
manufactures, 17 per cent, and fertilizers, 15 per cent. The 
report on sanitaryware predicted a movement of 85 cars where 
none existed last fall. The percentage of the predicted coal 
increase was 9.8 per cent. 

The reports also indicated decreases in the loadings of a 
number of commodities, highest in percentages being agricul- 
tural implements and vehicles, 55.5 per cent; industrial iron 
and steel scrap, 21.4 per cent; cement 19.1 per cent; enamel- 
ware, 18.7 per cent; petroleum in drums in box cars, 15.9 per 
cent, and polished plate glass, 14.9 per cent. 

E. C. Jepson, general traffic manager, Wheeling Steel Cor- 
poration, Wheeling, W: Va., general chairman of the board, 
presided at the business session. Charles F. McBride, general 
traffic manager, Pittsburgh Steel Company, was toastmaster 
at a luncheon, sponsored jointly by the board and the Traffic 
Club of Pittsburgh, at which Andrew H. Phelps, vice-president, 
Westinghouse Electric and Manufacturing Company, spoke on 
“What Industry May Be Tomorrow.” 


PACIFIC NORTHWEST ADVISORY BOARD 


The Pacific Northwest Advisory Board will hold its fall 
meeting at the Davenport Hotel, Spokane, Wash., September 
29. Speaker at a luncheon session will be Thomas Balmer, 
Vice-president, Great Northern Railway, on “Rail Fact and 
Fiction.” Harlan T. Peyton, president, Spokane Chamber of 
Commerce, will be toastmaster. 

H. D. Smith, western zone traffic manager, Weyerhaeuser 
Sales Company, Tacoma, Wash., president of the board, will 
preside at the business session. F. P. Borden, executive secre- 
tary and traffic manager, Douglas Fir Plywood Association, 
Tacoma, will review reports of commodity carloading commit- 
tees. Gordon Tongue, secretary-treasurer, Superior Portland 
Cement, Inc., Seattle, Wash., will report as chairman of the 
executive committee; Frank S. Clay, manager, Portland, Ore., 
Traffic Association, as chairman of the membership committee; 
Emil Hanson, assistant traffic manager, West Coast Lumber- 
men's Association, Seattle, as chairman of the legislative com- 
mittee; E. L. King, assistant to the vice-president, Southern 
Pacific, as acting chairman of the railroad contact committee; 
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Ivan L. Plette, as chairman of the transportation committee, 
and R. V. Boyle, traffic manager, Brown and Haley, Tacoma, as 
chairman of the freight claim prevention committee. 

Ralph Benson, traffic manager, C. D. Johnson Lumber 
Company, Portland, will make a special report on transporta- 
tion taxes. L. M. Betts, manager, railroad relations section, car 
service division, Association of American Railroads, will report 
on national transportation conditions, and F. T. Westmeyer will 
report as district manager of the division. 

There will be meetings of the executive, rail contact and 
transportation committees on September 28. On the evening of 
that day, there will be an open meeting on claim prevention, 
at the Davenport Hotel, under the sponsorship of the freight 
claim prevention committee. Mr. Boyle will preside. 


ATLANTIC STATES SHIPPERS’ BOARD 


The Atlantic States Shippers’ Advisory Board will hold its 
fall meeting at the Hotel Commodore, New York, October 5. At 
a joint luncheon with the Traffic Club of New York, the board 
will hear R. V. Fletcher, vice-president, Association of Ameri- 
can Railroads, speak on “Some Recent Developments in Trans- 
portation.” 

Charles H. Vayo, traffic manager, Eastman Kodak Com- 
pany, Rochester, N. Y., president of the board, will preside at 
the business session. There will be reports from officers, chair- 
men of commodity carloading committees and from other stand- 
ing committees. R. W.- Brown, president, Reading Company, 
Philadelphia, will report as chairman of the railroad contact 
committee. 

Frank E. Guy, general traffic manager, Universal Atlas 
Cement Company, New York, will discuss the new combination 
form of bill of lading, waybill and shipping order. Warren C. 
Kendall, chairman, car service division, A. A. R., will speak on 
national transportation conditions, and A. P. Stevens will report 
as district manager of the car service division. 


SOUTHWEST SHIPPERS’ BOARD 


The fall meeting of the Southwest Shippers’ Advisory 
Board will be held at the Baker Hotel, Dallas, Texas, Septem- 
ber 28. The Transportation Club of Dallas will sponsor a 
luncheon, at noon on that day, at which John H. Frederick, 
professor of transportation and industry, School of Business 
Administration, University of Texas, will speak on “The Over- 
all Southwest Postwar Transportation Picture.” M. P. Hamby, 
traffic manager, Dallas Cotton Exchange, will be toastmaster. 

At the business session, at which M. L. Dickerson, director 
of transportation, Louisiana Limestone Company, Shreveport, 
La., general chairman of the board, will preside, there will be 
reports from commodity carloading committees and from rail- 
road representatives. Frank H. Cross, division traffic manager, 
General Mills, Inc., Oklahoma City, general secretary of the 
board, will report for the executive committee; C. D. Pecken- 
paugh, vice-president and general manager, Fort Worth and 
Denver City Railroad, as chairman of the railroad contact 
committee; P. D. Barziza as chairman for the loss and damage 
prevention committee, and A. P. Rudowsky, vice-president, 
McAlester Fuel Company, McAlester, Okla., as chairman of 
the car efficiency committee. Chamber of commerce reports 
will be made by H. J. Conley for Arkansas, E. B. Wilson for 
engi I. G. Bently for Oklahoma, and R. V. Dover, for 

exas. 

W. N. Deramus, president, Kansas City Southern-Louisiana 
and Arkansas Lines, will speak on “What is Ahead for 1945 
in Transportation in the Southwest. R. E. Clark, manager, 
closed car section, car service division, Association of American 
Railroads, will speak on general transportation conditions, and 
C. P. Wasson will report as district manager of that division. 
A. E. Rankin, representative of the freight station section, 
A. A. R., Fort Worth, Texas, will report for that section. 


MEXICAN TRAFFIC EMBARGO 


Asserting that rigid control of movement of carload traffic 
to Mexico is essential Chairman Kendall, of the car service 
division of the Association of American Railroads, has requested 
transportation officers of railroads to obtain strict compliance 
with existing regulations governing the movement of that traffic. 

Instances continued to occur of cars being accepted and 
billed contrary to the requirements of CSD embargoes 42 and 
400 governing the movement of traffic to Mexico, said Chair- 
man Kendall in a bulletin to transportation officers continuing 
as follows: 

All commercial freight for export to Mexico, C. L. and L. C. L., and 
domestic freight for delivery at border points, is subject to Embargo 
42, issued May 2, 1942, last revised July 29, 1944. Carload freight for 
export to Mexico routing to or via the N. de M., or intended for trans- 
shipment by truck at any border gateway is controlled by a permit 


system detailed in Embargo 400, issued June 10, 1944, and last revised 
August 25, 1944. 


These controls over the movement of traffic to Mexico via the N. de 
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M., instituted at the request of and in cooperation with that line, are 
designed to permit the delivery of essential commodities to Mexico at 
a rate that will insure liquid operating conditions on N. de M. lines 
and minimize delays to U. S. cars. Transportation agencies and govern- 
ments concerned are in agreement concerning the ends in view and 
their attainment through strict enforcement of. existing regulations is, 
therefore, most desirable. 

Present procedure requires that permit applications originating in 
Mexico shall be directed to Mr. J. A. Jaime, Supt. of Car Service, N. de 
Mexico, D. F., who will transmit approved applications to Mr. R. M. 
Campos, Asst. Freight Traffic Manager, now stationed in Washington. 
Shippers in the United States will apply as outlined in Embargo 400, 
and all such applications will be reviewed by Mr. Campos and permits 
issued only upon his authorization. 

It develops that some shippers attempt evasion of the regulations. 
Their feeling is apparently that if their shipments can reach the border, 
the cars will be permitted to be crossed in order to save car delay. 
Such is not the case and in these instances the originating railroad will 
be called upon to furnish disposition for the cars. The N. de M. defi- 
nitely will not accept any cars from the United States that are not 
properly authorized under C, S. D. embargoes. To avoid any unau- 
thorized movements Agents should be instructed to take particular note 
of shipments billed to the border even when endorsed ‘“‘Not For Ex- 
port’? and look for various evidences that the freight is nevertheless 
intended for export. Such evidences are moving ‘‘in bond,’’ F. E. A. 
export license numbers (required on all export shipments to Mexico), 
commodity characteristics, etc. 


FREE TIME AT MEXICAN BORDER 


The Commission, division 3, has issued service order No. 
234, effective October 1, reducing free time on less-than-carload 
freight at Mexican border points. The order suspended the 
operation of rule 14 of Texas Lines’ tariff No. 25-K, Agent Ira 
D. Dodge I. C. C. No. 569; item No. 700 of Association of Amer- 
ican Railroads’ tariff No. 4-X, Agent B. T. Jones’ I. C. C. No. 
3815, and all other tariffs in so far as they authorized or pro- 
vided free time in excess of three days (72 hours) at Nogales, 
Ariz., Brownsville, Eagle Pass, El] Paso, Presidio, or Laredo, 
Tex., for shipments of less-than-carload freight consigned or 
reconsigned for export. 


The order said that the detention of less-than-carload 
freight in railroad cars and freight houses, due to customs 
clearance and other reasons, originating at points in, or moving 
through the United States, had resulted in serious congestion 
at Mexican border crossings in Arizona and Texas and that, 
in the opinion of the Commission, an emergency existed requir- 
ing immediate action to prevent further congestion of such 
traffic. 


The order was made to apply on less-than-carload freight 
at or arriving at the aforementioned border points on or after 
the effective date of the order. It carried the usual provisions 
requiring each railroad or its agent to publish, file and post a 
supplement to each of its affected tariffs announcing suspen- 
sion of any provisions in conflict with the order and establish- 
ing the provisions required by it. 


CONTROL OF EXPORTS AND IMPORTS 


The Foreign Economic Administration has issued its cur- 
rent export bulletin No. 191, announcing that the New York 
office of the transportation division F. E. A., has moved to 
Room 712, 61 Broadway, New York 6, N. Y., where statements 
of cargo availability (Form FEA 138) for shipments to the 
other American republics of all commodities except newsprint 
should be filed. The F. E. A. bulletin also contains items re- 
lating to rollback of the decentralization plan for Cuba, gen- 
eral licenses and change in procedure for present program 
license areas, commodities that may be exported to other Amer- 
ican republics under blanket export license procedure and 
changes in general licenses. 


PAPER SHIPPING SACKS 


The Paper Shipping Sack Industry Advisory Committee 
this week recommended that the War Production Board post- 
pone any relaxation of Limitation Order L-279, controlling the 
use of paper shipping sacks, until it was assured that all mili- 
tary requirements would first be filled, W. P. B. reported Sep- 
tember 21, adding: 


The possibility of revoking or modifying List B, which controls 
the use of asphalted, paraffined and moisture-proof paper, will be 
considered as soon as the army’s requirements are assured, or as soon 
as the supply of these types of paper to make sacks for packaging 
hypdroscopic, chemically reactive or moist products, is adequate to 
meet all requirements. 

Committee: members objected to the proposed requirement that a 
certificate of compliance be filed. with every sack order. It was ex- 
plained that such a requirement would be unnecessary and detrimental 
to the industry since the majority of its orders come directly from 
established industrial customers and do not pass through jobbers or 
middlemen as in some other industries. 


TRAFFIC WORLD 


New Postal Fees 


Changes in fees for money orders, insured and collect-on- 
delivery mail, and special delivery service, authorized by new 
legislation, are expected to place all postal special services on 
a self-sustaining basis, according to Postmaster General Frank 
C. Walker. The new fees, effective November 1, are given in 
the following statement issued by the department: 


The new postal note, with its 5 cent rate for a simplified form of 
money orders for amounts from 1 cent to $10.00 will make possible 
savings in the issue and payment of a large proportion of the money 
order volume. This makes it possible to reduce the fees for the tradij- 
tional form of money orders to the level which existed prior to March 
26 when the revenue act of 1943 became effective. The several brackets, 
with the new fees and the fees now existing are as follows: From $0.01 
to $2.50, 6 cents (down from 10 cents); from $2.51 to $5, 8 cents (down 
from 14 cents); from $5.01 to $10, 11 cents (down from 19 cents); 
from $10.01 to $20, 13 cents (down from 22 cents); from $20.01 to $49, 
15 cents (down from 25 cents); from $40.01 to $60, 18 cents (down 
from 30 cents); from $60.01 to $80, 20 cents (down from 34 cents); 
from $80.01 to $100, 22 cents (down from 37 cents). 


Insurance Fees 


Substantial reductions are provided in fees for insurance of domes. 
tic mail matter of the third and fourth classes. Economies brought 
about through simplification of methods and the greater volume antici- 
pated through lower fees are expected to make insured mail self- 
sustaining. A schedule of charges with the new fees and the existing 
charges follows: From $0.01 to $5.00, 3 cents (down from 10 cents); 
from $5.01 to $25, 10 cents (down from 20 cents); from $25.01 to $50, 
15 cents (down from 30 cents). The existing schedule has three 
brackets in the range between $50.01 to $200, with fees ranging from 
50 cents to 70 cents. Under the new schedule the fee will be 25 cents 
for insurance from $50.01 to $200. 


c. O. D. Unregistered Mail 


Substantial reductions also are provided in fees on unregistered 
domestic collect-on-delivery mail of the third and fourth classes and 
sealed domestic mail matter of any class bearing postage at the first 
class rate. The schedule with the new fees and the changes from the 
present fees follows: From $0.01 to $2.50, 15 cents (down from 24 
cents); from $2.51 to $5, 20 cents (down from 24 cents); from $5.01 
to $25, 30 cents (down from 34 cents); from $25.01 to $50, 40 cents 
(down from 44 cents); from $50.01 to $100, 50 cents (down from 64 
cents); from $100.01 to $150.00, 55 cents (down from 80 cents); from 
$150.01 to $200, 60 cents (down from 90 cents). , 

Special Delivery Mail 

Rates are increased on two classes of special delivery mail. A fee 
of 13 cents will be charged on first-class mail weighing not more than 
2 pounds, an increase from the present 10 cent rate, and the fee on 
matter other than first class mail weighing not more than 2 pounds will 
be raised to 17 cents from 15 cents. No changes are made in the 
following rates on other special delivery classifications: 20 cents on 
first-class mail weighing more than 2 but not more than 10 pounds; 
25 cents on first-class mail weighing more than 10 pounds; 25 cents 
on matter other than first-class weighing more than 2 but not more 
than 10 pounds; 35 cents on matter other than first-class weighing 
more than 10 pounds. 

Cc. O. D. Registered Mail 

Fees are increased in all brackets for collect-on-delivery service 
for registered sealed domestic mail of any class bearing postage at 
the first-class rate. There is a limited patronage of this special service. 
The limits of indemnity with the new fees and the existing fees 
follow: From $0.01 to $10, 40 cents (up from 25 cents); from $10.01 
to $50, 55 cents (up from 30 cents); from $50.01 to $100, 75 cents (up 
from 40 cents); from $100.01 to $200, $1.00 (up from 50 cents). 

When indemnity in excess of $200 is desired the fees likewise are 
increased. The schedule of indemnity, the new fee and the old fee 
follows: (From $200.01 to $300, $1.05 (up from 60 cents); from $300.01 
to $400, $1.10 (up from 70 cents); from $400.01 to $500, $1.15 (up from 
80 cents); from $500.01 to $600, $1.20 (up from 90 cents); from $600.01 
to $700, $1.25 (up from $1.00); from $700.01 to $800, $1.30 (up from 
$1.10); from $800.01 to $1,000, $1.40 (up from $1.20). 

The existing fee of 20 cents for service in effecting delivery of 
collect-on-delivery mail upon terms differing from those originally 
stipulated at the time of mailing is reduced to 10 cents. The present 
10 cent charge for demurrage on domestic collect-on-delivery mail is 
reduced to 5 cents. The act provides for the establishment of a new 
fee of 5 cents for notifying the sender or his representative of inability 
to deliver a collect-on-delivery article. 


PARCEL POST TO CHINA 


Limited parcel post service with 9 provinces of unoccupied 
China was being resumed September 19, Postmaster General 
Frank C. Walker announced, adding: 


Parcel post service to occupied China was discontinued on Decem- 
ber 10, 1941, and to unoccupied China February 27, 1942. 

The parcels may not exceed 4 pounds in weight and are to be 
sent at the risk of the sender. No registration or insurance service is 
available. 

The provinces to which the service is available are: Kansu, Kwangsl, 
Kweichow, Ningsia, Shensi, Sikang, Sinkiang, Szechuan, and Tsinghai. 

The following rates have been established for the various divisions 
of weight: 1 pound, 68c; 2 pounds, 82c; 3 pounds, $1.09, and 4 pounds, 
$1.23. 

Shipments will be allowed to the extent of three 4-pound parcels 
in any one week from the same sender to the same addressee. The 
parcels are subject to the licensing requirements of the Foreign Eco 
nomic Administration. 
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Traffie Law and Procedure 


Last of a Series of Fifty-Two Articles on This Subject by G. Lloyd Wilson—Practice Before the 
U.S. Maritime Commission 


e Practitioners and lawyers specializing in transportation 
and interstate commerce practice are concerned not only 
with procedure before the Interstate Commerce Commission 
put, on occasion, with that before other government regulatory 
commissions or boards. Of these, those most closely related to 
matters pertaining to transportation and traffic matters are the 
United States Maritime Commission and the Civil Aeronautics 
Board. 

The U. S. Maritime Commission was created by the mer- 
chant marine act, 1936, to supersede the U. S. Shipping Board, 
which operated under the shipping act of 1916 and its amend- 
ing statutes.* It is composed of five members appointed by the 
President by and with the advice and consent of the Senate. 
One member is designated by the President to serve as chair- 
man and the Commission is permitted to elect one of its mem- 
bers as vice-chairman. The term of office of the members is 
six years, except that persons chosen to fill vacancies are ap- 
pointed only for the unexpired terms of the members they suc- 
ceed. Vacancies are filled in the same way as original appoint- 
ments. The annual salary of the members is fixed at $12,000. 
The act required that members should be appointed with due 
regard for their special fitness for their duties. Not more than 
three members may be members of the same political party. 
Members may be removed from the Commission by the Presi- 
dent for cause—either for neglect of duty or malfeasance. 
Three members constitute a quorum for the transaction of 
business. So long as there are three members in office, vacan- 
cies do not impair the power of the Commission to function. 

Commissioners are required to devote their full time to 
the duties of office and may not, within three years prior to 
their appointment, have been employed by or had any financial 
interest in any carrier by water. They and other officers and 
employes of the Maritime Commission may not be employed 
during incumbency or employment by the Commission by any 
carrier by water or by others with whom the Commission may 
have business relations.’ 

The act provides for the appointment by the Commission 
of its staff including a secretary; directors of its divisions, 
which may not exceed five divisions; assistants and clerks to 
members; a general counsel; naval architects, special experts; 
attorneys; examiners; inspectors; and other employes “neces- 
sary in the execution of its functions.’” 

The Commission has an official seal which is judicially no- 
ticed by the courts. Through its secretary, the Commission 
keeps records of its meetings and of the votes of the members 
on “every action, order, contract, or financial transaction ap- 
proved or disapproved by the-Commission.’”* 

The Commission is empowered by the merchant marine 
act to adopt rules and regulations with respect to its procedure 
and the conduct of its business. The orders issued by the Com- 
mission are enforced in the same manner as provided for the 
enforcement of the Shipping Board which it succeeded and 
violations of its orders make those guilty of the violations sub- 
ject to the same penalties as those provided for in cases of 
Violation of the orders of the Shipping Board.’ The U. S. Mari- 
time Commission succeeded generally to the powers and duties 
of its predecessor, the U. S. Shipping Board, and to it were 
assigned additional functions and duties provided for in the 
merchant marine act, 1936. The statutes and executive order 
of the President which had shaped the Shipping Board’s juris- 
diction and authority included the shipping act, 1916; the mer- 
chant marine act, 1920; the merchant marine act, 1928; the 
intercoastal shipping act, 1933; the amendments to these re- 
spective acts; and the executive order of the President of June 
10, 1933, which placed the duties and powers of the formerly 
independent Shipping Board in the Department of Commerce.° 


Maritime Commission’s Rules of Procedure 


The present rules of procedure before the Maritime Com- 
mission apply to proceedings under these statutes. The rules 
are similar to but not identical with the rules of practice before 
ol Interstate Commerce Commission, discussed in an earlier 
article 


Any individual, receiver, or trustee, may appear before the 


749 Stat. L. 1985, 1936. 

2 United States Marine Act, 1936, Table II, Section 201 (a) and (b). 
*Tbid. Section 201 (e). 

*Tbid. Section 201 (c). 

* (bid. Section 201 (c); and Section 204 (c). 

° Executive Order, June 10, 1933, Section 12. 


Commission, as an individual or in his receivership or trustee- 
ship capacity, in his own behalf. The officers, partners, or reg- 
ular employes of corporations, partnerships or associations, 
parties to proceedings before the Commission, may appear on 
their behalf. Those who appear before the Commission may 
testify, produce and examine witnesses, be heard in person or 
by counsel on brief and at oral arguments, if the latter are 
permitted by the Commission. Persons who appear in repfre- 
sentative capacities are required to show authority for their 
appearance in this capacity.’ Those who appear at formal hear- 
ings are required to deliver written notices of appearance to 
the reporters stating the names of the parties on whose behalf 
the appearances are made. These notices become parts of the 
records of the proceedings.* 


Practitioners Before the Maritime Commission 


Those who seek to be admitted to practice and registered 
as practitioners before the Commission are not permitted to 
practice until their applications have been approved. No ap- 
plicant to practice will be admitted if he has been suspended 
or disbarred from practice. Only individuals and not firms or 
corporations are admitted to practice. The Commission’s rules 
for the registration of practitioners do not apply to those who 
appear only on their own behalf or on behalf of companies or 
associations of which they are officers or employes. Like that 
of the practitioners before the Interstate Commerce Commis- 
sion, the bar of the U. S. Maritime Commission consists of two 
classes of practitioners. Both types must be of good moral 
character and found by the Commission to possess the qualities 
requisite to represent others. Admission is for two years, sub- 
ject to renewal from time to time. The first class of practi- 
tioners is comprised of attorneys at law who are admitted to 
practice in the U. S. Supreme Court or the highest court of 
any state, territory, or the District of Columbia. The second 
class of practitioners is composed of non-lawyers, citizens of 
the United States, who file proof to the satisfaction of the Com- 
mission that they have the legal, technical, and other qualifica- 
tions to enable them to render valuable assistance to the Com- 
mission and that they are otherwise competent to advise and 
assist in the presentation of matters before the Commission. 

The Commission may grant or deny the applications for 
admission to practice, and suspend or disbar practitioners if 
the practitioners or prospective practitioners are found not to 
possess the requisite qualifications to assist others or are found 
to be lacking in character, integrity, or professional conduct. 
The Commission may call on practitioners to make disclosure 
of their interest in the matters in litigation and those retained 
on contingent fee basis must file with the Commission copies 
of their contracts of employment. 


Former commissioners, officers, or employes of the Com- 
mission may not practice before it in connection with any mat- 
ter to which they gave personal consideration or of which 
gained knowledge by reason of their government service. In 
any event, those formerly employed by the Commission may 
not appear or practice before it within two years after the 
termination of their service with the Commission without hav- 
ing obtained its written consent. The consent is not granted 
unless it appears that the applicants did not give personal con- 
sideration or gain knowledge of the facts respecting the mat- 
ters before the Commission in the course of or by reason of 
their government service. The former members, officers or 
employes of the Commission must make affidavits to this effect 
and that their employment is not prohibited by law or the 
Commission’s regulations. The statements in such affidavits 
are not sufficient, however, if they are disproved by an exami- 
nation of the Commission’s files and records of the cases. 


Those who are admitted to practice before the Commission 
are forbidden knowingly to assist anyone employed by their 
clients to represent them before the Commission in connection 
with matters to which those persons in their former connection 
with the Commission gave personal consideration or of which 
they gained knowledge by reason of their government service 
to assist such persons in these matters, or to share fees with 
them in connection with the handling of such cases. 

These regulations apply to all aspects of practice before the 
Commission, including the preparation and filing of pleadings 


™U. S. Maritime Commission, Rules of Practice, August 1, 1941, II, 
Section 2.01 and 2.02. 
8 Ibid. II, Section 2.06. 
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and documents, correspondence, or communication with the 
Commission, its divisions, branch or field offices, officers or 
employes.’ 

The forms of the applications for admission to practice for 
lawyers and for other practitioners are prescribed by the Mari- 
time Commission.” The practitioners’ oath required to be ex- 
tended binds them to the support of the Constitution; the bear- 
ing of true faith and allegiance to the United States; to conduct 
themselves according to law and to the rules of the Com- 
mission; upright conduct without misrepresentation or conceal- 
ment; and such deportment as will justify the confidence re- 
posed in the practitioners by the Commission, its members, 
and the parties represented, and that will promote and main- 
tain respect for the U. S. government, the Maritime Commis- 
sion, and the bar of practitioners. Practitioners are required 
also to observe the ethical conduct required before the courts 
of ‘the United States.” 

A register of practitioners is kept by Secretary of the 
Maritime Commission on which are enrolled 795 lawyers and 
323 non-lawyer practitioners.” 

The parties in proceedings before the Maritime Commission 
consist of complainants, who seek relief or affirmative action 
by the Commission; respondents, against whom relief or other 
affirmative action is sought; and intervenors, who petition to 
intervene in proceedings or who oppose the filing of conference 
agreements under the shipping act, 1916.” 


Types of Proceedings 


The Maritime Commission has discontinued the distinction 
between formal and informal complaints. All claims for relief 
or other affirmative action by the Commission under its regula- 
tory powers, except protests against changes in tariffs, are 
made by complaints identifying the parties, and contain short 
and simple statements of the cause of action and request for 
relief or other affirmative action. Special requests must be 
made for reparation. Two or more complaints that state similar 
causes of action against the same respondents may be consoli- 
dated and heard together. Answers are required to be filed 
with the Commission within ten days after receipt of complaints 
served on the respondents by the Commission. This time limit 
may be extended in particular cases by the Commission. Re- 
plies are not permitted. If the respondents’ answers set forth 
new matters, they are deemed to be controverted for purposes 
of bringing the matters into issue.” 

Voluntary agreements between the parties with respect to 
complaints may be entered into with the approval of the Com- 
mission prior or subsequent to formal hearings. Conferences 
arranged to discuss voluntary agreements are informal and 
without prejudice to the rights of the parties. 

Applications for authority to pay reparation without com- 
plaints having been filed may be made by the carriers in the 
form prescribed by the Commission within two years of the 
dates of the transactions which gave rise to the claims for 
reparation. Applications for authority to pay reparation are 
considered as the equivalent to complaints and answers admit- 
ting the facts of which complaints were made. If the claims 
are allowed, the Commission issues orders for payment, di- 
rected to the carriers.” 


Prehearing Conferences 


Either the Maritime Commission or its director of the 
Bureau of Regulation may direct by written notices all inter- 
ested parties, after complaints have been filed, to attend pre- 
hearing conferences in order to formulate the issues and to 
determine other matters to aid in the disposition of the pro- 
ceedings, including the simplification of the issues, amendments 
to the pleadings, admission of factual and documentary evidence 
to avoid unnecessary proof, limitations on the number of wit- 
nesses, the procedure to be used in the hearings, the distribu- 
tion-of written testimony and exhibits by the parties, the con- 
solidation of the examination of witnesses by counsel and other 
matters to aid in the expeditious disposition of the proceeding.”* 

The Commission may issue “show cause orders” to the 
carriers ordering them to appear and to show reasons why the 
Commission should not disapprove agreements, modification, or 
cancellation of conference agreements between carriers under 
the provisions of the shipping act.” 

Written motions in cases set for formal hearings must be 
accompanied by proof of service. Notices of opposition to mo- 





®* Ibid. Section 203; and Appendix III—Rules for Registration. 

2 Rules of Procedure, Appendixes IV and V. 

4 Tbid. Appendix VI, and Section 2.05. 

2 Ibid. Section 2.04, and Secretary’s office records as of May, 1944. 

8 Ibid. III, Sections 3.01-3.02; and Shipping Act, 1916, Section 15. 

% Ibid. IV, Sections 4.01-4.06. . 

Ibid. IV, Sections 4.02 and 4.08; XII, Sections 12.01 and 12.02; 
and Appendix II. (4), form of reparation statement. 

16 Ibid. IV, Section 4.09. 

47 Ibid. IV, Section 4.10 and Shipping Act, 1916, Section 15. 
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tions may be made within seven days after receipt of service of 
the motions.” 

Protests seeking the suspension of tariffs may be made by 
letter, telegram, or radio message not later than ten days prior 
to the proposed effective dates of the tariffs.” 

Amendments or supplements to pleadings may be granted 
or refused by the Commission in its discretion or by the presid- 
ing officer of the Commission at hearings. The amendments or 
supplements are served in the same manner as original plead- 
ings. If response is necessary, it may be made within the time 
remaining for response to the original pleading or within ten 
days after service of the amended pleading, whichever period 
is longer, unless the Commission otherwise orders.” 

Respondents are permitted to file, within five days after 
receipt of service of the complaints, requests for a bill of par- 
ticulars to be served by the Maritime Commission on the com- 
plainants. Such requests may be granted or denied by the 
Commission. If allowed, the bills are served by the Commis- 
sion on the complainants. The time for filing replies to the 
bills of particulars and the extended time for filing and 
serving answers, in cases in which this pleading is used, is 
fixed by the Commission.” 

The Maritime Commission’s rules of procedure specify in 
detail the form and appearance of all documents used in plead- 
ings. Verification is required in case of complaints, applications 
for subpoenas duces tecum, petitions for intervention which 
seek affirmative relief, and memoranda filed in shortened pro- 
cedure cases. The verification identifies the parties signing the 
documents and states under oath that the facts set forth with- 
out qualification are true and that those stated on information 
from others are believed to be true.” 

The originals of documents that require service on parties 
to proceedings must be accompanied by certificates of service 
stating that the documents have been served on the parties to 
the proceedings either by U. S. mail or by personal service 
prior to the due dates. The certificates are signed by the per- 
sons making the service. The form of certificate of service is 
prescribed by the Commission’s rules of procedure.” 

Unless otherwise provided in the rules of procedure, ten 
copies and an original of each document filed and served in a 
case before the Commission must be furnished to the Commis- 
sion for its use. This does not apply to exhibits that are parts 
of the records of hearings.” 


Subpoenas 


Two types of subpoenas are used in Maritime Commission 
practice—subpoenas ad testificandum, to require the attendance 
of witnesses, and subpoenas duces tecum to require the attend- 
ance and testimony of witnesses with the books, papers, or 
other documents required in the proceedings. The former are 
issued at the discretion of the Commission’s officer presiding in 
cases either before or at the hearings. The latter are issued by 
the Commission in its discretion on applications in writing filed 
by the parties requesting that the subpoenas be issued. The 
applications for this type of subpoenas must be made in writing 
and set forth the relevancy and materiality of the facts that 
the applicants expect to prove from the witnesses and docu- 
ments to be subpoened. The applications must describe “in 
detail and with reasonable certainty” the books, papers, docu- 
ments, and other records to be produced. The applications 
must be verified by the parties making the requests.” 

Persons who attend hearings before the Maritime Commis- 
sion under compulsion of subpoenas are entitled to fees and 
expenses for mileage travel on the same basis as the fees and 
mileage allowances paid for similar appearance in the federal 
courts. The fees and expenses are paid by the parties request- 
ing the subpoenas. Service of subpoenas may be made by U. S. 
marshals or by other persons who must take affidavits of serv- 
ice or explanation of failure to make service. The form of 
service of subpoenas is similar to that generally used in federal 
court and commission practice, and, for that reason, need not 
be outlined here.” 

Depositions may be ordered taken for use in proceedings 
before the Maritime Commission either on its own initiative, 
pursuant to a prehearing conference or as may otherwise be 
determined to be desirable, or on the requests of parties to the 
proceedings. Motions to take depositions must be filed by the 
parties making them not less than fifteen days before the dates 


18 Ibid. IV, Section 4.11. 

2% Ibid. IV, Section 4.12, and Intercoastal Shipping Act, 1933, Sec- 
tion 3. 

20 Ibid. IV, Section 4.13. 

21Tbid. IV, Section 4.14. 

2 Tbid. VI, Sections 6.01-6.02, and Appendix II (1), showing form 
of verification. 

23 Ibid. VI, Section 6.05. 

* Ibid. VI, Section 6.06. 

25 Ibid. VII, Sections 7.01 and 7.02, and VI, Section 6.02. 

26 Ibid. VII, Sections 7.03 and 7.04. 
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on which it is proposed to take the depositions. The motions 
are required to show: 

1. the reasons for wishing to take the depositions; 2. the 
places at which it is proposed to take them; 3. the time at 
which they are to be taken; 4. the officers before whom they 
are to be taken; 5. the names and addresses of the witnesses 
to be examined in this way; and, 6. statements indicating 
whether the deposition is to be made by written questions and 
answers, or upon oral examination. 

If written interrogatories are to be used as the basis for 
the depositions, the motions must be accompanied by copies 
of the questions. 

Copies of motions to take depositions, with the accompany- 
ing interrogatories, if they are to be used, are served on all 
other parties to the proceedings. Those served with the mo- 
tions may object to the depositions being taken by filing with 
the Maritime Commission and serving on all other parties 
notice of objections with reasons for the objections to the taking 
of the depositions. These must be filed and served within five 
days after receipt of the motions to take the depositions. The 
parties served with motions to take depositions have ten days 
after receipt of service to file and serve written cross-inter- 
rogatories—questions that they wish the witnesses whose testi- 
mony is to be taken by deposition to be asked and their 
answers recorded. 

The secretary of the Maritime Commission mails to the 
parties copies of the Commission’s orders for the taking of 
depositions and fixes the places and dates on which they are 
to be taken. 

Applications to take depositions in foreign countries are 
entertained by the Maritime Commission when, in its judgment, 
they are necessary or convenient. Authority to take them is 
granted by the Commission subject to such requirements as to 
notice and other terms and directions as are appropriate under 
the circumstances and in conformity with law. 

Detailed regulations with respect to the contents of the 
Commission’s orders authorizing the taking of depositions, the 
oath to be administered to the witnesses whose testimony is 
taken by deposition, the record of the examination of the 
witnesses, objections to the taking of the evidence or the way 
in which it is taken, the submission of the testimony to the 
witnesses, changes in testimony by witnesses, signature of wit- 
nesses, the certification of the testimony by the officers before 
whom the depositions are taken, the filing and delivery of the 
signed transcripts to the. Commission, arrangements for copies, 
and fees and travel expenses to be paid those who have had 
their evidence taken by depositions, are set forth in detail 
in the rules of procedure.” 

Generally all objections to the form of the questions and 
answers in depositions are deemed to be waived unless objec- 
tions are made before the officers taking the depositions. In 
exceptional cases of proceedings in connection with show cause 
orders under the shipping act, 1916, and tariff suspension cases 
under the intercoastal act, 1933, when no representative of the 
Maritime Commission is present at the taking of the depositions 
of the witnesses, the depositions of the witnesses are received 
in evidence when offered at hearings, subject to proper legal 
objections.” 

The depositions are filed with the Maritime Commission 
not later than the dates of the hearings in the proceedings in 
which they are offered as evidence. As a general rule, deposi- 
tions must not constitute parts of the records of the proceedings 
in which they are offered as evidence. As a general rule, deposi- 
tions do not constitute parts of the records of the proceedings 
unless and until they are received in evidence at hearings. The 
Commission may rule otherwise with respect to admission in 
evidence of depositions, prior to the final submission of the 
cases.” 


Hearings Before Maritime Commission 


Hearings before the Maritime Commission are of three 
types: 1. informal, 2. formal, and 3. shortened procedure. 

Informal public hearings are ordered by the Commission 
from time to time in order to obtain information necessary 
or helpful to the Commission in determining its policies, in 
discharging its duties, or in formulating or amending rules and 
reguiations under the provisions of the acts of Congress that 
it is charged with administering. At these informal hearings 
the Commission may require the attendance of witnesses and 
the production of evidence, as it may in formal proceedings. 
he procedure followed, however, may be informal to such an 
extent as the Commission may consider appropriate and expedi- 
ent in each informal hearing.” 

“ormal procedure may be used in any regulatory proceed- 


“ Ibid. X, Sections 10.01-10.05, and 10.09. 
Ibid. X, Section 10.07; and Shipping Act, 1916, Section 15; and 
Intercoastal Shipping Act, 1933, Section 3. 
fbid. X, Sections 10.07 and 10.08. 
*“ Ibid. VIII, Section 8.01. 
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ing in which the Commission determines that such hearings 
are necessary. Hearings of formal character may be held be- 
fore a member of the Commission, an examiner, or other officer. 
The Commission issues notices of formal hearings designating 
the time and place of the hearings and the officers who will 
conduct them. The Commission may change the places or dates 
of hearings. Notices are duly given of changes of this char- 
acter. Notices of hearings and of changes in hearings are 
given to all parties of record by mail or telegraph. 

The Commission endeavors, as far as practicable, to fix 
the same dates and places for all hearings that involve the 
same parties or that arise out of the same or related causes 
of action. This is done in pursuance of the general policy of 
federal regulatory commissions of making litigation as con- 
venient and inexpensive to the parties as possible. 

Applications to the Commission for the postponement of 
hearings or for extension of time for filing pleadings or other 
documents must set forth reasons. Copies of the applications 
must be served on all other parties to the proceedings. The 
Commission may grant or deny applications for time extensions, 
except where the time for compliance is fixed by statute. In 
such cases, extensions, of course, cannot be granted.” 

Extensions of time for the filing of briefs must conform to 
these regulations and application must be filed not later than 
eight days before the expiration of the time fixed by the officer 
presiding in the cases for the filing of briefs.” 

Applications for extension of time for filing exceptions to 
the presiding officers’ or examiners’ proposed reports and briefs 
supporting the exceptions must be filed not later than eight 
days before the dates fixed for filing of exceptions.™ 

Applications for extensions of time or for postponements 
must show diligence on the parts of the applicants. They must 
be made in such time and manner to avoid unnecessary hard- 
ship and expense to the parties in the proceedings. 

The presiding officers, after the opening of hearings, may 
postpone the time or change the place of hearings without re- 
quiring applications for extension of time or postponements if, 
in their judgment, convenience and necessity require such 
changes or postponements.™ 

Unless the order of procedure has been determined at pre- 
trial conferences, the presiding officers, at the request of any 
party, may prescribe the order in which the evidence is to be 
presented at the hearings. 


Presiding officers at the hearings have the authority to 
administer oaths, examine witnesses, receive evidence, hear 
oral arguments at the close of testimony, rule on the admissi- 
bility of evidence and other matters that arise normally and 
properly in the course of the hearings. They do not have power 
to decide motions to dismiss the proceedings or that involve the 
final determination of the merits of the causes. 


The rules of evidence followed in proceedings before the 
Maritime Commission are those used in civil proceedings in 
U. S. courts in cases that do not involve trial by jury. The 
presiding officers may relax the rules of procedure in hearings 
when, in their judgment, the ends of justice are better served 
by the relaxation of the rules.* 


The burden of proof in tariff suspension proceedings to 
justify the justness and reasonableness of rates, fares, charges, 
classification, regulations, and practices rests on the carriers.” 

Formal exceptions to the rulings of officers presiding at 
hearings are unnecessary. The parties need only make known 
to the presiding officers at the time the rulings are made what 
actions the parties desire him to make. Detailed rules provide 
for the admissibility of documentary evidence, copies of ex- 
hibits, the introduction of records in other proceedings, the iden- 
tification of tariffs on file with the Commission and offered in 
evidence by reference to tariff number and page, and the re- 
ceipt of documents after hearings.” 

Requests for oral arguments at the close of hearings may 
be made in the course of the hearings. The requests may be 
granted or denied at the discretion of the presiding officers.” 

The official reporters for all hearings are designated by 
the Commission. The official transcripts of the testimony, to- 
gether with exhibits and briefs or memoranda of law taken 
at the hearings, are filed at the close of the hearings with the 
director of the Division of Regulation of the Commission. No 
free copies of the transcripts of testimony at the hearings are 
made available in any proceeding. Motions to correct the rec- 
ords, if made at hearings, are acted on by the officers presiding 


*1 Ibid. VIII, Sections 8.02-8.05. 

*.Tbid. VIII, Section 8.05; and XI, Section 11.02. 

38 Tbid. VIII, Section 8.05; and XI, Section 11.05. 

34 Tbid. VIII, Sections 8.06 and 8.07. 

35 Ibid. VIII, Section 8.10. 

36 Tbid. VIII, Section 8.11, and Intercoastal Act, 1933, as amended, 
Section 3. 

*7Ibid. VIII, Sections 8.13-8.17, and 8.19-8.21. 

388 Ibid. VIII, Section 8.18. 
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at the hearings. If they are made after the hearings have 
been concluded, they must be filed within ten days after receipt 
of the transcript and served on all parties to the proceedings. 
The motions to correct the records of hearings must certify 
the dates on which the transcript was received.” 

The Commission not only permits but encourages the use 
of stipulations to expedite cases. Wrtiten or oral stipulations 
may be made at the prehearing conferences, at the hearings, 
or after hearings, agreeing on any facts involved in the pro- 
ceedings.” 


Shortened Procedure 


The Maritime Commission’s rules of procedure provide for 
a shortened form of procedure which may be suggested for 
use in all proceedings in which it appears to be appropriate, 
either on the Commission’s own initiative or on its approval 
of a request of any party to the proceedings. The Commission 
notifies the parties, who are required to inform the Commis- 
sion within a time specified in the notices whether or not 
they assent to the use of the shortened procedure, which will 
not be used unless all parties consent. Refusal to consent to 
its use by any parties does not affect or prejudice their rights 
or interests. In consenting to its use each party designates on 
its behalf the persons to receive memoranda of the other 
parties. 

After the Commission and the parties have agreed on the 
use of shortened procedure and the parties have been notified 
that it will be used, the matter is handled in the following 
course: 


1. Each complainant within fifteen days files with the Commission 
and serves upon the other parties, a memorandum of facts and a memo- 
randum of arguments upon which it relies. 

2. Each respondent or his representative appointed to receive com- 
plainants’ memoranda delivers to the Commission and serves upon the 
other parties within twenty-five days of service of these memoranda, 
the respondent’s reply memoranda of facts and arguments answering 
the complainants’ memoranda. 

3. Petitions in intervention are filed by those who wish to inter- 
vene on behalf of the complainants or respondents. 

4. The complainants may then file and serve answering memoranda 
within fifteen days after service of the respondents’ answering memo- 
randa containing material facts and arguments answering those advanced 
by the respondents. 

5. After the filing of these memoranda by the complainants, re- 
spondents and interveners, the presentation of evidence is concluded, 
unless the Commission otherwise directs. 


6. A proposed report of the Commission’s officer to whom the case 
is assigned is then served upon the parties as in formal procedure. 


Thereafter, the procedure is precisely the same as in formal 
cases." 

No special form is required for memoranda of facts and 
arguments and other documentary evidence used in shortened 
procedure, except that they must conform to the requirements 
of the Commission’s rules respecting the form and appearance 
of documents as if they were to be used in formal procedure. 
In cases where reparation is sought, the complainants’ original 
memoranda should be accompanied by the paid freight bills 
covering the shipments. The. facts stated in the memoranda 
must be verified by persons having knowledge of the facts.” 

At the request of any party to the proceedings at any 
stage prior to the service of the officer’s proposed report under 
shortened procedure, the case may be assigned by the Commis- 
sion for formal hearing. Likewise, the Commission on its own 
motion, may order formal hearing at any stage of the proceed- 
ings.“ 


Intervention 


The Commission’s rules of procedure provide that petitions 
for leave to intervene in any regulatory proceeding may be 
filed by any person who is authorized by the shipping act, 1916, 
to file a complaint or answer before the Commission.“ 


Ordinarily, petitions for leave to intervene will not be 
granted after hearings have been closed. The petitioners must 
show in the petitions: 1. that they have a substantial interest 
in the proceedings; 2. that the grounds for intervention are 
pertinent to the issues; and, 3. that the issues will not be 
broadened unduly by granting the petitions. 

Copies must be served on all parties to the proceedings if 
the petitions of intervention are filed prior to the hearings. If 
filed at the hearings, a sufficient number of copies must be pro- 
vided to be distributed as motion papers to the parties at the 
hearings and additional copies must be tendered to the Com- 
mission for its use. 


8° Tbid. 
* Tbid. 
“ Thid. 


VIII, Sections 8.22-8.24. 

VIII, Section 8.25. 

IX, Sections 9.01-9.07, and 9.10. 
“ Tbid. IX, Sections 9.08-9.09. 

* Ibid. IX, Section 9.11. 


* Ibid. V, Section 5.01; and, Shipping -Act, 1916, Section 16. 
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The petitions of intervention must conform to the require. 
ments respecting complaints if affirmative relief is sought.* 

If the petitions are granted, the interveners become parties 
to the proceedings and have the right to introduce evidence, 
examine witnesses, and otherwise participate as parties in the 
proceedings. 

Appearances may also be entered, with the consent of the 
officers presiding at hearings, without the request for and 
granting of leave to intervene, by persons interested in the 
proceedings who are not qualified as parties under the Com. 
mission’s rules of procedure. Persons who are permitted to 
make such appearances are allowed to receive copies of notices, 
orders, and reports in the proceedings, but they are not per- 
mitted to introduce evidence, examine witnesses, or participate 
in the proceedings as parties. 

After the taking of testimony has been concluded at the 
hearings, the presiding officers fix the time for the filing and 
service of briefs. The usual period is twenty days after the 
parties have received the transcripts of the testimony taken 
at the hearings. Each party may file not more than one brief, 
Reply briefs are not permitted except in extraordinary cases, 
Requests for the extension of time for filing briefs must set 
forth reasons and be filed and served not later than eight days 
before the expiration of the time fixed for the filing of the 
briefs.“ 

Briefs under the Commission’s rules of practice contain in 
serial numbered paragraphs: 1. a summary of evidence; 2. state- 
ments of law; 3. citations of the transcript of testimony, ex- 
hibits: and authorities relied on; and, 4. proposed findings of 
fact and conclusions. 

In investigations instituted on the Commission’s own mo- 
tion, the attorney for the Commission may file with the director 
of the Division of Regulation a request for findings of fact and 
conclusions prior to the filing of briefs. Briefs in such cases 
are filed within twenty days after the filing of this request.” 


Proposed Reports and Exceptions 


Proposed reports are issued by the officers or examiners 
before whom the cases are tried in all regulatory proceedings 
on formal or shortened procedure unless the Commission orders 
reports not to be issued because they are undesirable or un- 
necessary. AS a rule, they are not issued in tariff suspension 
proceedings. 

The proposed reports contain proposed findings and con- 
clusions and are served by mail on all parties or their attor- 
neys who have entered appearances. Any party may file memo- 
randa of exceptions to the proposed statements, conclusions, 
or findings of the reports and briefs to support the exceptions 
taken, within fifteen days after service. Copies of the excep- 
tions must be served on all parties to the proceedings. 

If no exceptions are filed, the findings of fact and con- 
clusions of the proposed reports are taken by the Commission 
as the basis for its final report. 

Requests of extensions of time for filing exceptions and 
supporting briefs may be filed with the Commission not later 
than eight days before the time fixed for filing exceptions to the 
proposed reports.” 


Oral Argument 


Petitions or applications in writing for oral argument be- 
fore the Maritime Commission either on exceptions to the pro- 
posed reports or on motion, may be made by any party to the 
proceedings whether or not briefs or memoranda of law have 
been filed on his behalf. If briefs or memoranda of law are 
filed, the requests for oral argument must be filed in these 
documents. Requests for oral argument or motions, petitions 
or memoranda must be incorporated in them. 


Applications for oral argument are granted or denied by 
the Commission in its discretion. Notices of oral argument set 
forth the order of presentation to be followed in the argument. 
The parties are notified of the amount of time allowed them 
for the presentation of their oral arguments on request to the 
director of the Bureau of Regulation. 


The arguments must be confined to points of ‘controlling 
importance.” If the facts are adequately dealt with in the pro- 
posed reports the arguments should be directed to the recom- 
mended conclusions. Parties who propose to take the same 
position in oral arguments should agree, in advance of argu- 
ments, on counsel to present compositely their side of the case, 
so as to prevent repetitive and cumulative argument. 

The names of practitioners who are to present oral argu- 
ment and the amount of time requested for each must be filed 
with the Division of Regulation not later than ten days before 


4 Ibid. V, Section 5.01, and IV, Section 4.01. 
46 Ibid. V, Section 5.02; and III, Section 3.01. 
47 Ibid. XI, Section 11.01. 

48 Ibid. XI, Section 11.01. 

4 Ibid. XI, Sections 11.04-11.05. 
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the date set for argument. The Commission stresses the fact 
that the smaller the number of persons presenting the arguments 
the more effectively can the parties interests be presented. 
Ordinarily, not more than one hour is allotted for presentation 
of oral arguments in minor cases and not more than three 
hours in major proceedings.” 

Petitions for reargument, reconsideration, or for taking of 
additional testimony, before or after the Commission’s final 
orders in the cases have been issued, are filed in writing with 
the Commission by the parties on whose behalf they are made, 
and served on the parties. In unforeseen emergencies requests 
for modification of orders may be made by telegram or other- 
wise on notice to all parties to the proceedings. Such emergency 
requests must indicate the nature of the emergency making the 
request necessary and must be supplemented by petitions served 
in accordance with the rules of procedure.” 

Petitions to take further evidence must show the nature 
and purpose of the new evidence and that it was not available 
at the time of the prior hearing. The matters said to have been 
erroneously decided must be specified. and the errors stated 
briefly, if the petitions are for reargument or the reconsidera- 
tion of the Commission’s orders. 

Neither the filing of petitions nor their allowance by the 
Commission operate to stay its orders unless by special order. 
Petitions for reargument, reconsideration, or taking further 
testimony must be filed within sixty days after the filing of the 
Commission’s final reports and orders. 

Replies to petitions are filed with the director of the Com- 
mission’s Division of Regulation and served on the petitioners 
and all other parties or attorneys of record in the proceedings, 
within ten days after the receipt of the petitions.” 


Reparation 


In reparation proceedings, the Commission determines in 
its reports in the cases the issues with respect to violations of 
the acts, the fact of injury to the complainants, and the right 
to reparation, if the complaints embrace numerous shipments, 
points of origin or destinations. If the Commission finds that 
the complainants are entitled to reparation awards, the parties 
have opportunity to agree and offer proof of the shipments and 
the amounts of reparation due. Freight bills and other evidence 
of the details respecting the shipments, and precise statements 
of the amount of reparation due on each shipment are not 
required at the initial hearings, unless they are called for or 
needed as supporting documents to develop other pertinent 
evidence. If only a few shipments or points are involved, the 
Commission may award the amount of reparation found to be 
due directly in the orders in the cases. 

When, however, the Commission finds that reparation is 
due but the amount of it cannot be determined accurately from 
the records the complainants are required to prepare statements 
in the form prescribed by the Commission’s rules of procedure. 
These statements show complete details with respect to the 
shipments on which reparation is prayed including: 1. Name of 
claimant and Maritime Commission’s docket number, 2. Dates 
of shipments, 3. Dates of delivery or tenders of delivery of the 
shipments, 4. The names of the vessels transporting the ship- 
ments, 5. Voyage numbers of the vessels, 6. Ports of origin, 
7. Ports of destination, 8. Routes of the shipments, 9. Commod- 
ity descriptions, 10. Weights of the shipments, 11. The rates and 
amounts of freight charges collected, 12. The rates and amounts 
of freight charges computed according to the rates or charges 
found to be lawful, 13. The amount of reparation on each ship- 
ment, 14. The total amount of reparation due. 

These statements are certified, after having been checked 
against the companies’ records and found to be correct, by the 
claimant and his attorney.” The complainants then forward the 
reparation statements with the paid freight bills or true copies 
to the respondent water carriers which have collected the 
charges for checking and verification. 

The statements signed by the complainants and respondents 
are next filed with the Commission for consideration in deter- 
mining the amounts of reparation due. The statements should 
hot include any shipments not covered by findings of the Com- 
mission that reparation is due. 

Any disputes with respect to the accuracy of the statements 
or amounts proven to be due may be assigned to be settled by 
informal conference by the director of the Division of Regula- 
tion, or, in his discretion, the matters may be set down for 
further hearing to resolve the disputes on these points. 

A special docket and form of application is used in in- 
Stances where the respondent carriers apply to the Commission 


for the voluntary payment of reparation on the Commission’s 
Special docket.” 
e ‘hid. XI, Section 11.06. 
“ Ipid. XIII, Section 13.01, and VI, Section 6.01-6.06. 
“ibid, XIII, Sections 13.02-13.04. 
‘bid. XIII, Sections 13.02-13.04. 


“ibid. IV, Section 4.08, and Appendix II, No. 5, Application for 


Voluntary payment of reparation. 








Transport Board Reports 


The Board of Investigation and Research, created by the 
transportation act of 1940, submitted a number of reports to the 
President and Congress, September 18, the day its existence 
was terminated under the provisions of the act and the Presi- 
dent’s executive order issued thereunder. 

The board, in announcing that it had completed its work, 
said it was submitting more than a dozen reports. These, it said, 
included its final report on the relative economy and fitness of 
the carriers embracing all its recommendations made in con- 
nection with its investigations to date, and giving summaries of 
its major studies. The board summarized its reports as follows: 


Relative Economy and Fitness of the Carriers 


Recommendations of the board with respect to the relative economy 
and fitness of the carriers as published in its preliminary report of 
May 16, 1944, (see Traffic World, May 20, p. 1385) include proposals 
for providing an adequate, economical transportation system free from 
rate inequalities, discriminations, and practices, and for establishment 
of a permanent Federal Transportation Authority to undertake trans- 
portation research, promotion, and planning; an Office of Public Trans- 
portation Counsel to be lodged in the Department of Justice, and a 
National Transportation Advisory Council. These recommendations 
were embodied in a bill introduced in the Senate (S. 2085) on August 
18, 1944, (see Traffic World, August 26, p. 515) by Senator Hill, of 
Alabama. The same recommendations appear in the board’s report 
on practices and procedures of governmental control of transportation. 


Public Aids to Domestic Carriers 


This study concerns the extent to which the carrier agencies have 
received direct or indirect public aid in the form of rights-of-way, 
special services provided from public funds, donations of public 
property, payments from public funds in excess of adequate compen- 
sation for services rendered, and extension of public credit. 

The board recommends that Congress repeal all remaining land- 
grant rate provisions, as contemplated in a pending bill (H. R. 4184). 
Chairman Robert E Webb, in a separate opinion, however, believes that 
proper administration of the public domain will be facilitated by restor- 
ing to the government title and control of the federal grant lands held 
by railroads, excepting those used directly in operations, and C. E. 
Childe, member of the board, recommends that land-grant deductions be 
repealed without requiring the surrender of ownership of the unsold 
grant lands by the railroads holding them. 

Mr. Webb believes that if land-grant rates are eliminated, this 
should be taken into account by the railroads and government agencies 
interested in rail rates in connection with the consideration of whether 
any commercial tariffs previously affected by land-grant deductions are 
in need of adjustment. Mr. Childe suggests that a comprehensive inves- 
tigation of the published tariff rates applicable for transportation of 
government property be made after the land-grant rate deductions 
are repealed. 

Upon return of more normal conditions, the existing railway mail 
pay rates should be reviewed by the Interstate Commerce Commission, 
the board suggests. It notes that available information does not pro- 
vide an adequate basis for determining the relative costs and advantages 
in the public interest of transporting mail by rail, air, and highway. 

Recommendation is made that the Public Roads Administration, in 
cooperation with the states, conduct studies to ascertain whether motor- 
vehicle users as a whole, and by particular vehicle classes, bear an 
equitable part of road and street costs in the respective states. The 
board notes that the present investigation indicates that motor-vehicle 
operators as a class have met their full share of total road and 
street costs in recent years. Mr. Webb, however, believes that the 
groups of large property-carrying vehicles and intercity busses do not 
contribute a proportionate share of the aggregate costs chargeable 
against motor vehicles generally for their road use. He points out 
that although nearly half of the national total motor traffic operates 
on city streets only a small proportion of road-use revenue is spent 
for street improvement, and urges that substantially increased shares 
of state motor-vehicle tax revenues be made available for city street 
financing. 

Mr. Childe’s view is that generally the taxes on both heavier and 
lighter vehicles fully compensate for the highway costs properly 
chargeable to them, but that in particular states a more equitable 
apportionment among classes of vehicles is desirable. 

. The board recommends that existing domestic waterway policies 
be administered to promote economical, and to prevent wasteful expen- 
ditures for navigation projects, and that the economic soundness of 
individual projects in their relation to other kinds of domestic trans- 
portation be considered. Certain changes in planning and administering 
federal river and harbor projects are believed desirable. 

Mr. Webb separately recommends that railroads indebted to the 
Reconstruction Finance Corporation be encouraged to liquidate their 
obligations as rapidly as may be consistent with their financial sound- 
ness and with the fullest recovery of public funds committed through 
these loans; that Congress consider the feasibility of adopting a system 
of user charges for waterways improved and maintained at public 
expense for whole or partial use in domestic commerce; that Congress 
direct the Interstate Commerce and Maritime Commissions to inves- 
tigate the practicability of more comprehensive regulation of public 
and privately owned waterway terminals with a view to preventing 
undesirable competitive practices and operation of public terminals at 
a loss; and that public policies be directed toward the objective of 
placing civil air transportation on a self-sustaining basis in all respects 
as soon as that may be practicable. 


Carrier Taxation 


The board’s recommendations on this study include the suggestion 
that during the post-war period there be eliminated such taxes on 
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transportation facilities as the federal capital stock tax, the taxes on 
transportation of property, on transportation of oil by pipeline, and 
on lubricating oil, and the manufacturers* sales tax on automotive 
vehicles, parts and accessories (see Traffic World, July 15, p. 149). 

It is also recommended that the federal tax on gasoline be identi- 
fled as a user tax, its proceeds to be expended on highways and air- 
ways; that state taxes on motor fuel and on carriers and transporta- 
tion facilities, except general taxes and taxes for administrative and 
regulatory purposes, be identified as user taxes to be expended on 
the public facilities provided for transportation use; that Congress 
consider changing the federal corporation income tax on carriers for- 
hire to remove discriminations against equity capital; that the Social 
Security Board and Railroad Retirement Board study the feasibility 
of equalizing the retirement tax rates upon railroads and their employes 
with the rates of comparable taxes on other carriers and other em- 
ployes; that these agencies formulate an unemployment compensation 
program for maritime employes; and that Congress clarify the tax 
implications of the commerce clause with respect to taxation of inter- 
state and intrastate carriers, 


The board also recommends that Congress implement the recom- 
mendations of the committee on intergovernmental fiscal relations for 
the establishment of a federal-state fiscal authority to collect and dis- 
seminate appropriate allocation data for use in the assessment of 
carrier taxes; and that the states, assisted by the Council of State 
Governments, the National Association of Tax Administrators, the pro- 
posed federal-state fiscal authority, or other appropriate agencies 
adopt a more effective program of carrier taxation by, among other 
things, providing for central assessment of carrier property, adopting 
more vigorous policies of equalizing state and local assessments, min- 
imizing duplications of effort, and preventing tax evasion. 


The staff report on carrier taxation presents the results of a com- 
prehensive examination of the taxes imposed upon the carriers by 
federal, state, and local government agencies. It shows the total 
carrier taxes paid in recent years, subdivided by types of carriers, the 
nature of the taxes, and the levels of the governmental units by which 
the taxes are levied. The relative burdens of taxation upon diffrent 


forms of carriers are appraised, and the methods of tax administration 
analyzed. 


Mr. Childe filed a separate statement in which he notes that the 
staff report reaches the conclusion that, in 1940, the railroads, pipe 
lines, and intercity bus lines were relatively more heavily taxed than 
the intercity truck lines, air lines, and water carriers. He concludes, 
however, upon the evidence of the report, ‘‘that the taxes of railroads, 
air lines, and water lines are relatively low, and those of busses, trucks, 
and pipe lines are relatively high.’’ Mr. Childe takes the further view 
“that any moves in the direction of equalization of carrier tax burdens 
should be toward reductions of highly taxed highway and pipe-line 
carriers, rather than increasing the tax burden of the relatively low- 
taxed rail, water, and air carriers’’ It may be expected, his statement 
continues, that the levels of all taxes will be relatively high for some 
years to come, but that there will be downward revisions from present 
war levels. He concludes that ‘‘it would seem unwise at this time 
to consider increasing the tax burdens of any form of transportation.’’ 


Interstate Barriers to Motor Transport 


The board investigated burdensome state restrictions on interstate 
motor traffic including motor-vehicle size and weight limitations, licens- 
ing and taxing requirements, and administrative methods such as the 
port-of-entry device. 


The report on interstate trade barriers affecting motor-vehicle trans- 
portation relates that in recent years a number of solutions to the 
problem of state restrictions have been proposed; that state action 
has failed to deal adequately with the problem—except perhaps during 
the war period; and that considerable agitation for federal action has 
developed. 


After careful study and appraisal of possible remedies, the board 
recommends federal-state cooperation and believes that the recently 
proposed 34,000-mile national system of interstate highways offers one 
of the more promising opportunities for solving the problems of size 
and weight restrictions. 

Authorization by Congress of such a national highway system, it 
is believed, would furnish a nucleus for developing on a cooperative 
federal-state basis a plan to eliminate the undesirable restrictions. 
Congress could designate this interstate system, with suitable additions 
and modifications, as a national network of carrier routes on which 
no less than standard size and weight limitations would prevail. 

Machinery would be provided for the cooperative action of the 
Public Roads Administration and the state highway departments in 
the selection of additions or substitute routes and the determination 
of the adequacy of existing surfaces to support: permitted sizes and 
weights. 

It is also proposed that, in the improvement with federal aid of 
routes on the interstate system, priority shall be given to those projects 
designed to eliminate substandard sections of carrier routes. This plan, 
it is believed, can be developed simultaneously with street and highway 
improvement after the war. 

The board further recommends that a uniform basis of taxation of 
interstate commercial vehicles be developed and established in each 
state to replace the present intricate and often unscientific methods of 
licensing and taxing. 

The board believes that manufacturers of commercial vehicles, al- 
ready receptive to the idea, should be required by law to certify the 
true design capacity of the vehicles they manufacture, basing their 
ratings on a uniform formula, and that they should certify rebuilt 
vehicles on the same basis. 

Federal-state cooperation would be effectively promoted, the board 
believes, by a federal-state highway relations committee composed of 
members whose knowledge and understanding of national and regional 
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conditions would provide valuable guidance for public officials in their 
consideration of motor-carrier restriction problems. 


Railroad Consolidation and Employe Welfare 


The board’s report on this subject suggests a plan for incre Sing 
job security in the railroad industry by extending certain aspecis of 
the employment relationship of the railroad worker from a Single 
company to the entire industry. A step in that direction will be tken, 
the report asserts, if the employes of the individual companies are 
considered as having employment rights throughout the industry to 
the extent that no persons can be added to the railroad family whep. 
ever properly qualified members thereof are unemployed. 

In order to effectuate its suggestion, the board recommended that 
the present employment service of the U. S. Railroad Retirement Boarg 
be extended, with the proviso that the function be transferred to the 
rail managements and unions at any time they might agree upon ana 
establish their own agency for that purpose. 

The following procedure would be involved in extending and formal- 
izing the Railroad Retirement Board’s employment service: 

All managements would apply to the Railroad Retirement Board's 
employment service when they needed additional employes. The 
service would respond by sending for each position to be filled the 
personnel data of a number of properly qualified members of the un- 
employed pool. This number should not be large, perhaps four, and 
the credentials should be sent out in the order of the employes’ entry 
into the unemployed pool Furthermore, the employes should be given 
choices of as many employers as the employer is given of employes, 
This means that the employer would not be forced to take the qualifieg 
individual who had been longest in the unemployed pool; and, on the 
other hand, the employe would not be required to accept the first 
vacancy. In the absence of properly qualified members in the railroad 
unemployed pool the managements, of course, should be allowed to 
hire personnel from the outside. Admittance to the pool probably 
should not be allowed to those who are unemployed by reason of 
discharge, retirement, or resignation. 


The National Traffic Pattern 


The national traffic pattern report describes and analyzes the 
nation’s freight and passenger traffic pattern with special reference 
to its development between the two wars. It shows the extent to which 
each instrumentality is performing the services for which it is inher. 
ently the most economical and fit, and points out that the place held 
by each type of carrier is determined to an important degree by 
regulatory policies 


Carload Traffic Study, 1939 


In the carload traffic study the analyses thus far made of data 
taken from 700,000 waybills covering 900,000 shipments are believed to 
provide the most comprehensive picture yet available of railway traffic 
flow in relation to the country’s resource and industrial pattern. Analy- 
ses by mileage blocks embrace: (1) average rates, in cents per hundred 
pounds from each rate territory to each territory; (2) weight, in thou- 
sands of pounds, by origin and termination territories, in 50-mile 
mileage blocks; (3) number of cars moved in each mileage block, from 
each territory to each territory; and (4) graphs showing the average 
rate level, average cost level, and average mileage for tonnage moved in 
each mileage block, grouped according to terminating territories There 
are also analyses by territories and by states 


Economics of Traffic Flows 


The purpose of studying the economics of traffic flows has been 
to determine the relative influence of transportation and other factors 
on the location of industry; the influence which the location of industry 
and industrial policies have on the character of traffic, and on its 
distribution among the carrier agencies. Six studies cover the follow- 
ing commodities: Anthracite, bituminous coal and coke; iron and steel 
raw materials and finished products; cement and its raw materials; 
crude petroleum and petroleum products; hogs and hog products; and 
potatoes. These commodities make up more than 60 per cent of the 
total rail traffic. The material collected in the studies has been used 


in several of the reports. Separate reports were submitted on iron and 
steel and on coal. 


Technological Trends in Transportation—Post-war Capital Requirements 


The report on technological trends in transportation has two pur- 
poses: (1) To point out and highlight the more important technological 
developments which concern rail, motor, water, pipe-line and air 
transportation, and (2) to examine the post-war capital requirements of 
rail, motor, and water carriers in order to estimate the extent and 
nature of funds which will be needed for carrier improvement and devel- 
opment immediately following the war. An entire section is devoted 
to post-war capital requirements of the carriers. 


Comparisons of Rail, Motor, and Water Carrier Costs 

Detailed figures and comparisons of rail, truck, and barge costs in 
the lower Mississippi Valley, with considerable data on costs of the 
three modes of transportation in other parts of the country, are given 
in the report on comparisons of rail, motor, and water carrier costs 
The board considered the lower Mississippi Valley to be a representative 
area in which the three forms of transport compete actively under condi- 
tions which permit general conclusions to be reached concerning the 
inherent advantages and disadvantages of each type for particular kinds 
of transportation service. 


Practices and Procedures of Federal Control 


The board submitted its report on practices and procedures of gov- 
ernmental control of transportation, a study containing recommendations 
for establishment of a Federal Transportation Authority, an Oflice of 
Public Transportation Counsel, and a National Transportation Advisory 
Council, as previously made in the board’s premliminary report on the 
relative economy and fitness of the carriers (H. Doc. 595, 78th Cong. 
2d. sess., May 16, 1944), and other recommendations for the coordination 
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and improvement of practices and policies of governmental agencies 
dealing with transportation. 


Federal Restrictions on Motor and Water Carriers 


In its summary report on federal regulatory restrictions upon motor 
and water carriers issued June 2, 1944 (see Traffic World, June 10, p. 
1577) (H. Doc. 637, 78th Cong., 2d sess.), and in its complete report 
on the same subject submitted Monday, the board recommended that 
the Interstate Commerce Commission be directed to suspend for the 
duration of the war certain federal restrictions hampering the operating 
efficiency of motor-freight carriers. It also proposed legislation for 
permanent post-war liberalization of such restrictions. 

Earlier reports of the board include the following: 


Hourly Remuneration Rates in the Transport Industry 


The board issued its report, hourly remuneration rates by occupa- 
tions in the transportation industryy on May 29, 1944 (see Traffic World, 
June 3, p. 1513) (H. Doc. 623, 78th Cong., 2d sess.). It recommended 
that the proposed transportation authority be directed to conduct, in 
cooperation with the Department of Labor, a job evaluation study 
covering the entire interstate for-hire transportation industry. The 
authority also would be instructed to prepare a standard labor informa- 
tion report, returnable annually by the carriers, designed to develop 
comparable data concerning wages, hours, working conditions, and labor 
costs in the transportation industry. 

Interterritorial Freight Rates 


The board issued its summary report on study of interterritorial 
freight rates (H. Doc. 145, 78th Cong., 1st sess.) on March 30, 1943 
(see Traffic World, April 3, 1943, p. 799), and its Report on Inter- 
territorial Freight Rates (H. Doc. 303, 78th Cong., 1st sess.) on Septem- 
ber 24, 1943 (see Traffic World, Sept. 25, 1943, p. 725). The board found 
that there should be greater uniformity in class-rate levels, and recom- 
mended that Congress amend the interstate commerce act by declaring 
that a uniform classification of freight and a uniform scale of class rates 
are desirable for application throughout the United States, except where 
departures may clearly be required. The board further recommended 
that the Interstate Commerce Commission be given the task of establish- 
ing such a uniform classification and scale of rates within a period of 
three years. Numerous bills intended to carry out these recommenda- 
tions of the board are pending before Congress. 

Rate-Making and Rate-Publishing Procedures 

On November 24, 1943, the board issued its report on rate-making 
and rate-publishing procedures of railroad, motor, and water carriers 
(H. Doc. 363, 78th Cong., 1st sess.) (see Traffic World, Nov. 27, 1943, 
p. 1335). Recognizing that rate bureaus are necessary and that existing 
law and the regulations of the Interstate Commerce Commission have 
emphasized the need for rate-making procedures initiated by the carriers 
themselves, the report cited certain abuses and recommended, among 
other things, that organization plans and procedures established by rate 
bureaus and committees be subjected to regulation by the Commission, 
and that representatives of each type of regulated carrier be authorized 
to confer with respect to organization, procedure, and determination 
of rate questions, subject to Commission approval and control. 

At the date of closing its work the board’s membership consists of 
Chairman Robert E. Webb, of Kentucky, and C. E. Childe, of Nebraska. 
The board originally was headed by Nelson Lee Smith, of New Hamp- 
shire, who resigned late last year to become a member of the Federal 
Power Commission. Subsequently the President designated Mr. Webb 
as chairman of the board and its activities were continued under the 
leadership of the two members. The research program has been directed 
by John H. Goff, of Alabama. 

Appointed to office as a temporary body in August, 1941, almost a 
year after passage of the organic act, the board got underway with its 
program in the fall of that year. In June, 1942, the President, in order 
to grant the board sufficient time to complete its tasks, extended its 
tenure of office by executive order until September 18, 1944. 


National Traffic Recommendations 


Comprehensive “locational” studies of an economic nature 
for all the important agricultural, mining, and manufacturing 
industries are suggested by the board in its report on the na- 
tional traffic pattern. These are necessary, the board believes, 
as a basis for making readjustments on a sound principle. 

_ After the “locational” analyses are made in order to deter- 
mine the most economical locations for the different industries, 
the board continues, there will remain the problem of ascer- 
taining the most economical and fit agency for moving the 
traffic under the various kinds and combinations of conditions. 

_The board says that studies such as its own analyses of 
national and regional traffic movements represent the type of 
Mvestigation that would be needed. Because of shifts and 
changes in industry and population and changes in the trans- 
portation industry itself, such studies, the board believes, should 
be of a continuing nature. 

“With the results of such investigation and study available 
as the foundation and background for the formulation of sound 
public policies, it is not too much to expect that there can be 
a gradual adjustment of the different transportation agencies 
to the types of traffic for which each one is relatively the most 


economical and fit agency, and that the nation will have a 
transportation system that serves its traffic needs in an eco- 
Nomical and efficient manner,” it says. 

Liseussing possible changes in the postwar traffic pattern 
the report gives statistics indicating that the south and Pacific 


- cag — were the most rapidly growing industrial areas in 
e 1930's. 


Because of the undeveloped state of natural re- 
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sources in those areas, the report continues, the trend of growth 
may be expected to continue in the postwar years, and with 
increasing momentum if unfavorable freight rates do not inter- 
fere. 

Statistics of the report show that from 1919 to 1939 in the 
south the number of wage earners increased more than any 
other item and total wages paid increased the least. This, the 
report says, indicates a plentiful supply of labor and is a hope- 
ful sign for postwar industry in that region. For the remainder 
of the nation, the report continues, the number of wage earners 
declined most and value added by manufacture decreased the 
least. These changes indicate a rise in mechanized production 
and a shift to more valuable types of products, it says. 

Wartime industrial expansion, the report notes, “has fol- 
lowed a geographical pattern much in accordance with what 
might be expected in peacetime. The major effect of the war 
has been to accelerate trends which have generally persisted 
since 1900. * * * New capacity has been closely related to the 
degree of industrialization at the outbreak of the war and the 
outstanding feature of wartime civilian population shifts is the 
extent to which they have been concentrated in a relatively few 
metropolitan areas. The distribution of war production is 
roughly indicated by increases in manufacturing employment.” 

Peacetime production, according to the report, may be 
expected to expand in those localities now having appropriate 
industrial facilities unless unfavorable freight rates or poor 
location with reference to raw materials or markets interfere. 

The report observes that “shifts in industry and population 
modify traffic patterns, causing an increase in the demand for 
transportation services at the newer locations and a slackening 
in the demands at some of the older centers. Because the facili- 
ties for providing services usually expand more rapidly at the 
newer centers than they decline at the older ones, marked 
shifts in industry and population may result-in a general sur- 
plus of transportation facilities until adjustments can be made.” 
Because of the heavy investments and the highly specialized 
nature of transportation agencies, especially in the case of the 
railroad, such readjustments, the report asserts, may take a 
long time. 

Planning Recommended 


“Here seems to be a problem in the solution of which 
transportation management, and regulatory and other inter- 
ested agencies, both public and private, can cooperate with 
advantage to all interests concerned,” it says. ‘“‘The dynamic 
nature of our economy, shifts in the centers of economic activ- 
ity, and the unique importance of transportation to the general 
welfare of the nation require planning for the development of 
transportation the same as for other phases of economic activ- 
ity. In the past such planning has been conspicuous by its 
absence with the consequence that various transportation prob- 
lems, difficult of solution, have developed.” 


The board’s report on the national traffic pattern stresses 
the close relationship of transportation development with the 
shifts in population and industry and the development of nat- 
ural resources. It discusses the extent and nature of the na- 
tion’s transportation plant; principal through transportation 
routes; volume and distribution of freight traffic over the rail- 
roads, highways, waterways, and pipe lines; volume and dis- 
tribution of passenger traffic over steam and electric railroads, 
highways, waterways and airways; and the competitive advan- 
tages and disadvantages of each form of transport. 


The country’s wartime experience, the report asserts, has 
clearly demonstrated that all passenger transport agencies— 
rail, air, bus, and water—are indispensable, and that the ne- 
cessity for their maintenance must be recognized by Govern- 
ment and the carriers alike. 

The transportation agencies themselves could accomplish 
much in the solution of common problems, said the board, if a 
better cooperative spirit existed between them. It said coordi- 
nation of facilities should be extended. 

It was stated at the board September 18 that unless Con- 
gress ordered the reports published, copies would not be avail- 
able for distribution. The board’s staff was still at work 
September 18 assembling pages of some of the reports for sub- 
mission to the President and Congress that day. 

Each member of the board, when asked about his plans 
for the future, said his first immediate concern: was rest. Chair- 
man Webb said he would visit his home at Mayfield, Ky., and 
that further than that he had made no plans. Formerly he 
practiced law in Kentucky. Mr. Childe said that, following a 
vacation, he expected to return to his former vocation of private 
practice as a transportation consultant. He said he had not 
decided where his headquarters would be. 


A former official of the board indicated that its files would 
be transferred to other government departments or agencies, 
mainly the archives of the United States and the Commission. 
The latter agency, it was said, would probably be the custodian 
of the board’s carload traffic study (waybill) material with the 
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understanding that other agencies desiring access to these files 
would be accommodated. An interdepartmental committee was 
expected to be set up under the Budget Bureau to pass on 
requests for joint use of the waybill data by federal depart- 
ments or agencies. Other special studies and working papers 
of the board besides the waybill material were believed likely 
to find sanctuary at the Commission where, it was said, they 
would be processed and arranged for future reference. Certain 
parts of the board’s study material had already been trans- 
ferred to agencies requesting them, it was explained. Among 
such agencies named were the War Department and the Public 
Roads Administration. Files of the board that contained infor- 
mation of general historical value, and the board’s fiscal rec- 
ords, it was said, would be sent to the Archives. 


Transport Board Failure 
(Continued from page 752) 


liminary report, recommended the creation of addi- 
tional transportation agencies. 

We think Mr. Childe’s statement with reference to 
the report on public aids epitomizes the basis for the 
conclusion as stated by us in these columns last week 
—that the board failed to meet the requirements of the 
act. The board has submitted a mass of data compiled 
by its staff and separate views of its members with re- 
spect thereto. On important issues as to which Congress 
desired enlightenment, the board submits not a single 
conclusion or conclusions as the considered judgment 
of the board, but places before Congress material and 
views as to which, to obtain such conclusion or conclu- 
sions, Congress will have to do the job itself or set up 
another board or committee to do it. In all probability, 
Congress will do nothing more about the matter so far 
as the work of the board is concerned. 

The staff reports of the board contain a vast 
amount of transportation information. The separate ex- 
pressions of views by Chairman Webb and Mr. Childe 
are interesting. These expressions will please some and 
displease others, according to their points of view. Some 
of the recommendations made in these expressions are 
sound and some are not. The point is, however, that 
there was not submitted such a report by the board as 
would enable Congress to use it as a basis for action 
looking to “the improvement of transportation condi- 
tions and to effectuate the national transportation 
policy declared in the interstate commerce act, as 
amended,” the words within quotation marks being 
taken from the section of the transportation act of 1940 
creating the Board of Investigation and Research. 


Domestic Transport Review 


That the fall traffic peak of 1944 would exceed that of 
1943 by a small-margin—probably not more than two per cent 
—and probably would be the war peak, and that “we are en- 
tering this peak period better prepared for capacity operation 
than at any time since the war began,” are statements appear- 
ing in a bulletin on domestic transportation prepared by the 
transportation unit of the Bureau of Foreign and Domestic 
Commerce of the Department of Commerce. 

In a comparison of the transportation situation now with 
that of a year ago, the bulletin said: 


Although there is an element of contradiction in the pattern of 
current events in the transportation field, it can be said that the over- 
all situation is much easier than a year ago. Rail, water, air, and 
pipe line transport have all participated in this improvement. The 
only media of transportation presenting more of a problem today than a 
year ago is motor transport, the problem here having shifted in the 
past 12 months from a rubber shortage to a tire shortage attributable 
to lack of adequate skilled labor in tire factories. 





TRAFFIC WORLD 


Last year at this time the railroads, particularly in the west, were 
operating so nearly at capacity in key spots that transportation prior. 
ities were being seriously considered in high government circles. How. 
ever, rail movements remained sufficiently fluid throughout the October 
peak that such a step proved unnecessary. By contrast, although load. 
ings are currently at a higher level than a year ago, no drastic measures 
are being readied for a crisis. In fact, the Office of Defense Trans»orta. 
tion has recently relaxed measurably the number and extensiveness 
of the reports required for analysis of the rail situation. 


Improvement on Great Lakes 
A year ago, also, performance on the Great Lakes was disappoint- 
ing. Starting off badly with a late opening, the movement of ore was 
even more curtailed by an unprecedented demand for grain transporta- 
tion to alleviate a serious feed shortage in the southeast. Despite g 
rather rigid control of lake shipping, the iron ore quota was substan- 
tially reduced in mid-season, but even this revised quota was not met, 
The present lake season has been more favorable. A much earlier 
opening date and immediate availability of the new boats placed into 
service throughout the last half of last year have resulted in the 
virtual revocation of the centralized control pattern of a year ago and 

its replacement by a looser system of supervision. 


Petroleum 

Petroleum transportation a year ago was considered inadequate, 
At that time the limitations upon nonessential users of petroleum 
products were more severe than at any other time. Although facilities 
for liquid transportation were being concentrated in the field of petro- 
leum transportation, stocks in the East Coast area were dwindling 
sharply. Soon afterward, however, the situation began to improve, 
More tankers became available for domestic service and the ‘‘Big Inch” 
pipe line began large-scale deliveries. Later—early this year—the 
“Little ‘Big’ Inch’’ began functioning, diverting still more tank cars 
into other essential service, such as transporting petroleum to the 
West Coast and asphalt needed for long-delayed road repair work. 
As a result of these developments, although tank cars are still operating 
at capacity and although petroleum must still be carefully conserved for 
the war effort, we are now able to meet without great strain, the 
largest petroleum demand in the history of the country. 

Coastwise Shipping 

In another way, too, the present situation in coastwise shipping is 
much more favorable than a year ago. Not only have tanker deliveries 
of petroleum to the east coast increased substantially, as indicated 
above, but so have collier deliveries of coal ty New England. This 
collier movement is the normal method of carrying coal to the New 
England states. Early in the war, however, it was necessary to 
transfer these vessels to overseas service. The result was rai] move- 
ment of coal to that area utilizing motive power and equipment that 
could be ill-spared at the time. At the present time the water move- 
ment is about 75 per cent greater than a year ago while the abnormal 
rail movement has decreased to only slightly above pre-war levels. 
Thus, motive power and equipment have been released for other uses. 

Air Transportation 

Transportation by air has also shared in a generally much improved 
situation. More than one-half of the planes taken from domestic airlines 
have been returned during the year just past. More are in the process 
of being returned. In addition, the creation of air services by the 
various branches of the armed forces has helped materially to relieve 
the burden upon domestic carriers. The urgency of a journey by air 
today seems to be less than a year ago, and it is suggested in some 
quarters that it may be possible to ease priority restrictions in the 
near future. 


Unfavorable Factors 


The present situation is not wholly favorable, however. Although 
transportation of petroleum to the east coast is well under control, 
there still remains a substantial problem of supplying the west coast 
with this vital war material. The existence of this problem reflects 
the impracticability of constructing emergency pipe line facilities to this 
area as was done to District 1. This problem will no doubt continue 
until the Pacific war begins to taper off in intensity or until the 
Panama Canal is made freely available to westbound tanker traffic. 

Boxcar shortages also have appeared at an earlier date this year 
than last. However, it appears that the railroads have delivered all 
cars that could be unloaded promptly at destination. Thus the present 
shortages can be considered primarily a manpower problem at base. 
There is no reason for anticipating any transportation tightness attribu- 
table directly to car shortages. 

Tire Shortage Most Serious 

By far the most serious problem is the critical tire shortage now 
facing the motor transportation industry. Although this shortage has 
repeatedly threatened since Pearl Harbor, it has now reached real 
crisis proportions for the first time. It is important to note that this 
problem, too, has drastically changed in nature. Heretofore, the tire 
shortage has been primarily a rubber shortage whereas today the 
limiting factor is labor. 

In the next two months we will see the yearly peak of traffic 
demand, and very probably the war peak as well. This period will 
require extremely economical and skillful use of all transportation 
facilities. It is reassuring that we are entering this peak period better 
prepared for capacity operation than at any time since the war begat. 


SHORT LINE ASSOCIATION MEETINGS 


A joint regional meeting.of the American Short Line Rail- 
road Association will be held October 25 at the Jefferson Hotel, 
St. Louis, Mo., by call of the regional vice-presidents. 

The board of directors of the association will meet at the 
same place October 26. 
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September 23, 1944 


Radio Train Control 


Formation of an “adequate control engineering organiza- 
tion” to develop a-program dealing with frequencies needed and 
with other problems relating to train control calling for the 
yse of radio equipment should be considered immediately by 
the railroads, said Commissioner Paul Walker, of the Federal 
Communications Commission, in remarks September 18 at the 
conclusion of hearings by that commission in its investigation 
of the establishment and use of radio communications systems 
in railroad operations. The hearings began September 13, with 
Commissioner Walker presiding (see Traffic World, Sept. 16, 

. 717). 

, Representatives of various railroads and of radio equip- 
ment manufacturers submitted nearly all the testimony heard 
by the commission. The evidence brought into issue the ques- 
tion whether the railroads should use only so-called ‘‘induc- 
tion” or “carrier communication” systems, involving the use of 
wires, such as telephone wires, strung within short distances 
of and generally parallel to the railroad tracks and requiring 
no assignment of frequencies by the I. C. C., or whether they 
should use only “space radio,’’ requiring no wires for transmis- 
sion of the. messages but requiring assignment of frequencies 
for railroad use. Some witnesses suggested that the railroads 
might require a combination of the two systems. 

“T think the testimony will clearly show the present utility 
and practicability of radio in yard operations and for front to 
rear communications in freight train service,’ said Commis- 
sioner Walker. “There is also evidence to the effect that radio 
may be used to advantage in terminal operations for communi- 
cation between fixed points and moving trains. . . . Some feel 
that a carrier current system is preferable; others feel that a 
space radio system is to be preferred, still others feel that 
front to rear end communication in combination with fixed 
point and train communication may use both techniques; many 
others feel that further tests are needed before any definite 
conclusions can be reached. 

“It appears that the resolution of these conflicting opinions 
is to be left to the trial and error investigations of the individ- 
ual railroads, manufacturers and engineers. 

“It seems to me. . . that immediate consideration is to be 
given by the railroads to the formulation of an adequate con- 
trol engineering organization to get the answers for all the 
problems in this field promptly and thereby avoid needless 
duplication of effort by each of the individual railroads as they 
get around to it... .” 


Wants Progress Reports 


“This program should also permit the formulation at an 
early date of a definite plan for frequency utilization and allo- 
cation, based . . . on a nationwide system covering all the rail- 
roads... . Any railroad or manufacturer may apply at any 
time for Class III experimental license in accordance with the 
existing rules and regulations of the Federal Communications 
Commission. The Association of American Railroads should 
... keep the commission informed regarding the formulation 
of any plan by it or its members for the solution of their com- 
mon problems in this field. Reports of progress should be sub- 
mitted from time to time by the association or the individual 
roads, or both. . . . The action I have outlined by the for the 
Association of American Railroads and the individual roads 
should enable the commission better to decide whether it is 
necessary to recommend any legislation on this subject to Con- 
gress, I mean legislation inquiring further into the use of fre- 
quencies by the carries.” 

W. R. Triem, general superintendent of telegraph of the 
Pennsylvania Railroad, returned to the witness stand for ques- 
tioning September 15, after which D. K. Price, assistant super- 
intendent of transportation of the Louisville & Nashville Rail- 
road, described operation of a one-way telephone system in the 
Coleman Yard of the L. & N., at DeCoursey, Ky. He said the 
telephone system had increased by 10 per cent the number of 
cars handled through the Coleman Yard. 

L. O. Grondahl, of Pittsburgh, Pa., director of research 
and engineering of the Union Switch & Signal Co., said the 
purpose of his appearance was to make available to the F. C. C., 
at its invitation, the facts about the induction system of com- 


oo He described the manner of operation of that 
ystem. ; 


Kansas City Southern’s Plans 


Samuel W. Fordyce, III, assistant to the president of the 
Kansas City Southern Railway Co. and the Louisiana & Arkan- 
sas Railway Co., said the Kansas City Southern contemplated 
Installation of radio equipment on its line between Kansas City 
and Shreveport, La., and was making tests of front-to-end 
Communication systems on its trains. The railroad also planned 
to install radio communications on other parts of its lines after 
its effectiveness had been proved on the Kansas City-Shreve- 
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port line, he said. The complete installation cost, including 65 
fixed sets and 270 mobile sets, he said, would be about $440,000. 

Witnesses September 16 included Charles N. Kimball, of 
Kansas City, Kan., vice president in charge of engineering of 
the electronics division of Aircraft Accessories Corporation, 
Kansas City. He said the induction system was adequate for 
main line operations and was most efficient when the wires 
were not over 80 feet from the track. 

J. H. Aydelott, general manager of the Chicago, Burlington 
& Quincy, gave a resume of the experience of that railroad in 
tests of radio equipment and urged “most earnestly” that the 
F. C. C. make available radio to the railroad industry. H. H. 
Hasselbacher of Chicago, superintendent of telegraph for the 
Burlington, presented his views on radio in train communica- 
tions. J. Frank Doolen, operating assistant of the New Haven, 
submitted for the record a statement advocating assignment 
of frequencies to the railroads. J. R. DePriest, of Norfolk, Va., 
superintendent of telegraph and signals for the Seaboard Air 
Line Railway, said there were “useful possibilities” of radio in 
freight train service. 


Report of R. T. P. B. Unit 


John L. Niesse, of Indianapolis, assistant superintendent of 
telegraph of the New York Central and chairman of a tech- 
nical radio study group set up by the A. A. R. and designated 
as “committee No. 7, Railroad Communication Service, panel 
13, the Radio Technical Planning Board,” submitted a report 
on radio frequency requirements of 33 railroads in the Chicago 
switching district. He was questioned on direct examination 
by J. M. Souby, general solicitor of the A. A. R. 

In the hearing September 18, C. O. Ellis, of New Lenox, 
Ill., superintendent of communications of the Rock Island, dis- 
cussed a series of experiments made jointly by the Rock Island 
and the Automatic Electric Co. of Chicago in 1930. He said 
the railroad had assigned an engineer to its radio experimental 
work in April of this year. Radio was necessary to the future 
operation of the Rock Island, he said. 


Rock Island Engineer’s Plan 


Ernest A. Dahl, of Hinsdale, Ill., electronics engineer of the 
Rock Island, said that it was desirable in railroad operations to 
have radio equipment available for emergency use to give in- 
stantaneous communication in case of fires, floods, accidents, 
or for guarding the safety of wayside workers. He submitted 
a plan of frequency allotment for general railroad operation, 
under which, he said, the railroads would be granted a group 
of adjacent frequencies from 250 to 300 megacycles, in which 
all radio communications would be centered. Then, he said, 
the railroads would set up a working and consulting committee 
whose job it would be to set up frequencies for individual roads 
and to work on related problems. Under this plan, this com- 
mittee would be responsible to the F. C. C. and would super- 
vise all the railroads in adopting radio operations, eleminating 
the necessity of supervision by the F. C. C. of “every small 
detail of railroad operation.” 


T. P. Brewster, of Chicago, superintendent of telegraph 
for the Santa Fe, the next witness, said he did not believe that 
the induction system would be satisfactory to meet the require- 
ments of all. the railroads for communications between and with 


moving trains. He described equipment that the Santa Fe pro- 
posed to use. 


A. Boggs, of New York City, assistant transmission engi- 
neer of the Western Union, testified briefly on technical points; 
W. A. Jackson, general superintendent of telephone and tele- 
graph of the New York Central, described radio tests that rail- 
road had made over a period of about 20 years and added that 
both space and induction systems had possibilities in applica- 
tion to railroad use and that no one at present could predict 
the extent to which either system would find its practical rail- 
road use; and A. S. Hunt, general superintendent of communi- 
cations of the Baltimore & Ohio, said that radio had “a definite 
place in railroad operating communications. J. W. Hammond, 
of Towson, Md., in charge of sales engineering of the Bendix 
Radio Corporation, discussed experiments made by that corpo- 
ration on various railroads, and Stephen J. Holland, of Balti- 
more, sales engineer and field engineer, and Wilbur L. Webb, 
Baltimore, chief engineer of Bendix, submitted additional in- 
formation about the work of that corporation. 


Spokesman for Manufacturers 


Ralph N. Harmon, of Baltimore, manager of the radio 
engineering department of the Westinghouse Electric & Manu- 
facturing Co., told of tests made by that company in coopera- 
tion with the Norfolk & Western and submitted information 
about Westinghouse patents applicable to the rail communica- 
tions field. W. W. Pulham, of Denver, Colo.. superintendent 
of communications of the Denver & Rio Grande Western, told 
of tests made by that railroad in the use of radio on intra-train 
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and yard communcations. L. W. Goostree, of Schenectady, 
N. Y., engineer in the transmitter engineering division of the 
General Electric Co.’s electronics department, and E. W. Kene- 
fake, of Schenectady, in charge of carrier current engineering 
in the General Electric transmitter engineering division, testi- 
fied about characteristics of the so-called induction system. 
Mr. Kenefake said General Electric was cooperating with the 
General Railway Signal Co. and the New York Central, but 
that there was no existing agreement between General Electric 
and the Union Switch & Signal Co. that would interfere with 
experiments by the railroads in this field. 

Mr. Souby stated that the railroads represented at the hear- 
ing had been confined to those that had made experiments in 
radio communications and that this fact should not be taken 
as an indication of a lack of interest on the part of the rail- 
roads that did not appear. He said many references had been 
made to an accident on the Atlantic Coast Line at Rennert, 
N. C., which references had implied that that accident might 
have been prevented by the existence of a radio train control 
system, and he asked and obtained permission, over the protest 
of counsel for the F. C. C., to incorporate in the record the 
Interstate Commerce Commission’s report on that accident. 


Approval by Luhrsen 


J. G. Luhrsen, of Washington, executive secretary of the 
Railway Labor Executives’ Association, suggested that motor 
cars on railroads should not be forgotten in the installation of 
rail radio communication systems. He expressed approval of 
any new use of radio that would contribute to safety and said 
radio should be used in addition to the existing safety devices. 
Radio must not be deemed to take the place of automatic block 
signals, “because of the ever-present possibility of human fail- 
ure,” he said. 

Attention of the F. C. C. had been attracted to ‘“‘the leader- 
ship of the ordnance department, Army Service Forces, in de- 
veloping the use of two-way radio communication between loco- 
motives and a central train dispatching point,” the War Depart- 
ment reported. It said that the ordnance department’s field serv- 
ice began experimentation with two-way radio operation a year 
and a half ago at the Savannah ordnance depot and that the 
tests were so successful that this method of operation was 
rapidly being expanded to other ordnance depots. Special wave 
lengths had been assigned to these depots by the F. C. C. and 
these usually covered a distance of about 30 miles from the 


dispatcher’s office in the depot, the War Department said, add- 
ing: 


It was at first believed that the radios might not operate on Diesel 
locomotives, which have large generating sets, but it was soon ascer- 
tained that the eddying currents of the locomotive generators did not 
cause interference. The maintenance cost of the radio sets on locomo- 
tives is slightly higher than that of a radio in an automobile, such 
as a police or Army scout car, due to the greater vibration of the 
train, but this added maintenance cost is far outweighed by the sav- 
ings in time, manpower, and cost of fuel in the operation of the 
locomotive. 

The early tests have been so successful that Colonel L. J. Meyns, 
chief of the ordnance field service storage division, which operates the 
depots of the ordnance department, is arranging with the Signal corps 
for additional equipment. 

Ordnance field service operates 1,137 miles of railroad in its depot 
establishments. Some of the depots have as much as 100 miles of 
railroad track. There are a total of 193 locomotives in use, of which 
150 are of the Diesel type. 


VICTORY FLEET DAY 


In recognition of meritorious war service by American 
flag ship operators under the direction of the War Shipping 
Administration, a specially designed pennant and certificate will 
be presented to each operator on Victory Fleet Day, Sep- 
tember 27. The presentation would be made in a series of cele- 
brations throughout the nation, said the W. S. A., adding: 


All American ship operators who for the duration are general 
agents of the W. S. A. and who have been acting as agents for not 
less than six months prior to September 27 are eligible to receive the 
flag. Other American ship operators who have time charter agreements 
and are operating not less than five ships under the same conditions 
are also eligible. Agents operating only foreign flag ships are not 
eligible. 

The pennant consists of two horizontal ,bars of red separated by a 
white bar with a large blue circle with the wetters ‘‘W. S. A.’’ in 
white imposed over the red and white bars at the staff end of the 
pennant. Blue stars will be added to the pennant to indicate the 
number of ships operated by the agent—one star, 5 to 25 ships; two 
stars, 26 to 50 ships; three stars, 51 to 75 ships; four stars, 76 to 100 
ships. 

Nation-wide observance of Victory Fleet Day, third anniversary 
of the launching of the S. S. Patrick Henry, first of more than 2,300 
Liberty ships, will be devoted to tribute to the shipping companies 


that have maintained global life-lines to all United Nations fighting 
fronts. 
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Postwar Highway Plans 


After having adopted amendments calling for, among other 
things, a reduction of the federal government’s contribution to 
costs of highway construction in the first three postwar years 
to $450,000,000 annually and for contribution by railroads of 15 
per cent of the cost of projects to eliminate grade crossings, 
with the states bearing the entire cost of right-of-way acquisi- 
tion, the Senate has passed and sent to the House S. 2105, the 
postwar highway construction bill introduced by Senator Hay- 
den, of Arizona (see Traffic World, Aug. 26, p. 523, and 
Sept. 16). The bill merely authorizes appropriations. 

As originally reported by the Senate committee on post 
office and post roads, the bill authorized appropriations for post- 
war construction of highways and bridges and for elimination of 
highway crossings amounting to a total of $1,950,000,000, io be 
expended at the rate of $650,000,000 a year in the first three 
years after the war. The total authorized for those three years 
in the bill as passed by the Senate is $1,350,000,000. In addi- 
tion, the bill authorizes appropriations totaling $140,250,000 for 
the three-year period for forest highways, forest development 
roads and trails; construction, reconstruction, improvement and 
maintenance of roads, bridges and trails in areas administered 
by the National Park Service, and construction and maintenance 
of parkways to give access to national parks and national monv- 
ments. 

The annual expenditure for the federal-aid highway system 
proposed in the bill as sent to the House comprises $200,000,000 
for “projects on the federal-aid highway system,” $125,000,000 
for projects on “the principal secondary and feeder roads, in- 
cluding farm-to-market roads, rural free delivery mail and 
public-school bus routes, either outside of municipalities or in- 
side of municipalities of less than five thousand population,” 
and $125,000,000 for projects on the federal-aid highway system 
in urban areas. 


“50-50” Cost-Sharing Basis 


The Senate-approved bill provides that the $200,000,000 a 
year for projects on the federal-aid highway’ system shall be 
apportioned among the states on the ‘50-50” basis now pre- 
scribed in the federal aid highway act of 1921. In its original 
form, S. 2105 called for the putting up of 60 per cent of the 
cost by the states, with the federal government contributing the 
other 40 per cent, in each of the three postwar years. 

The money for secondary and feeder roads, under terms of 
S. 2105 as sent to the House, would be apportioned among the 
states in the following manner: One-third in the ratio which 
the area of each state bears to the total area of all the states; 
one-third in the ratio of the rural population of each state to the 
total rural population of all the states, as shown by the federal 
census of 1940, and one-third in the ratio of the mileage of 
rural delivery and star routes in each state to the total mileage 
of rural delivery and star routes in all the states. 

The $125,000,000 a year made available for projects on 
highways in urban areas would be apportioned among the states 
in the ratio borne by the population in municipalities and other 
urban places of 5,000 or more in each state to the total popu- 
lation of such municipalities and places in all the states “as 
shown by the last available federal census.” 


Grade-Crossing Projects 


With respect to elimination of highway-railway crossing 
hazards, the bill as amended by the Senate contains the fol- 
lowing provisions: 


No less than 10 per cent of any sums apportioned to any state for 
projects on the federal-aid highway system, for projects on secondary 
and feeder roads, and for projects in urban areas shall be available 
for projects for the elimination of hazards of highway-railroad cross- 
ings until hazards are eliminated. 

Any part of the construction cost of projects for the elimination of 
hazards of railway-highway crossings, except the part of such cost 
which is paid by the railway or railways involved may be paid from 
federal funds. 

No federal funds shall be expended on any such project unless the 
railway or railways involved pay not less than 15 per cent of the con- 
struction cost of such project. 


The amount of $140,250,000 made available for forest roads 
and for roads or trails in or to national parks or monuments 
would be distributed, under provisions of S. 2105, as follows: 
$25,000,000 a year for three years for forest highways; 
$12,500,000 a year for three years for forest development roads 
and trails; $4,250,000 a year for three years for roads in areas 
administered by the National Park Service, and $5,000,000 a 
year for three years for roads to national parks or national 
monuments. 

Debate on Rail Contributions 
The amendment by which railroads were required to pay al 


least 15 per cent of the cost of removal of grade crossing 
hazards was a subject of debate on the Senate floor. As orig- 
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jnally reported and before being revised by subsequent com- 
mittee amendments, the bill provided for payment of the entire 
cost of such projects out of federal funds, except that not more 
than half the right-of-way and property damage costs paid from 
public funds on any such project might be paid from federal 
nds. 

4 In the course of the Senate debate, Senator Russell, of 
Georgia, said that “up until recent years” the railroads had 
been required to pay half the cost of elimination of the grade 
crossings, that he thought they should pay as much as 25 per 
cent now, but that the provision for 15 per cent did “require 
some contribution on the part of the railroads, which benefit 
tremendously from the elimination of the crossings.” 

“The railroads benefit and lose,” said Senator Hayden. “It 
works both ways.” 

He added that the present contribution by the railroads was 
“yery small” and that, except for rights-of-way, “we have been 
eliminating grade crossings entirely at the expense of the United 
States.” 

Advised by Senator Byrd, of Virginia, that in Virginia the 
railroads had been bearing 50 per cent of the cost of grade 
crossing elimination, Senator Hayden observed that “the state 
can require such a contribution.” Some states, he said, could 
require contributions by the railroads for such projects, but he 
added that “if they do not make contribution nothing can be 
done.” He did not disagree with Senator Byrd’s statement that 
a state could compel the railroads to put up 50 per cent of the 
cost of such grade crossing projects as the bill proposed, and 
Senator Russell observed that the provision in the bill would 
not affect state law in that respect, but merely required that 
no federal funds should be expended on any such project unless 
the railway paid not less than 15 per cent of the cost. 


“The question here,” said Senator Reed, of Kansas, “is to 
get as much grade separation as we can. That benefits the rail- 
roads to some extent, but the benefit to the railroads is rather 
slight. It results mostly in reduction of personal damage cases 
arising from highway-crossing accidents. The principal benefit 
accrues to the public safety. The question arises, how much 
grade separation do we want, and how much can we obtain? I 
may say ... that 15 per cent was selected by the committee 
as the highest percentage of participation that we could hope 
to obtain from the railroads and still have grade-crossing sepa- 
rations.” 


Senator Reed said that, in Kansas, no such separation re- 
sulted “so long as 50 per cent participation was required on the 
part of the railroads.” Senator Langer, of North Dakota, pro- 
posed that the bill provide specifically that a state could re- 
quire contribution by the railroads to grade-crossing project 
costs, but Senator Hayden said that, in his judgment, such a 
provision was wholly unnecessary and that “we could not give 
the state authority which it does not already have in this re- 
spect.” 

Landing Strips for Planes 


Authorization for construction of aircraft landing strips was 
set forth in the Senate-approved bill as follows: 


The Commissioner of Public Roads is authorized, notwithstanding 
the provisions of any other law, to cooperate with the state highway 
departments and any federal agency in the location, development, con- 
struction and maintenance of flight strips adjacent to public highways, 
after approval of the location by the Civil Aeronautics Administration, 
in order to insure greater safety for traffic on the public highways by 
providing additional facilities to be available for the landing and take- 
off of aircraft . . . Federal highway funds shall not be used for the 
reconstruction or relocation of any highway giving access to a flight 
strip or airport, or for the reconstruction or relocation of any highway 
which has been or may be closed or the usefulness of which has been 
or may be impaired by the location or construction of any flight strip or 
airport, unless the officials in charge have first concurred with the state 
highway department and the Public Roads Administration in the loca- 
tion of such flight strip or airport. 


An amendment by Senator Wherry, of Nebraska, to reduce 
the total authorized appropriation from $1,350,000,000 to $900,- 
000,000 was rejected by the Senate, without a record vote. 


Cost of Rights-of-Way 


In support of a committee amendment, embodied in the bill 
aS passed, prohibiting use of federal funds for acquisition of 
rights-of-way, Senator Russell said that to permit use of federal 
money for such purposes would “set a precedent which would 
necessarily have to apply in a number of other cases,” and 
argued that there would be a tremendous difference in the cost 
of lands “if we require that the federal government pay for 
the rights-of-way.” 

One warmly-debated amendment adopted by the Senate 
Provided that if, under specified conditions, a state had insuffi- 
Clent revenue from various sources for highway purposes to 
match “all or any part” of the funds allocated to it by the 
federal government, “then such portion of such apportionment 
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as the Federal Works Administrator shall find the state is 
unable to match shall be made available for expenditure in such 
state in accordance with the federal highway act, as amended 
and supplemented, without being matched by the state.” 


Signal and Marker Standardization 


Standardization of street and highway signs and traffic 
signals was provided for in the bill as follows: 


On any highway or street hereafter constructed with federal aid in 
any state, the form and character of informational, regulatory and 
warning signs, curb, and pavement or other markings, and traffic sig- 
nals installed or placed by any public authority, or other agency, shall 
be subject to a standard code approved by the state highway depart- 
ment with the concurrence of the Commissioner of Public Roads, 


Places Served Only by Motor 


In an analysis of the statement made by the motor in- 
dustry that 54,000 U. S. communities depend entirely on motor 
vehicles, Dr. C. S. Duncan, economist of the Association of 
American Railroads, says that investigation discloses that the 
source for the number of “communities” served only by motor 
vehicles is the Rand-McNally Atlas, that the word “community” 
as used in the Atlas may be a particular section of a city 
or a suburban development included within the city limits, 
and that ‘the figures as issued by the highway interests are 
unfair and wholly unreliable. They give an entirely erro- 
neous impression. They are grossly inflated.” 

The Rand-McNally Atlas, according to Dr. Duncan, pur- 
ports to give the names of all “cities and towns” or “com- 
munities” in the United States and by states, indicating in 
each instance, among other things, whether or not served by a 
railroad. 

“It would appear to be a simple matter to cross out in the 
Atlas all ‘communities’ that are indicated as being served by 
a railroad, then add up the remainder and total the popula- 
tion in them,” said he. 

The result would be expected to be the number of com- 
munities not served by railroads, together with the total popu- 
lation living in such communities, he continued, adding: 


There are, however, two ‘‘catches’’ in this method. One is the 
meaning of the word ‘‘communities’’ and the other is the meaning of 
“‘served by railroad.’’ The actual situation is not what the casual reader 
would understand it to be. Here again are weasel words capable of mis- 
leading, if not so intended. 

The Rand-McNally ‘‘Pocket Maps’’ advertises that it shows ‘‘all 
cities—towns—counties—railroads—waterways—physical feature,’ and 
has a ‘‘list of cities and towns with complete population.’’ It claims to 
list the ‘‘locations of over 122,000 communities in the United States.’’ 
Of these communities ‘‘only about one-third are post offices.’’ The 
enumeration is said to ‘‘comprise the most complete and up-to-date list 
of post offices and non-post offices in print.’’ It seems clear that the 
publication claims careful accuracy only within the limits which it has 
set for itself. There is no claim that it is an authority as to what is a 
city or what is a town or how a community differs, if at all, from the 
other two. The quotations given indicate beyond a doubt that the word 
‘“‘“communities’’ is used loosely, as is also true of ‘‘cities’’ and ‘‘towns.’’ 
Inspection of the Atlas clearly shows that a community as used in this 
publication is nothing more than a locality or subdivision to which a 
local name has been attached. It may be a particular section of a city 
like a real estate development or an institution, or a suburban develop- 
ment included within the city limits or a post office that bears a name. 
All of these are communities if a name has been given to them and they 
are called locally by that name. Examples given later will clarify this 
matter. 

As to being served by railroad, the situation is not wholly clear. 
Apparently service by railroad covers both situations where a station 
is located in the ‘‘community’’ and instances where railroad tracks have 
been actually laid through the community limits, whether or not a local 
station exists. Inspection leaves the impression that the classification 
is not always uniform. Correspondents upon whom the Atlas has de- 
pended for its information have apparently not always had the same 
meaning in mind in answering the inquiry. This is not intended as a 
criticism, for the Atlas was never compiled for such use as has been 
made of it in the matter that is being discussed. 


Population of “Communities” 


“Communities” not served by railroads, while constituting 
43.3 per cent of the total number, says Dr. Duncan, are shown 
to contain only 6.8 per cent of the non-farm population. 

“They must be small, for their average population is ob- 
viously only 127 persons,” said he. 

That, however, was not the main point, he continued, 
pointing out that in the Rand-McNally “Pocket Map” for Dela- 
ware, Maryland and the District of Columbia, 1940, page 37, 
there were listed in the District of Columbia 78 “cities and 
towns” of which 57 were listed as communities not served by 
railroad. 

“Probably many people are sufficiently familiar with the 
nation’s capital to appreciate the significance of the names 
of certain communities in ‘D. C.’ listed as not served by rail- 


















































































































































794 


road,” said he. “For examples: ‘Treasury,’ at 15th and Penn- 
sylvania Ave.; ‘West End,’ a post office on Pennsylvania Avenue 
opposite the old Interstate Commerce Commission building: 
‘Cleveland Park,’ a real estate development; ‘Cathedral 
Heights,’ named for the great Episcopal Cathedral; ‘Benjamin 
Franklin,’ a post office along Pennsylvania Avenue; ‘Columbia 
Road,’ a post office; ‘Chain Bridge;’ ‘Rock Creek Bridge;’ 
‘Walter Reed,’ a soldiers’ hospital; ‘Naval Hospital,’ ‘Navy 
Department,’ and ‘U. S. Marine Barracks.’ ” 

Similar illustrations were selected by Dr. Duncan from 
other states, and the following comment was made by him 
with respect to Indiana and the country as a whole: 


As to the state of Indiana, the statewide highway planning surveys 
made cooperatively by the then Bureau of Public Roads and state au- 
thorities, contain maps by counties showing the location of cities and 
towns served by rail and by motor truck. A check of this survey re- 
veals that there are 528 incorporated cities and town in that state, of 
which 472, or 89.4 per cent are served by rail and 56, or 10.6 per cent 
are not served by rail. The 472 incorporated cities and towns located on 
railroads contain 99.2 per cent of the total population of all incorpo- 
rated cities and towns in the state. 

It is interesting to note that for the year 1916, before the develop- 
ment of truck and coach transportation, the Atlas shows a total of 
131,980 cities and towns or communities. The Railroad Official Guide 
for the same year lists approximately 84,000 stations. This leaves 47,980 
communities that might well be classed as without railroad service in 
that year. It is clear, therefore, that these so-called communities with- 
out railroad service are nothing new. There was the same condition in 
the horse and buggy days. These communities were not built by trucks 
and coaches and were not dependent upon trucks and coaches in their 
origin and development. A study might well reveal that the improved 
highways and the use of motor vehicles with their wider range have 
caused many of them to disappear. 


Dr. Duncan directed his remarks particularly to a state- 
ment made in a General Motors Corporation advertisement in 
the Saturday Evening Post and to the 1942 edition of ‘Motor 
Truck Facts,” published by the Automobile Manufacturers 
Association, containing the assertion that 54,000 communities 
depended entirely on motor vehicles. 


Traffie as a Profession 


Editor the Traffic World: 

A correspondent informs me that it is time to get the old 
brain box busy and grind out some articles proving that traffic 
management is worthy of a professional status, for the baby 
is yelling again. 

To this correspondent and all traffic managers, glorified 
and real, the writer would say that that job has been done so 
often and the institute baby brought back to the yelling stage 
so often, that the time is now when traffic managers “should go 
about getting what they want, and if they do not wish it then 
there is no more to be said.” Let the baby die. 


The quoted statement is from an editorial in the May 13, 
1939, Traffic World, and, had traffic managers followed the ad- 
vice given in that editorial, the so-called institute baby would 
not be yelling to live, but would be old enough to go to school. 

The editorial makes the following recommendations: 


We feel that it is purely a matter for traffic men to decide. If 
they wish to be ‘‘professionalized,’’ well and good, and it is up to 


them to go about getting what they want. If they do not wish it, then 
there is no more to be said. 

We suggest, however, that it would be wiser to confine the effort, 
at least in the initial stage, to industrial traffic men, for the reason 
that we do not believe the railroads would favor the plan for their 
men. 

As to sponsorship of the plan, if it is not to include railroad 
traffic men, then the traffic clubs, made up of both shipper and railroad 
representatives, should not get behind it. 


These quotations are chosen because the majority of my 
correspondents have made known their agreement with them. 

However, though traffic men strenuously objected to any 
one but industrial traffic managers going about getting a pro- 
fessional institute, the fact that the institute baby is still yelling 
to live, as my correspondent states, is proof that they did not 
want it enough to go about getting it. From all too many letters 
it would seem that many believe that one man can do the get- 
ting. Sounds foolish, but the evidence is at hand. 


Therefore, why waste time and energy writing articles to 
prove that -traffic management is worthy of a professional 
status? That was admitted by traffic managers in 47 states 
who still correspond with the writer. Had these traffic mana- 
gers “gone about getting what they want,” there could have 
been a nation-wide program of telling by lectures and the 
printed page, especially to business executives who hire traffic 
managers, that, in peace and war, the real traffic manager is 
worthy of his hire. Perhaps the question now so often asked of 
the writer, “What about postwar traffic management?’, would 
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not be on so many minds if even now such a program was 
being carried on. 

California traffic managers have given proof that it is pos. 
sible to organize a state council and the fact that three annual 
state conventions were held is additional evidence to prove 
that, if traffic managers in all states will go about getting what 
they want and follow the recommendations of the editorial 
quoted, they, too, can have state organizations. 

Ohio traffic managers now have an opportunity to show if 


—_ really want a professional institute, for before me is this 
etter: 


July 26, 1944. 
Dear Fellow Traffic Manager: 

Over a considerable period of time it has been the feeling of many 
active traffic men that some steps should be taken and ways and means 
found to secure a greater degree of understanding and recognition of 
the importance of the traffic profession on the part of industry, man- 
agement and the public in general. 

The traffic profession is not now and never has in the past been 
fully appreciated, even by many engaged in traffic work. The fact that 
it lags behind other recognized professions such as accounting, engi- 
neering, law, and similar pursuits, requiring, in many instances, less 
and certainly not more skill and experience than is necessary for an 
accomplished traffic manager, indicates the need for organization. 

Time, study, and effort has been given by certain traffic managers 
with a view of determining the best method of approach, and many 
suggestions have been offered. 

It appears that the first and most logical step is to ascertain 
whether or not the individual traffic manager desires to improve 
his situation. In order to develop the attitude of the profession, a 
small group here in Cincinnati decided to prepare and submit to 
those engaged in traffic work in Ohio an outline of a proposed organ- 
ization devoted exclusively to traffic management. 

Attached hereto is a tentative draft of the constitution, aims, 
and objectives of such proposed organization. We would greatly 
appreciate your reaction to it, your constructive critcism, and your 
candid opinion as to the need for such in our profession. 

You are, no doubt, familiar with the past efforts of traffic men 
in Ohio to protect their right to practice before the Public Utilities 
Commission, and of the fact that organized effort is now being made 
to severely restrict the traffic profession in the matter of practice 
before regulatory commissions, both state and federal, and elaboration 
seems unnecessary. 

It is our thought that ‘‘in organization there is strength’’ and 
the time has arrived for the traffic profession to advance its stand- 
ing in the highest possible degree, and secure the recognition to 
which it is justly entitled. We shall, therefore, be greatly indebted 
to you for your prompt consideration of this important subject with 
advice as to your ideas and any helpful suggestions you may desire 
to offer. 

Yours very truly, 
Harry M. Baker, T. M. The Andrews Steel Co. 
Phil R. Bauer, T. M. The Phillip Carey Co. 
Wm. B. Daly, A. G. T. M. Kroger Grocery & Co. 
Carl W. Memke, T. M. The Edwards Mfg. Co. 

Reply to: R. A. Ellison, M. T. D., Cincinnati Chamber of Commerce, 
1203 Chamber of Commerce Bldg., Cincinnati 2, Ohio. 


The writer has on file letters from Ohio traffic managers 
urging him to “keep the baby alive.” 

He now places the job of keeping it alive where it belongs 
—namely, on Ohio traffic managers, for rightly did the editor 
of the Traffic World advise in the year 1939 (and he meant 
Ohio traffic managers too): if they wish to be “‘professionalized” 
well and good and it is up to them to go about getting what 
= want; if they do not wish it then there is no more to be 
said. 

Dr. F. A. Keeling, 
1725 Madison Ave., Covington, Ky. 
Covington, Ky., Sept. 18, 1944. 


BENEFITS FOR MERCHANT SEAMEN 


The Senate, on September 21, passed, with amendments, 
H. R. 4163, granting authority to the administrator of the 
War Shipping Administration with respect to payment of in- 
surance benefits to merchant seamen or their dependents or 
beneficiaries. Further congressional action on the bill was 
required. 

The bill provides for disability payments, amounting, in 


the case of total disability to not less than $58.33 nor more, 


than $116.66 a month plus $50 a month if an attendant is 
required. It authorizes the W. S. A. administrator to continue 
such payments after the principal sum of insurance coverage 
has been exhausted. 

Among other provisions of the bill is one permitting the 
W. S. A. administrator to waive recovery of any insurance 
money paid to dependents or beneficiaries of merchant seamen 
erroneously reported dead, when such dependents or bene- 
ficiaries have received the payments without any intent to de- 
fraud the government and are without fault in the subsequent 
expenditure of the insurance money. 

The bill was reported to the Senate by the Senate com- 
merce committee September 20. 
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Operation of Merchant Marine 


Operation of the largest merchant marine in history as a 
vital factor in the United Nations’ war on the Axis is described 
in dramatic detail in the first formal report of the War Ship- 
ping Administration, submitted to President Roosevelt, says 
the W. S. A. The report, signed by Administrator Emory S. 
Land, deals with all activities of the W. S. A. from its crea- 
tion by Executive Order February 7, 1942, and particularly in 
the last year of preparation for the victory drive against both 
Germany and Japan. 

Noting that “many of the accomplishments of W. S. A. 
must remain covered by the cloak of national security,” Ad- 
mira! Land in his letter of transmittal says: 


No report can reflect the full credit due the men and women who 
have built and who have sailed our fighting merchant ships into the 
yery teeth of our enemy. Their story is being written in the successful 
efforts of their brothers in the armed services. Our merchant seamen 
have delivered the goods, on time and enough. 


Ships and Traffic 


The report shows that the American merchant marine has 
grown from 1,340 ships totaling 11,850,000 deadweight tons 
when Pearl Harbor was attacked to a Victory Fleet of more 
than 3,400 ocean-going vessels whose total deadweight ton- 
nage is in_excess of 35,000,000. It was to permit the U. S. 
Maritime Commission to concentrate all its energies on ship 
construction that the War Shipping Administration was created 
to have authority over all operations of this vast fleet, said the 
W. S. A. adding: 


During 1942 and the early part of 1943, the W. S. A. controlled 
merchant fleet devoted 41 per cent of its capacity to carrying army 
cargo, 13 per cent to navy cargo, 30 per cent to lend-lease shipments 
and 16 per cent to essential raw materials and civilian necessities for 
the United States. From month to month this ratio changed and at 
the end of last year 49 per cent of the fleet was carrying army cargo, 
10 per cent navy cargo, 29 per cent lend-lease and 12 per cent raw 
materials and civilian supplies. 

Shipments from United States ports last year totaled 46,971,000 
tons of dry cargo, 42 per cent more than during 1942. All but 10,375,000 
went in W. S. A. ships. The total of petroleum products hauled to 
war fronts by tankers was 15,086,000 long tons. But in spite of ever- 
increasing demand for tonnage for military purposes, W. S. A. has 
been able to maintain an increased flow of essential imports. Arrival 
of 20 such commodities last year totaled 15,366,793 long tons, 26 per 
cent more than in 1942. W..S. A. vessels brought 80 per cent of last 
year’s imports. 

By the end of last year more than 500 dry cargo ships and tankers 
were transferred to the army and navy by W. S. A. by title or under 
charter. These vessels were acquired from owners or were built by 
the Maritime Commission and totaled more than 4,500,000 deadweight 
tons. In addition, many hundreds of small craft were acquired for the 
armed forces. 

Manning the Ships 


Manning the world’s .greatest merchant fleet has been one of the 
W. S. A.’s big problems and how it has been solved is described in 
the report. -The pre-war merchant marine gave employment to between 
50,000 and 70,000 officers and seamen. Early in 1942 it was estimated 
150,000 more would be’ needed and later the estimate was raised to 
200,000 to provide replacements for at least 2,000 men each month. 

To supplement the supply of men available through training pro- 
grams, the W. S. A. set about recruiting seamen who had taken jobs 
ashore. Through these activities sufficient manpower has been obtained 
to eliminate delays in sailings which in 1942 ran as high as 15 to 18 
ships in a fortnight. 

During 1943 a total of 55,013 men were graduated and assigned to 
vessels under the W. S. A. training program. Of these 1,126 were 
graduates of the U. S. Merchant Marine Cadet Corps, while the U. S. 
Maritime Service graduated 53,519 of all ratings. The previous year 
there were only 12,500 such graduates. Before 1944 well over 100,000 
men had heen added to the pre-war personnel of the deep sea mer- 
chant fleet. The present goal is 165,000. 

Enemy action and the elements have made ship repair an im- 
portant function of W. S. A. and last year 11,000 repair jobs and 
conversions were handled under its supervision, 2,000 for other nations 
under lend-lease. Abroad it arranged repairs to 775 American vessels 
In the last half of the year. 


Financial Information 


Total obligations and disbursements by W. S. A., actual and esti- 
mated, from its inception to June 30 last, end of the fiscal year, were 
$5,107,729,916. Of this amount, purchase, charter and operation of ves- 
Sels, reconditioning, outfitting defense installations, operation of ware- 
houses and terminals and other expenditures from its revolving fund 
Were $2,683,048,532. 

For the current fiscal year a balance of $821,000,000 is available, 
carried over in the fund because of a reduction in estimates of expendi- 
tures for the last fiscal year. Reduction in vessel operating expense 
and decrease in submarine and other enemy action at sea, with a re- 
Sultant drop in the volume of repairs, accounts for $650,000,000 of 
that total. Because of rapid acceleration of shipbuilding the original 
estimate of $185,000,000 for vessel purchase last fiscal year was reduced 
to $56,200,000. 


Comment on the Future 
‘oncerning the future the report says: 


Rumors and armchair predictions of the impending collapse of our 
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European enemy -have caused many to question the continuation of 
our ship construction and operations program. People forget that the 
merchant marine’s job will not stop with the declaration of peace 
in Europe. 

Six million of America’s fighting sons are overseas and they are 
likely to remain to complete the task of creating a lasting peace after 
the day of victory. They must be supplied and they must return home. 
The merchant marine will continue to deliver the goods. Even with 
the internal downfall of the German nation and the occupation of the 
European Axis countries, there will remain the task of winning the 
unconditional surrender of Japan. 

Few recognize the’ fact that a considerable portion of our mer- 
chant fleet will be needed to rehabilitate the continent of Europe. Nor 
do they stop to realize that the distance from United States ports to 
the coast of China, to the Philippines, and to Japan is between two 
and three times that from our Atlantic coast to the European war 
theater. It will take two to three times the merchant tonnage to 
bring a weight of arms equal to those now blasting the Germans to 
bear on the Japanese scattered on hundreds of islands and the main- 
land of Asia. 

The task of the merchant marine, the War Shipping Administra- 
tion and the Maritime Commission is not complete and we cannot 
rest on our oars until the job is done. Ship construction and 
ship operation is unfinished business with number one priority. 


Future of Merchant Marine 


Though the victory that American merchant ships were 
helping to win would be the common property of all the Allies, 
the fact remained that those ships had been built with Amer- 
ican materials and labor at a cost of billions to American tax- 
payers, and, therefore, if this country released a part of its 
present ship tonnage for service under foreign flags, it was 
under no obligation to do so under terms that might be inimical 
to American foreign trade or prejudicial to American ship 
operators, said Rear Admiral Howard Vickery, vice chairman 
of the Maritime Commission and deputy administrator of the 
War Shipping Administration, in an address September 21 at 
a luncheon of the Rotary Club of New York City. 

He said it might be supposed that the volume of merchant 
ship deliveries, totaling more than 38 million tons since Pearl 
Harbor, would have relieved the need to the point where cut- 
backs in the ship construction program would be practicable. 
Actually, however, this was not the case, he said, adding: 


It is quite true that the basic need for tonnage in general 
has been somewhat alleviated, largely by the vast numbers of 
Liberty ships constructed. Quantity alone, however, is only a 
partial answer and has served merely to permit the conversion 
of various shipyards to the building of special types of vessels 
essential in the plans for defeating Japan. In fact, there has 
been no time when merchant shipbuilding activities played a 
more vital role in the scheme of future military operations. 


Ships in Pacific Campaign 


Admiral Vickery quoted a letter that President Roosevelt 
had addressed to “certain west coast shipyards having Maritime 
Commission contracts to build vessels for the use of the navy,” 
after his conference at Hawaii with Admiral Nimitz and Gen- 
eral MacArthur, including a statement that ‘the combat loaded 
transports now being constructed at your shipyard will play a 
highly important part in the amphibious campaign of the Pa- 
cific.” 

Many of the vessels now being turned out, although basi- 
cally of commercial design, were being completed as military 
auxiliaries to be used solely for combatant purposes by the 
armed forces, Admiral Vickery said. In this category, he con- 
tinued, were transports, fleet oilers, destroyer tenders, and 
many other types of special auxiliaries. Merchant shipyards 
also had built other military vessels, such as the LST’s, that 
had no commercial counterparts, he observed. 


“Victory ... has had to wait for the creation of an Allied 
merchant fleet capable of doing by itself a bigger job than that 
handled by the total world tonnage of other years,” he said. 
“Germany and Japan were not afraid to take us on in 1941, 
because there appeared no way in which our merchant fleet of 
that time could be expanded enough to upset their plans for 
conquest. But they failed to reckon with the potentialities of 
American labor and management and with its ability to pro- 
duce under the American way of life. By delivering since Pearl 
Harbor more than half as much tonnage as existed throughout 
the world in September, 1939, and two thirds as much as re- 
mained afloat in December, 1941, our shipyards have proved 
how wrong they were. 


Navy and Merchant Marine 


“But possession of this vast fleet . . . immediately gives 
rise to considerations of its future disposition. ... What amount 
of tonnage is required for purposes of national security? ... 
The army and navy which we will retain after the war can 
only be effective weapons to the extent that American mer- 
chant tonnage is available to supplement them. Without ques- 
tion our naval defense will be entrusted to the navy which flies 
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the Stars and Stripes rather than to that of any other nation, 
however friendly. Accordingly, since the navy relies on the 
merchant marine, how could it make sense to depend upon for- 
eign merchant tonnage as a military auxiliary? Inasmuch as 
wartime demands on shipping may exceed those of peacetime 
commerce, military requirements must be the controlling fac- 
tor in determining the size of America’s postwar merchant 


marine. And that question only the military is competent to 
answer. 


“Since the merchant tonnage which must be preserved for 
national security may exceed that required for our anticipated 
foreign commerce, it follows that an increased volume of for- 
eign trade would enable the active employment of a greater 
proportion of the ships we must retain, thereby minimizing 
the cost of supporting this bulwark of our defense. .. . Un- 
questionably, foreign trade must be increased very substan- 


tially if a sizeable segment of our merchant marine is to be 
kept in active operation.” 


U. S. Patronage for U. S. Ships 


Admiral Vickery said that in the past it had been an under- 
standable tendency of Americans, in view of the area and re- 
sources of their country, to look on the United States as self- 
sufficient, and that, as a result, there had been a general apathy 
toward shipping matters. He emphasized the assertion that 
every American had a personal stake in “our postwar foreign 
trade,” and said that a lasting maritime industry required pub- 
lic appreciation of its problems. 


“In planning for America’s participation in postwar foreign 
trade,” he said, “we may count on good ships and experienced 
seagoing personnel, on competent ship operating companies, 
and on a shipbuilding industry anxious to participate. The in- 
gredients which must be added are patronage and public sup- 
port. When those are assured, the American merchant marine 


will have entered the most promising chapter of its long and 
stormy career.” 


He said he believed that American steamship operators 
deserved “the opportunity to compete with foreign companies 
on at least an equal footing” and that they should not be 
handicapped in foreign competition by denial of the use of the 
air for their transport operations. 


Compensation for Lost Ships 


Determinations made by the War Shipping Administration 
as of September 6 as to amounts that should be offered by 
the W. S. A. as “just compensation” to vessel owners for 
vessels lost because of enemy action or marine peril have been 
reported to Chairman Bland, of the House merchant marine 
committee, by Vice Admiral Land, war shipping administrator 
and Maritime Commission chairman. The list submitted by 
Admiral Land added the names of 24 ships, together with other 
data concerning each vessel, to the list of 28 ships as to which 
“just compensation” had been determined by the W. S. A. on 
August 21 (see Traffic World, Sept. 2, p. 584). 


The names, owners and deadweight tonnages of the 24 
vessels and the “just compensation” determinations made with 


respect to them by the W. S. A. were reported by Admiral 
Land as follows: 


Dry cargo vessels: Evelyn, 5,031 tons, owned by A. H. Bull Steam- 
ship Co., built in 1912, $247,587 plus allowance for loss due to delay 
in payment; Kailua, 8,350 tons, built in 1919, $603,690 plus delayed 
payment allowance; Ewa, 10,300 tons, built in 1919, $708,213 plus de- 
layed payment allowance, and Manoa, 8,559 tons, built in 1913, $509,000 
plus delayed payment allowance, all owned by Matson Navigation Co.; 
West Camargo, 8,584 tons, built in 1920, owner by Pope & Talbot, Inc., 
$617,294 plus delayed payment allowance; Silverado, 3,680 tons, built 
in 1918, owned by Silverado Steamship Co., $186,695 plus delayed pay- 
ment allowance; Klamath, 9,407 tons, built in 1920, owned by Weyer- 
haeuser Steamship Co., $637,863. 


Tankers: Seakay, 16,550 tons, built in 1942, owned by Keystone 
Tankship Corporation, $2,776,803 plus delayed payment allowance; Pan 
New York, 13,083 tons, built in 1938, owned by Pan American Petroleum 
& Transport Co., $1,726,245 plus delayed payment allowance; Stanvac 
Calcutta, 16,625 tons, $2,821,227 plus delayed payment allowance; Stan- 
vac Manila, 16,625 tons, $2,208,522; Stanvac Melbourne, 16,725 tons, 
$2,218,723, and Stanvac Palembang, 16,725 tons, $2,890,005, all built in 
1941 and all owned by Petroleum Shipping Co., Ltd.; Esso Baton Rouge, 
12,950 tons, built in 1938, $1,694,301 plus delayed payment allowance; 
Esso Gettysburg, 16,765 tons, built in 1942, $2,695,758 plus delayed pay- 
ment allowance; Esso Houston, 13,085 tons, built in 1938, $1,724,438 
plus delayed payment allowance; John Worthington, 12,475 tons, built 
in 1920, $467,500, and R. W. Gallagher, 12,950 tons, built in 1938, 
$1,768,438 plus delayed payment allowance, all owned by Standard Oil 
Co. of New Jersey; Mobilube, 16,550 tons, built in 1939, $2,036,231 plus 
delayed payment allowance, owned by Socony-Vacuum Oil Co.; Ohio, 
14,140 tons, built in 1940, $2,700,000 plus delayed payment allowance; 
Kentucky, 14,140 tons, built in 1942, $2,700,000 plus delayed payment 
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allowance, and Louisiana, 12,382 tons, built in 1937, $1,900,000 plys 
delayed payment allowance, all owned by the Texas Co. 

William C. Atwater, freighter, 4,200 tons, built in 1919, owned py 
Fall River Navigation Co., $14,000; William Taylor, refrigerator barge 
built in 1917, owned by Northwestern Ice & Cold Storage Co., $39,011, 


OIL IN DRY CARGO SHIPS 


“Transportation of oil in double bottoms and fuel bunkers 
of dry cargo ships, a wartime innovation developed by Amer. 
ican ship operators and the War Shipping Administration, is an 
increasingly valuable method of helping to fuel the merchant 
marine,” says W. S. A., adding: 


The excess fuel carried by these vessels to world-wide destinations 
has had results of great importance. It has supplemented tanker ship- 
ments to fueling stations by millions of barrels since 1942, thereby re. 
leasing tanker space for increased supplies of aviation gasoline to war 
fronts. In addition, it has greatly aided the domestic oil crisis on the 
Atlantic coast by allowing additional means of transport. 

In pre-war days, ships ordinarily were fueled only for scheduled 
voyages. With the increased shipping after the United States entered 
the war, fuel supplies and available tanker transport became short. Old 
ship routes with their convenient fuel depots were wiped out. 

Today virtually every merchant ship leaving the United States car- 
ries an excess supply of oil. Bunkers and double bottoms are loaded 
to capacity. Before starting their return voyages all fuel in excess of 
their trip requirements is discharged at a fueling depot or transferred 
to other ships. 


In the two-year period the plan has been in operation, more than 
1,250,000 long tons of fuel were sent to England in dry cargo vessels, 
thereby releasing 128 tankers of 10,000 deadweight tons each for other 
services. This year the total is expected to reach more than 15,000,000 
tons, releasing an increasing number of tankers for other services. 


ST. LAWRENCE WATERWAY 


Senator Aiken, of Vermont, on September 21 submitted an 
amendment to H. R. 3961, the omnibus rivers and _ harbors 
bill, proposing inclusion of the St. Lawrence seaway and power 
project among the projects authorized in that bill. He had 
introduced, several months ago, S. 1385, providing for approval 
by Congress of the U. S.-Canada agreement providing for con- 
struction of the St. Lawrence waterway and power develop- 
ment. He made public, September 21, a letter he had received 
from Leo Crowley, administrator of the Foreign Economic 
Administration, advocating enactment of S. 1385. 


MISSOURI RIVER AUTHORITY 


In a message sent to Congress September 21, President 
Roosevelt urged the enactment of legislation creating a Mis- 
souri River authority, similar to the Tennessee Valley Author- 
ity, for development of the Missouri River basin. Bills pro- 
viding for the establishment of such an authority are pending 
in Congress. The President said he had heretofore suggested 
the creation of similar authorities for the Arkansas River and 
Columbia River watersheds and renewed that suggestion. He 
transmitted a resolution of the Missouri River States Commit- 
tee favoring establishment of a Missouri River authority. 

“The benefits which have resulted in the Tennessee River 
Valley include flood prevention, irrigation, increased electric 
power for farms and shops and home and industries, better 
transportation on land and water, reforestation and conserva- 
tion of natural resources, the encouragement of small businesses, 
development and wide-spread use of fertilizers and improved 
agricultural methods, better education and recreational facil- 
ities—and many kindred improvements which go to make for 


increased security and greater human happiness,” said the 
President. 


U. S. MERCHANT SHIP PRODUCTION 


The Maritime Commission has issued statistics showing 
that U. S. merchant ship production 1936 through August 
this year totaled 3,985 ships of 41,099,873 deadweight tons. 
The number of ships produced by years was as follows: 1936, 
9; 1937, 18; 1938, 25; 1939, 28; 1940, 55; 1941, 99; 1942, 746; 
1943, 1,896, and through August, 1944, 1,109. Production de- 
cline in 1944 reflected conversion of high production yards to 
Victory ships and military types, said the commission. 


SHIP TRANSFERRED TO SWISS FLAG 


The Maritime Commission has approved transfer by the 
War Shipping Administration of the Panamanian steamer E] 
Oriente, to the Swiss Foundation of the International Red 
Cross principally for delivery of parcels of food and supplies 
to United States citizens who are prisoners of war in German 
occupied countries. The steamer was previously allocated to 
the U. S. Lines Co. to be operated for the Maritime Commis- 
sion. Approval was also granted for the transfer of the vessel 
to Swiss registry and flag with the name changed to Henly 
Dunant. 
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Questions and Answers 


In this column will be answered questions of both legal and 
e practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe 
cial service department, will give his opinion in answer to any 8im- 
ple question relating to.the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
mot desire to take the place of the traffic man but to help him in 
is work. 
’ The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to @ 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Liability of Carrier Under Rule 49 of Consolidated Classification 


Kentucky.—Question: We have applied to and received 
permit from the Consolidated Classification Committee under 
Rule 49 of Classification No. 16, paragraph ‘“d’’ which reads: 


Experimental or test shipments are governed by Rule 49 of Classi- 
fication Number 16, paragraph (d) which reads: ‘‘The shipping con- 
tainers for the use of which permit is issued do not conform to the 
requirements of the Classification in effect on date of shipment and 
are used at the election of the shipper. The shipper agrees that the 
acceptance in transportation of shipments in such container shall in 
case of loss, damage, or injury to the property, be altogether without 
prejudice to any defense of the carrier as to insufficiency of the pack- 
age, act or default of the shipper, or otherwise.’’ 


Paragraph “e” states that the following notation must be 
made on the shipping order, bill of lading and waybill: 


This shipment is accepted under the provisions of Rule 49, Con- 
solidated Freight Classification, Permit No. .............. Classification 
Committee. 


Paragraph ‘“h” states that agent at point of. origin must 
retain the original permit, and keep a record of shipments 
made thereunder. In case of damage, destination carrier’s 
agent must report to Classification Committee issuing permit, 
furnishing copy of O. S. & D. report covering shipment, on 
which permit number must be noted. 


Theft and damage has occurred and the carrier disclaims 
liability stating that by our election to ship under Rule 49 
without the assessment of penalty as provided in Rule 5, Sec- 
tion 6, Paragraph (a), we waived our rights against the carrier, 
and that if the packages had conformed to the classification, 
the damage would not have occurred or the theft happened. 

In your opinion, under the doctrine of estoppel, would we 
in a cause of action for recovery be denied our rights of re- 
covery under the excepted perils of the carrier’s liability, in- 
herent vice or nature of the goods, act or default of the ship- 
per, and that under the bill of lading liability, the carrier is 
an insurer of the goods with certain exceptions, or would this 
be a matter of fact for the jury to decide? 


We would appreciate your opinion on this matter quoting, 
if possible, any court decisions on the liability of carriers on 
experimental or test shipments when shipper, in the carrier’s 
opinion has waived his rights. 


Answer: One of the exceptions to the carrier’s common- 
law liability arises in cases where the injuries are due to the 
improper packing of the goods by the shipper. Carpenter vs. 
Baltimore, etc. R. Co., 64 Atl. 252; Atlantic, etc. R. Co. vs. 
Jacob’s Pharmacy Co., 68 S. E. 1039; Greenwald vs. New York 
Cent. & H. R. R. Co. 159 N. Y. S. 15. Accordingly, if goods are 
improperly packed, and this fact is not apparent or known to 
the carrier, it is not liable for loss or injury resulting in the 
ordinary course of handling and transportation from such im- 
proper packing, if it is itself free from negligence, (Zerega vs. 
Poppe, 30 F. Cas. No. 18, 213; Mitchell vs. No. Pac. S. S. Co., 
213 Pac. 293; Devinne Hallenbeck Co. vs. Autotyre Co., 154 
Atl. 170), although, if the carrier is guilty of negligence but for 
Which the damage would not have occurred, it is liable even 
though the improper packing is not apparent. Mitchell vs. 
North Pas. S. S. Co., 213 Pac. 293; Greenwald vs. New York 
Cent. & H. R. R. Co., 159 N. Y. S. 15. Some decisions hold 
without qualification that the full duty of the carrier is simply 
to carry goods in the condition in which they are offered, and 
that, where goods tendered are insufficiently packed, the car- 
rier is not liable for loss or injury due to such defect, even 
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though the defect in the packing is apparent; Rixford vs. Smith, 
52 N. H. 355, 13 Am. R. 42; Ross vs. Troy & B. R. Co., 49 Vt. 
364, 2d Am. R. 144; but in view of the fact that the carrier is 
entitled to reject defectively packed goods tendered for ship- 
ment, the rule supported by the weight of authority is that if 
it accepts for transportation goods which it knows are defec- 
tively packed, or which by the exercise of reasonable care it 
could have observed were defectively packed, it assumes to 
carry the goods as they are, and its common-law liability as 
carrier attaches, and it is subject to all the liabilities usually 
attaching to an ordinary shipment of the same character, 
(S. Valentine & Co. vs. Atchison, T. & S. F. Ry. Co., 220 Ill. 
App. 188; Robinson vs. New York Cent. R. Co., 282 N. Y. S. 
877; Gehrke vs. American Ry. Express Co., N. W. 321); even 
though the goods were not packaged in accordance with the 
requirements of classifications filed with the interstate com- 
merce commission. Newman vs. Seaboard Air Line Ry. Co., 
124 S. E. 627. It cannot be said, however, under this rule that 
the carrier must, at his peril, know that the goods are not in 
fact safely packed. Southern Ry. Co. vs. Frank De Latour, 
Inc., 135 Sou. 187. The shipper usually knows better than the 
carrier the manner in which the goods have been packed and 
the manner in which they should be packed, and even though 
the carrier may have knowledge of some defect in the packing, 
still if it is not apparent to the ordinary observation of the 
carrier or his servants that the goods cannot be safely carried 
in the condition in which they are presented, the carrier should 
not be held to take the chances of injury from improper pack- 
ing. Southern Ry. Co. vs. Frank De Latour, Inc., 135 Sou. 187; 
Robinson vs. New York Cent. R. Co., 282 N. Y. S. 877. 

The above is a statement of the law relative to a carrier’s 
liability for goods accepted for transportation defectively 
packed. 

Under Rule 49, the carrier does not waive its rights by 
accepting goods in experimental packages. 

It is our opinion that, under the provisions of Rule 49 of 
the Consolidated Classification, a carrier is not liable if it can 
show that the loss or injury was due to insufficiency of the 
package; even in those jurisdictions in which it is held that a 
carrier is liable for for loss of or injury to goods accepted for 
transportation in insecure packages. 


Tariff Interpretation—Application of Rule 15 of Consolidated 
Classification—Pick-up and Delivery Service 


Minnesota.—Question: In reference to your answer to 
Ohio on page 168 of the July 15th issue of the Traffic World, 
regarding Rule 15 of the Classification, I would like to ask if 
where the consignee is willing to pay or refund for services of 
pick-up and delivery of the shipment, he would be entitled to 


the carload rate, even though the shipment had been tendered 
as an LCL shipment? 


Answer: It is our opinion that the carload rate could not 
lawfully be assessed under circumstances you describe. Unless 
the tariff provides for such service it may not legally be fur- 
nished by a carrier subject to the Interstate Commerce Act. 


Tariff Interpretation — Transit — Date of Origin of Shipment 
Determines Applicable Rate 


Utah.—Question: Will you please advise if accesorial 
charges such as fabrication in transit on structural iron or 
steel are governed by the date of the original shipment into 
transit point as to whether or not Ex Parte 148 applies? 

We have in mind a shipment of steel originating before the 
suspension of Ex Parte 148 increase, May 15, 1943. The ship- 
ment was fabricated in transit and billed out after May 15, 
1943. Please advise whether the fabrication in transit charge 
is or is not subject to the increase. 

Answer: It is our opinion that under the principle of the 
decisions of the Commission in Fargo Iron & Metal Co. vs. 
Great N. Ry. Co., 46 I. C. C. 399, and D. A. Stickell & Sons vs. 
Penn. R. Co., 151 I. C. C. 364, the increase under Ex Parte 148 
may not be applied on shipments stopped for partial unloading 
where the tonnage originated prior to that date. In the case 
first mentioned above the Commission said: 


We have held with respect to shipments moving in connection with 
transit arrangements, that the rates and regulations lawfully applicable 
to the transportation and transit service were those in effect when 
the shipments originated. Thus, in our supplemental report in the 
Transit Case, 25 I. C. C. 130, 133, we said: 

“The rate in effect at the time shipment began to move is the 
rate lawfully applicable. In case a privilege has been enjoyed prior 
to the date of an order, a tariff cancelling such privilege does not 
affect tonnage that began to move prior to the cancellation, but such 
tonnage is subject to the policing requirements.”’ 


Damages—Measure of—Effect of Crail Decision 


Illinois.—Question: What is the measure of damages to 
be collected from either a rail or motor carrier on shipments 
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that are damaged or lost in transit when the shipper sells to a 
subsidiary ? 

To make this clear, suppose the cost to the original manu- 
facturer or shipper is $10.00 per unit, and he charges his sub- 
sidiary $11.00. The subsidiary in turn sells in the trade for 
, $12.00. The question I would like to have answered is, since 
the claim is filed in the name of the subsidiary, the party that 
actually lost the shipment, would they be entitled to the meas- 
ure of damage based on $11.00 or $12.00 per unit? 


Answer: In the McCaull-Dinsmore case, 253 U. S. 97, 40 
S. Ct. 504, the Supreme Court of the United States held that 
the provisions formerly carried in the carrier’s bill of lading 
which provided that the amount of any loss or damage for 
which any carrier is liable should be computed on the basis of 
the value of the property at the time and place of shipment, 
including freight charges, if paid, to be a limitation upon the 
carrier’s liability, and therefore contrary to the Cummins 
amendment, and in effect stated that the measure of damages 
was the actual loss caused by the breach of contract of car- 
riage, which loss is what the shipper would have had if the 
contract had been performed. Where goods are lost or destroyed 
the carrier is liable, as a rule, for their value at place of desti- 
nation at the time they should have been delivered, with in- 
terest thereon from that time, less the unpaid cost of trans- 
portation. 


In the Crail Case, 281 U. S. 57, 50 S. Ct. 180, the court 
said there is no greater inconvenience in the application of one 
standard of value than the other; that no advantage was per- 
ceived to be gained from an adherence to a rigid uniformity, 
which would justify sacrificing the reason of the rule to the 
letter; that the test of a market value is at the best but a 
convenient means of getting at the loss suffered and it may be 
discarded and more accurate means retorted to if, for special 
reasons, it is not exact or otherwise not applicable. The court 
cited Wilmoth vs. Hamilton, 127 Fed. 48, 51; Theiss vs. Weiss, 
166 Pa. St. 9, 19; Pittsburgh Sheet Mfg. Co. vs. West Penn 
Sheet Steel Co., 201 Pa. St. 150, and Willison on Contracts, 
Sections 1384, 1385. 

While the destination value is the measure of damages for 
loss of or injury to goods, there is no uniform basis or method 
of arriving thereat. Each case must be determined by taking 
into consideration the circumstances surrounding the purchase, 
sale and transportation of the goods, such as, for instance, 
whether it was necessary to replace the goods at destination in 
order to fill a contract of sale.or whether the seller has lost 
a sale because of the non-delivery of the goods or has earned 
a retail profit by a contract of resale. 


Under the Crail case the amount of the recovery depends 
on whether the goods are replaced for stock purposes or to 
fill a contract of sale on which a retail profit has been earned. 
If the former, the amount would be $11.00; if the latter, $12.00 
per unit. 


Notice of Claim— Condition Precedent to Recovery Except 
Where Act of Carrier Prevents Filing of Claim 


Ohio.— Question: Under date of September 23, 1942, we 
shipped by express six pieces of boiler material, weight 795 
pounds, consigned to Supply Officer, Norfolk Navy Yard, Ports- 
mouth, Virginia. 

In line with the usual procedure of this company, an in- 
voice was sent to the proper government departmental agency 
after a period of three months, and the invoice was carried as 
an open account until January 28, 1944, when the Norfolk Navy 
Yard at Portsmouth, Virginia, returned all invoices to our New 
York office with advice that the material had not been received 
according to their records and it would be necessary for us to 
prove delivery before they would pay the invoice. 


On receipt of this information from our customer as to 
nondelivery, tracing was immediately instituted with the ex- 
press company for their record of handling and we were ad- 
vised that the railroad car in which this shipment was traveling 
was totally destroyed by fire in a wreck on September 24, 1942, 
and the entire contents of this railroad car were destroyed. 
On receipt of this information we immediately filed claim with 
the express company for total loss, and this claim filed under 
date of March 10, 1944, has been declined by the freight claim 
agent of the express company, due to the fact that the claim 
had not been filed within the limitation period, namely nine 
months and fifteen days after shipment was made. 


_ Railroad carriers are obliagted to notify consignor or con- 
signee relative to total loss of any shipment while in their pos- 
session, and we are writing to ascertain whether or not an 
express company is also obligated to furnish such information 
to either consignor or consignee, and failure of such notifica- 
tion by the express company would eliminate the application 
of the statute of limitations and allow this claim to be placed 
in line for payment. 
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If the express company is not obligated to make such noti- 
fication, then any consignor in order to protect themselves will 
necessarily be obligated to trace and prove delivery on all ship- 
ments consigned to any department of the government due to 
the fact that it is common practice for governmental agencies 
to withhold payment on invoices for periods varying from six 
months to eighteen months, and then often refuse to pay in- 
voices unless they can be furnished with delivery receipt show- 
ing signature of the party or parties signing for the receipt 
of a particular shipment. 


We feel there was negligence on the part of the express 
company in not notifying either consignor or consignee of total 
loss by fire on account of wreck of a train. 


Answer: It has been held that the shipper is excused from 
giving notice within the time specified in the contract where 
with the exercise of reasonable diligence a compliance with the 
contract is impossible. Ormsby vs. Mo. Pac. R. Co., 4 Fed. 
706; Bliss vs. Sou. Pac. Co. 172 Pac. 761; R. Co. vs. Priddy, 115 
N. E. 266; Wabash R. Co. vs. Thomas, 78 N. E. 777; Hassam 
vs. Platt, 148 N. Y. S. 544; that especially is this true where 
the impossibility of performance is caused by the act of the 
carrier. Pope vs. American Ry. Express Co., 110 S. E. 514; 
Cleveland, etc. R. Co. vs. Hayes, 102 N. E. 34; Richardson vs. 
Chicago, etc. R. Co., 50 S. W. 782; Reynolds vs. Great Northern 
R. Co., 82 Pac. 161. 


Where, however, the shipper could, with due diligence, 
have ascertained the facts, and no act of the carrier prevented, 
the claim must be filed within the stipulated period of time, 
the courts holding that a carrier may not waive the provisions 
in the bill of lading relating to the time for making claim. 
American Ry. Express Co. vs. The Fashion Shop, Inc., 10 Fed. 
2d 909; Browning, King & Co. vs. Davis, 199 N. Y. S. 775; Rog- 
ers & Co. vs. East Carolina Ry., 118 S. E. 885; Schaff vs. Ike 
Exstein & Bro., 270 S. W. 589. 


Under the decisions last cited above, and the decision in 
Chesapeake & Ohio R. R. Co. vs. Martin, 283 U. S. 209, 51 S. 
Ct. 453, a condition precedent to the bringing of an action for 
the value of goods which a carrier has failed to deliver to the 
consignee or owner thereof is the filing of claim within the 
period of time provided for in the bill of lading. 


The decision of the Supreme Court of the United States 
cited above, in our opinion, precludes a recovery in the instant 
case, if with due diligence the shipper could have ascertained 
the facts and filed a claim within the specified time. 


Systematic tracing of shipments would obviate the failure 
to file claims within the stipulated period of time. 


Shortages and Overages 


Ohio.—Question: We note your answer to Indiana on page 
587 of the September 2, 1944 Traffic World, under the above 
caption, involving overages to balance shortages. This answer 
may very easily be misunderstood, first, because paragraph 1 
of your answer may be understood by many to conflict with 
paragraph 2. 

Of course, facts control the situation and the carrier’s sig- 
nature for cases 1 through 7 establishes a prima facie case 
against the carrier which can be refuted only by proof showing 
otherwise. The fact that case No. 8 is in the carrier’s posses- 
sion is in itself insufficient in the writer’s opinion to justify the 
claim that case No. 8 instead of No. 3 was actually tendered 
for shipment. The carrier could hardly prove such a point 
unless he could show that case No. 8 was never offered on a 
previous bill of lading or that case No. 8 in no instance re- 
mained undelivered according to the billing. 


Claims, of course, are cognizable only in the courts and as 
your opinions are recognized by many as authority, we feel 
that your answer should be further qualified along the lines 
herein referred to. 


Answer: In the first paragraph we state that the burden is 
on the carrier to show that it did not receive piece No. 3 for 
transportaiton, notwithstanding that it receipted therefor. 


In the second paragraph we state that the fact that piece 
No. 8 was received for transportation, although not receipted 
for is evidence indicating that piece No. 8 and not piece No. 3 
was received for transportation. 


We see no real conflict between these two statements. It 
seems logical to assume that instead of delivering piece No. 3 
to the carrier the shipper delivered piece No. 8 and the error 
was not noted when a receipt was given for piece No. 3 and 
in meeting the burden of proof of showing non-receipt of piece 
No. 3 the above assumption should be competent evidence. 

The burden would not, in our opinion, be on the carrier 
to show the recipt of case No. 8, but on the shipper to show 

_a receipt for that case. If the shipper cannot show a reccipt 
for case No. 8 this fact would support the presumption that 
case No. 8, instead of case No. 3, was delivered to the carrier. 
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September 23, 1944 





Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of @ club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THe Trarric WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
aers and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade 
quately and promptly iInformed.—Hditor THs Trarric Worm. 





The Junior Traffic Club of Chicago will hold a benefit fall 
dinner, October 5, the proceeds from which will be distributed 
to club members in the armed services as Christmas gifts. The 
dinner is being held in lieu of the annual fall dinner meeting. 
John S. Burchmore, commerce attorney, will speak on “Car- 
riers Under Anti-Trust Laws.” Alex Kimmell is chairman of 
the committee on arrangements. 





The Traffic Club of Chicago will hold balloon night parties 
this fall and winter on September 27, October 18, November 8 
and 29, December 13, and January 24, February 28 and March 
14, 1945. Dinner will be served at each party. B. J. Schilling 
is chairman of the indoor entertainment committee. 





Mrs. Bobbye Hyde Silver, active in organizing the Women’s 
Traffic Club of Oakland, has been elected 
the first president of that club. She is 
with the Northern Pacific, having gone 
to work for that railroad in March of 
this year after earlier experience with 
the Rock Island and with Montgomery 
Ward and Company. As a high-school 
senior, she won a scholarship at the Uni- 
versity of California and has since com- 
pleted a two-year course in traffic man- 
agement sponsored by the Oakland 
Traffic Club and the Oakland Board of 
Education. Members of the Oakland 
Traffic Club lent assistance and advice 
in the formation of the new women’s 
' club. Other officers include: Vice-pres- 
fr _ ident, Kay Collier, Durkee’s Famous 
~...& 2@ ~*. Foods; treasurer, Martha Kilgore, En- 
cinal Terminals; recording secretary, 
Betty Hystad, Mill Engineering and Machinery Company; cor- 
responding secretary, Lela Carbonell, Great Northern Railroad; 
members of the board of directors, Marian Carlson, Encinal 
Terminals; Margaret M. Garvey, Railway Express Agency; 
Helen Hughes, Merchant Shippers Association; Rose Niere, 
Port of Embarkation; Frances Leishmann, California Quarter- 
master’s Depot; Laverne Mason, Standard Oil Company, and 
Genevieve Morris, East Bay Drayage and Warehouse Company. 
The club has 110 charter members. 





The Birmingham, Ala., Traffic and Transportation Club will 
hold a smoker at the Jefferson Hotel October 11. An industrial 
night meeting will be held at the Tutwiler Hotel October 26. 
It will be dedicated to Pullman, Inc. 





The South Bend, Ind., Transportation Club will hold its 
next monthly meeting October 11, rather than October 9, the 
regular date, because of inability to present a proposed pro- 
gram of entertainment on October 9. 





The Tri-State Traffic Club of Kansas, Missouri and Okla- 
homa will hold a golf outing and dinner meeting at the Miami, 
Okla., Country Club, September 28. There will be a golf tour- 
nament and an archery contest, after which the members will 
make a tour of inspection of the B. F. Goodrich Company plant. 
William Frasche, general manager of the plant, will be guest 
Speaker at the dinner, and W. H. Goodner, traffic manager, 
Northeastern Oklahoma Railroad, Miami, will be toastmaster. 
The film, “The Story of Rubber,” will be shown. H. B. Cobban, 
president, Northeastern Oklahoma Railroad, is chairman of the 
committees on arrangements. 





The Traffic Club of St. Louis will hold a luncheon meeting 
September 25 at which Dr. Bertram L. Hughes, news commen- 
tator for Radio Station KXOK, will speak. 





_The Indianapolis, Ind., Traffic Club will hold its fall golf 
outing at the Indianapolis Country Club September 28. J. C. 
Nichols is general chairman of the committees on arrange- 
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ments. The club’s bowling league began its season’s play at 
the Delaware Alleys September 15. The annual dinner will be 
held November 15. 


The Norfolk-Portsmouth Traffic Club held a dinner meeting 
at the Albany Restaurant, Norfolk, Va., September 21, at which 
Capt. J. W. Tierney, public relations officer for the U. S. Army 
at Camp Lee, Va., spoke on movements of war prisoners. A 
war film was shown. 





Mrs. Catherine Cormier, new presi- 
dent of the Women’s Traffic and Trans- 
portation Club of New Orleans, will be 
installed at a dinner meeting of the club 
at Broussard’s Restaurant September 26. 
Other recently elected officers, who will 
also be installed at the meeting, include 
Esther Barrios, first vice-president; El- 
len Wiley, second vice-president; Thelma 
McKean, recording secretary; Melba 
Puig, corresponding secretary; Vivian 
Campbell, financial secretary; Yvonne 
Labruyere, treasurer; Dorothy Jamie- 
son, parliamentarian; members of the 
board of directors, Nina Speziale, Mary 
Snow, Amelia Bagala and Mrs. Bethel 
Gowan. Mrs. Justin Heno is the retiring 
president. 








The Traffic Club of Minneapolis held its first luncheon 
meeting of the fall September 21. It was designated club day 
and was intended to foster acquaintanceship among the mem- 
bers. There was a program of music and entertainment. L. E. 
Edwards is chairman of the Thursday luncheon committee. 





The Oakland, Cal., Traffic Club held a freight forwarders 
night dinner meeting September 19. Sound color films of action 
on war fronts were shown by arrangement with Lt. Howard 
Johnson, public relations officer, U. S. Coast Guard. W. C. 
Pray, Merchant Shippers’ Association, was chairman of the 
committee on arrangements. Beginning and advanced classes 
in traffice management, sponsored by the club, began at the 
Merritt Evening Business School September 13. Malcolm Meyer 
is chairman of the educational committee. 


The Traffic Club of New York will hold a meeting Sep- 
tember 26 at which the sound color film ‘“Trans-World Air- 
lanes” will be shown by arrangement with Transcontinental 
and Western Air, Inc. A nominating committee will be elected. 
Major General Charles P. Gross, chief of transportation, U. S. 
Army, Washington, D. C., will be guest speaker at a forum 
<n October 18. Bowling league play will begin 

ctober 9d. 








A. J. Kroll, new president of the Raritan Traffic Club, is 
traffic manager for the Johns-Manville Corporation, Manville, 
N. J. He was reared and educated in 
Michigan. In 1923 he went to work as 
billing clerk in the traffic department of 
the Johns-Manville Corporation at Wau- 
kegan, Ill., where he remained for six 
years. He was then made traffic man- 
ager of the Banner Rock Corporation, a 
Johns-Manville subsidiary, at Alexan- 
dria, Ind. In 1938 he was transferred to 
the Johns-Manville plant at Richmond, 
Ind., as traffic manager, and in 1940 was 
sent to the corporation’s main plant at 
Minville, N. J., as assistant to the traffic 
manager. He was appointed traffic man- 
ager in 1942. He will be installed as 
president of the Raritan Traffic Club at 
a dinner meeting October 10. Ray Du- 
gansky, manager, New Jersey division, 
Novick Transfer Company, Fords, N. J., 
is chairman of the dinner committee. Other officers to be in- 
stalled include: Vice-president, Victor Paulson, commercial 
agent, Universal Carloading and Distributing Company, Perth 
Amboy, N. J.; treasurer, E. J. Peterson, superintendent, Hey- 
den Chemical Company, Fords, and secretary, Milton Stoll, 
traffic manager, Smith and Solomon Trucking Company, New 
Brunswick, N. J. President-elect Stoll has appointed the fol- 
lowing chairmen of standing committees for the coming year: 
Membership, J. M. Hayes, traffic manager, Mack Manufactur- 
ing Corporation, New Brunswick; traffic, Alexander Markowitz, 
general traffic manager, New York and New Brunswick Auto 
Express, Highland Park, N. J.; entertainment, O. G. Perry, 
traffic manager, Philip Carey Manufacturing Company, Perth 
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Amboy; educational, Albert McNeil, vice-president, Premier 
Carloading Company, New York; constitution and by-laws, 
Everett T. Gass, customer service manager, Personal Products 
Corporation, Milltown, N. J.; publicity and welfare, James J. 


Tortorice, traffic manager, Zonite Products Corporation, New 
Brunswick. 


The Transportatoin Club of Evansville, Ind., held a monthly 
dinner meeting September 20 at which the War Department 
film “Baptism of Fire’ was shown. James T. Chandler, Repub- 


lic Aviation, has been appointed editor of the monthly maga- 
zine, The Transporter. 





The Junior Traffic Club of Metropolitan St. Louis will hold 
a monthly meeting at the DeSoto Hotel October 4. The annual 
dinner dance will be held December 2. 

The Pacific Traffic Association of San Francisco held a 
golf tournament at the California Golf Club September 22. 
Dinner was, served. Ralph Branham was chairman of the com- 
mittee on arrangements. A steamship night dinner meeting 
will be held October 12. T. F. Luedtke heads the committee an 
arrangements. 





The following corrections have been received in the list of 
traffic clubs printed in the Traffic World August 19: Motor 
City Traffic Club of Detroit, Russ Armstrong, president, and 
Ralph W. Erickson, secretary; Tri-State Traffic Club of Kan- 
sas, Missouri and Oklahoma, J. W. Boysen, president, and Earl 
C. Toutz, secretary. 


John L. Bohm, mayor of Milwaukee, will speak on ‘“Mil- 
waukee’s Postwar Transportation’ at a luncheon meeting of 
the Milwaukee Traffic Club at the Hotel Pfister October 2. The 
meeting is being arranged by the club’s educational committee 
of which W. R. Burghardt is acting chairman. 





BARNARD NOMINATION HELD UP 


Chairman Wheeler, of the Senate interstate commerce 
committee, said, September 21, in answer to an inquiry, that 
the committee would not act on the nomination of George M. 
Barnard, member of the Indiana commission, to be a member 
of the Interstate Commerce Commission until after the election 
in November. 

It is understood that several senators asked the chairman 
to defer action on the nomination until after the election. There 
was speculation that if President Roosevelt were not reelected, 
the Senate would take no action on the nomination and the 
vacancy on the Commission would be filled by appointment 
made by Mr. Dewey. 

The nomination of Mr. Barnard: was sent to the Senate 
May 31 to fill the vacancy on the Commission caused by the 
death of Commissioner Eastman. At that time Mr. Barnard 
was suffering from injuries received in an automobile accident 
and he could not come to Washington for a hearing before the 
Senate interstate commerce committee. Later the Senate re- 
cessed and though it again convened later, it was said a full 
meeting of the committee could not be obtained to consider 
the nomination due to the absence of senators. The committee 
was advised recently that Mr. Barnard had recovered from his 
injuries and could come to Washington. 

Governor Schricker, Democrat, of Indiana, is credited in 
political circles with having brought about the nomination of 
Mr. Barnard who is the Republican member of the Indiana 
commission. The governor is understood to have strongly rec- 
ommended Mr. Barnard for the place to Democratic National 
Chairman Hannegan and it is understood that the latter was 


instrumental in bringing about the nomination by the Presi- 
dent. 


Wheeler on R. R. Accidents 


Chairman Wheeler, of the Senate interstate commerce 
committee, referring to the train: wreck near Terre Haute, Ind., 
in which a number of soldiers and others were killed, said, 
September 19, that the railroads contributed ‘‘to this unneces- 
sary death toll,” and that, if the Commission did not awaken 
from “its long lethargy, then it may become necessary to 
repeat action taken against inadequate commissions in the 
past.” His statement follows: 


In the early morning, five days ago, many soldiers of the army air 
forces as well as civilians and railroad employes were killed or seri- 
ously injured in a train wreck near Terre Haute, Ind. This was one 
of a long series of preventable wrecks. Safety devices have long been 
available to the railroads. In this particular case, the wreck is par- 
ticularly tragic. These were very precious lives. These men had 
faced death on many missions against the enemies of our nation. The 
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army sent them back to this country either to freshen them up for 
further missions against the enemy, or else to utilize their peerless 
experience and skills in fields where they could be of the greatest 
use in winning the war. And while traveling, in accordance with this 
army plan, in our land, they were killed because our railroad systems 
have not adequately installed available safety devices. 

Every year we have similar loss of life on the railroads. Smajij 
railroads and big railroads, weak railroads and strong railroads con- 
tribute to this unnecessary death toll. Nor is there any indication that 
the directors of our railroads are ready to change their policies. leet- 
ings of those directors should have been called on the day on which 
the news was flashed that these aviators had been killed. 

Railroad boards of directors ought to call special meetings at 
once to authorize the placing of contracts, where necessary, the raising 
of funds for installing these safety devices. The railroad managements 
should bend every effort to get delivery of these devices as soon as 
the lifting of wartime priorities permits. 

The railroads should be made to understand that if they do not 
act within a specified number of days, then the government will act, 
Twenty-four years ago Congress empowered the Interstate Commerce 
Commission to command the railroads to install safety devices. The 
Commission has very largely left the matter to the companies. Sharp 
disagreement with this attitude of inaction was expressed by a dis- 
tinguished member of the Commission, the late Joseph B. Eastman, 
eight years after Congress had given the Commission the power to act, 
He said he would give the railroads just six months to submit definite 
plans to the commission. That was sixteen years ago. Since then the 
Commission’s attitude has not sufficiently changed for the better. 

The Commission should now quickly ascertain whether the railroads 
are going to place the contracts for these safety devices, how soon 
this will be done, and whether this time they will move in dead 
earnest. If the Commission does not take such steps, if it does not 
awaken from its long lethargy, then it may become necessary to 
repeat action taken against inadequate commissions in the past. 

Employes and managements have loyally, and with devotion to 
the public and to the nation, contributed to the transportation system 
all the efficiency obtainable from human beings. They, like the travel- 
ing public, are entitled to all the safety now and long since obtainable 
from science and invention. 


Rates and War Taxes 


Argument in opposition to a proposal so to manipulate the 
rates of the railroads as to eliminate payment by them of 
federal war taxes has been submitted in a memorandum pre- 
pared by Dr. C. S. Duncan, economist of the Association of 
American Railroads, to the Railroad Commission of California. 
Dr. Duncan said the memorandum was his own and was not 


to be considered as an authorized statement of the A. A. R. 
or its officers. 


The Railroad Commission of California has under way an 
investigation in its Case No. 4731 of the question of readjust- 
ing rates so as to “eliminate part of the income upon which 
such federal war taxes are levied.” It was assumed that the 
intention, in part, was to study the effect of reducing rates to 
the extent necessary ‘‘so that federal war taxes would not be 
paid by the railroads and other utilities,” said he. 

The announcement by the California commission, said Dr. 
Duncan, gave no indication of the method by which the 
proposal might practically be applied. 

“Practically it would not be possible to adjust rates and 
charges so as to obviate the payment of future war taxes on 
the basis of past traffic, for the reason that conditions change 
rapidly and no one year supplies a pattern or guide for the 
next,” said he. ‘Again, conditions vary widely on different rail- 
roads but rates apply to all alike, and, therefore, changes in 
rates would have different effects.” 

Dr. Duncan submitted data in support of a conclusion that 
one effect of applying the proposal to Class I railroads for 
1943, meaning thereby the reduction of rates so as to eliminate 
the payment of federal war taxes, would be to leave to these 
railroads a net income reduced by at least 50 per cent. 

Other conclusions reached by Dr. Duncan were: 


If the proposal here under consideration is carried out in practice, 
the stockholders as owners of the property of the rail carriers would 
be the victims generally of double taxation and, in most cases, of 4 
triple burden, in that the returns to them from the operation of their 
property would be reduced, while as individuals they would still have 
to pay war income taxes and at the same time their returns are reduced 
by the land grant rates on government military traffic. 

The owners of railroad property would be deprived of the right 
to a fair return on their investment in railroad property by the appli- 
cation of the proposal here under inquiry. 

The shippers who pay railroad freight charges would receive an 
unjustified reduction in their rates and would have their rate structure 
demoralized and rendered unstable by the application of the proposal 
under investigation. 





AUTOMOBILE USE TAX 


Representative Goodwin, of Massachusetts, has introduced 
H. R. 5365, providing for expiration of the tax on the use of 
motor vehicles on June 30, 1945. 
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September 23, 1944 


Postwar Railroad Cars 


Speaking at a meeting of the Southern and Southwestern 
Railroad Club at Atlanta, Ga., September 21, E. D. Campbell, 
vice-president, engineering, American Car and Foundry Com- 
pany, predicted “drastic changes in freight car construction 
after the war.” The changes would come about principally be- 
cause of the availability of new construction materials and the 
new advances in the art of welding, said he. War experience, 
he said, had developed new techniques in welding that made it 
more dependable. All of these developments had not as yet 
been made public, because of the need for military secrecy, he 
said, but enough was known to indicate that the construction of 
freight cars in postwar days “would veer to welding from our 
conventional method of riveting.” 

The new metals, he said, would help to reduce the weight 
of the postwar freight car, adding that they would be particu- 
larly valuable in the construction of hopper cars. Such cars, he 
said, were always loaded to capacity, hence any reduction in 
weight was ‘a potential increased revenue factor.” He warned, 
however, that these changes would not be made immediately 
because dependability was the first requisite of the freight car 
and “anything new or revolutionary must prove itself depend- 
able.” 

He also predicted that postwar passenger cars would be 
improved in “comfort, appointments and eye appeal.” 

After the war railroads would have to sell transportation 
more intensively to “the general public, the shippers and the 
shipping interests.” To do that, they would have to stress 
safety elements and safety records in passenger carriage, he 
said, adding the suggestion that public address systems be in- 
stalled on passenger train so as to “glamorize” travel by broad- 
casting on the train “the historical backgrounds of the United 
States through which the train might be passing.” In freight 
advertising, he said “service to the shipper” must be the key- 
note. 


FARES FOR RELEASED SOLDIERS 


H. R. 5198 the Lea bill to amend section 22 of the inter- 
state commerce act by authorizing common carriers to grant 
reduced fares to personnel of the U. S. armed services or of 
foreign armed services when traveling on furlough at their 
own expense or to persons discharged from the armed services 
was passed by the Senate September 20, without a record 
vote, and the bill was sent to the President (see Traffic World, 
Aug. 26, p. 516, and Sept. 2, p. 574). The bill had been reported 
earlier the same day by Chairman Wheeler of the Senate 
interstate commerce committee. The report included a letter 
signed by Commissioner Charles D. Mahaffie, acting chairman 
of the Commission’s legislative committee, and Commissioner 
John L. Rogers, explaining the provisions of the bill and urging 
its passage by the Senate. 


Surplus U. 8S. Transport Property 


Congress has completed action on H. R. 5125, providing for 
the disposal of surplus government property and plants, includ- 
ing transport facilities and equipment, with adoption of a con- 
ference committee report by the House and the Senate. 


The bill calls for establishment of a three-member Surplus 
Property Board in the Office of War Mobilization, to have gen- 
eral supervision over the care, handling and disposition of sur- 
plus property and the transfer of such property between govern- 
ment agencies, but it makes the Maritime Commission the sole 
disposal agency for “surplus vessels which the commission de- 
termines to be merchant vessels or capable of conversion to 
merchant use” and requires that such vessels be disposed of 
only in accordance with the provisions of the merchant marine 
act of 1936, as amended, and other laws authorizing the sale of 
such vessels. 


Section 13(c) of the bill provides that ‘“‘no airport and no 
harbor or port terminal, including necessary operating equip- 
ment, shall be otherwise disposed of until it has first been of- 
fered, under regulations to be prescribed by the (Surplus Prop- 
erty) Board, for sale or lease to the state, political subdivision 
thereof, and any municipality, in which it is situated, and to all 
municipalities in the vicinity thereof.” 

The bill contains a provision to enable states or their politi- 
cal subdivisions to reacquire from the government the original 
rights-of-way of highways within real property used in war- 
‘time by the government where such highways were “vacated, 
destroyed, or shut off from general public use.” 

The Surplus Property Board is required, under the bill, to 
report to Congress classes of surplus property, including pipe- 
lines and facilities used for transporting oil, aircraft plants and 
facilities and aircraft and aircraft parts, shipyards and facili- 
ties, and transportation facilities, not including any plant that 
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cost the government less than $5,000,000. In the case of pipe- 
lines and facilities for transporting oil, the bill provides that 
‘no disposition shall be made or authorized until thirty days 
after such report (or additional report) has been made while 
Congress is in session, except that the board may authorize any 
disposal agency to lease any such property for a term of not 
more than five years.” The board may authorize the disposition 
of the other types of transport facilities and equipment men- 
tioned whenever it deems such authorization to be in the in- 
terest of the objectives of the bill. 


W. S. A. RATE ORDER 

By its rate order No. 291, the War Shipping Administra- 
tion has prescribed a surcharge of 25 per cent applicable to 
freight rates not in excess of those of the Calcutta Trans- 
Pacific Conference in effect September 1, 1940, or as may have 
been authorized since that date, in the trade from ports in 
India and Ceylon to ports in the Hawaiian Islands, on vessels 
completing loading on and after August 1, 1944. 








Digest of New Complaints 





No. 29187, Belle Eldridge Gold Mines, Inc., Deadwood, S. D., vs. Santa 
Fe et al. 

Rates on zine concentrates, shipped from Deadwood, S. D., to 
Amarillo, Tex., from July 3, 1942, to August 10, 1943, in violation 
of section 1. Asks cease and desist order, rates, and reparation. 
(R. D. Springer, 100 W. 10th St., Sioux Falls, S. D.) 

No. 29188, The Stille-Young Coporation, Chicago, Ill., et al vs. Akron, 
Canton & Youngstown et al. . 

Allege increased rates permitted by the Commission in Ex Parte 
148 in the period March 18, 1942 to May 15, 1943, were in violation 
of sections 1, 2, and 3. Ask present suspension of increased rates 
to January 1, 1945, be made permanent; cancellation of all tariffs 
that will to any extent reinstate. the increased rates; continuance in 
effect of present generai level of rates; and reparation. (Charles 
O. Swartz, 134 N. LaSalle St., Chicago 2, Ill., and L. V. Brandt, 
1811 S. Prairie Ave., Chicago 16, Ill.) 

No. 29189, Haley-Neeley Co., Sioux City, Ia., et al. vs. Atlanta, Birm- 
ingham & Coast Railroad Co. et al. 

Rates on bananas, shipped in the two years immediately preced- 
ing date of complaint, from points in Florida, to points in Iowa 
and South Dakota, in violation of sections 1, 3, 4, and 6. Asks 
cease and desist order, rates, and reparations of $10,000. (P. R. 
Wigton, 1221 Badgerow Bldg., Sioux City (9), Iowa. 

No. 29190, Julius Forstmann & Co., Inc., Passiac, N. J., vs. Erie et al. 

Rates on one import lot of greasey wool, loaded in seven cars, 
shipped March 13 and 14, 1942, from New Orleans, La., to Dundee, 
N. J., in violation of sections 1 and 3. Asks that informal com- 
plaint No. 17162, closed March 11, involving the same shipments, 
be made part of record in instant complaint, and reparation of 
$2,000. (J.. V. Brandt, 1811 Prairie Ave., Chicago 16, Ill.) 

MC C-434, Contract Cartage Co., Pontiac, Mich., vs. F. J. Boutell 
Driveaway Co., Inc. 

Alleges operating authority granted defendant in MC 3468, and 
to C. M. Boutell, Marvin E. Boutell, Anna Boutell, and Wilbur H. 
Boutell, dba Central States Transit Lines, in MC 72553, is the 
same and that operations of the certificate holders have been 
conducted as a single business for which only one certificate should 
have been granted. Asks operating authority be deleted from MC 
3468 or, in the alternative, that the certificate in MC 72553 be 
revoked. (B. W. La Tourette, 818 Olive St., St. Louis, Mo.) 

MC C-434, Sub. 1, Contract Cartage Co., Pontiac, Mich., vs. C. M. 
Boutell, Marvin E. Boutell, Anna Boutell, and Wilbur H. Boutell, 
dba Central States Transit Lines. 

Repeats allegations of MC C434, and asks that the certificate in 
MC 72553 be revoked or, in the alternative, that the authority in 
MC 3468 be deleted. (B. W. La Tourette, 818 Olive St., St. Louis, 
.Mo.) 

MC C-434, Sub. 2, Automobile Shippers, Inc., Detroit Mich., vs. F. J. 
Boutell Driveaway Co., Inc. 

Contains same allegations as in MC C-434, and asks that the 
authority in MC 3468 be deleted or, in the alternative, that the cer- 
tificate in MC 72553 be revoked. (Louis E. Smith, 318 Chamber of 
Commerce Bldg., Indianapolis, Ind.) 

MC C-434, Sub. 3, Automobile Shippers, Inc., Detroit, Mich., vs. C. M. 
Boutell, Marvin E. Boutell, Anna Boutell, and Wilbur H. Boutell, 
dba Central States Transit Lines. 

Contains same allegations as in MC C-434, and asks that the cer- 
tificate in MC 72553 be revoked or, in the alternative, that the 
authority in MC 3468 be deleted. (Louis E. Smith, 318 Chamber 
of Commerce Bldg., Indianapolis, Ind.) 

No. 29191, Hamilton Manufacturing Co., Burbank, Calif., vs. C. B. & Q. 
et al. 

Rates on grain bins, shipped between July 1, 1942, and January 
1, 1943, from Burbank and Los Angeles, Calif., to points’ in Colo- 
rado, Kansas, Nebraska, Montana, North Dakota, South Dakota, 
and Wyoming, in violation of sections 1, 3, and 6. Asks cease 


and desist order and reparation of $20,000. (E. W. Cox, 406 South 
Main St., Los Angeles, Calif.) 








































































































Docket of the Commission 





NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WorRLD. New assignments 
now on the Commission’s dacket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted eleewhere. 


September 25—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
MC 52458—Sub 6—T. I. McCormack Trucking Co., Inc., New York, 
N. Y., certificate to extend operations. 


September 25—Cleveland, O.—Fed. Bldg.—Examiner Hanrahan and Jt. 
Bd. 117: 
MC 48846, Sub. 6—Curtis Keal Transport Co., Cleveland, O., certif- 
icate to extend operations. 
MC 52110, Sub. 32—Brady Transfer and Storage Co., Fort Dodge, Ia., 
certificate to extend operations. 


September 25—Decatur, IIl.—Fed. Bldg.—Examiner Walsh: 
29141—A. E. Staley Manufacturing Co. vs. B. & O. 


September 25—Great Falls, Mont.—Rainbow Hotel—Jt. Bd. 83: 
MC 105217—Rice Truck Lines, Great Falls, Mont., certificate. 


September 25—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 72: 
MC 22492 Sub. 3—Bowser Truck Line, Inc., Indianapolis, Ind., cer- 
tificate to extend operations. 


September 25—Oklahoma City, 
roughs: 
MC 74077 Sub. 3—Stone Transfer and Storage Co., Oklahoma City, 
Okla., certificate to extend operation. 


September 25—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Cave: 
MC 18008 Sub. 2—Lancaster Transportation Co., Lancaster, Pa. 


September 25—Sacramento, Calif.—U. S. Ct.—Commissioner Porter: 
Finance 14604—Appl. So. Pac. R. R. and So. Pac. Co., lessee, for 
abandonment of branch line from Grace to Wilson, Calif. 
Finance 14605—Appl. So. Pac. R. R. and So. Pac. Co., lessee for 
authority to construct a line from Yuba City to Berg, Calif. 


September 25—Williamsport, Pa.—U. S. Ct.—Examiner Hanback and 
Jt. Bd. 65: 
MC 104958 Sub. 1—McCormick Drayline, Lock Haven, Pa., certificate. 
MC 105134—Yeager’s Trucking, Clearfield, Pa., certificate. 


September 26—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
MC 16682 Sub. 17—Mural Trucking Service, New York, N. Y., cer- 
tificate to extend operations. 


September 26—Detroit, Mich.—Hotel Fort Shelby—Examiner Hanrahan: 
MC 94430, Sub. 2—A. Weiss, Mongo, Ind., to extend operations. 


September 26—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 21: 
MC 74588 Sub. 29—Marion Trucking Co., Inc., Marion, Ind., permit, 
to extend operations. 
September 26—Jacksonville, Fla.—Hotel Mayflower—Examiner Yardley: 
1. & S. M-2452—Increased joint class rates, St. Johns River Line. 


September 26—Providence, R. !.—Narragansett Hotel—Jt. Bd. 18: 
MC 1517 Sub. 7—New England Greyhound Lines, Inc., Cleveland, O., 
certificate to extend operations, 


September 26—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 170: 
MC 69419 Sub. 16—Groendyke Transport Co., Enid, Okla., certificate 
to extend operations. 


Okla.—Skirvin Hotel—Examiner Bor- 


September 26—Washington, D. C.—Argument: 
Finance 14469—N. C. & St. L., abandonment. 


September 26—Washington, D. C.—Examiner Brinkley: 
Finance 10714—A, T. & N., reorganization. 


September 26—Wheeling, W. Va.—McLure Hotel—Examiner Prichard: 
Finance 14593—Appl. of B. & O. for abandonment of operation of St. 
Clairsville & Northern between Barton and St. Clairsville, O. 
Finance 14594—Appl. of village of St. Clairsville, O., and St. Clairs- 
ville & Northern for certificate permitting abandonment of St. 
Clairsville & Northern between Barton and St. Clairsville, O. 


September 26—Williamsport, Pa.—U. S. Ct.—Examiner Hanback: 
MC 94438, Sub. 1—A. J. Fremberg, Williamsport, Pa., permit to 
extend operations. 


September 27—Cincinnati, O.—Gibson Hotel—Jt. Bd. 117: 
MC 72214 Sub. 1—Hauselman Transportation Co., Middletown, O., 
certificate, 
MC 105149—Union Transfer and Storage Co., Cincinnati, O., permit. 
September 27—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 57: 
MC 104076, Sub. 2—Pioneer and Fayette Railroad Co., Pioneer, O.. 
certificate to extend operations. 
MC 3121, Sub. 5—Steel Trucking, Inc., Dearborn, Mich. 
September 27—Harrisburg, Pa.—State Comm.—Jt. Bd. 65: 
MC 66562 Sub. 561—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
September 27—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 73: 
MC 32903 Sub. 1—E. Ecker, Burbon, Ind., to extend operations. 
September 27—Jacksonville, Fla.—Mayflower Hotel—Jt. Bd. 64: 
MC 29879 Sub. 8—Reliable Transfer Co., Inc., Augusta, Ga. 
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September 27—Jacksonville, Fla-—Mayflower Hotel—Examiner Yardley: 
i. & S. M-2439—Kennelly Transfer & Storage Co., between Fla. ang 
Southern points. 
September 27—Oklahoma City, 
roughs: 
MC 105153—Emergency Transit Service, Oklahoma City, Okla., per. 
mit. 
September 27—Washington, D. C.—Examiner Romero: 
Finance 14652—Application of P. L. & W. and Youngstown & Southern 
to merge franchises and properties of former into latter. 
Finance 14653—Application of Youngstown & Southern for authority 
to issue securities. 
September 27—Seattle, Wash.—Olympic Hotel—Examiner Stiles: 
W-587—Foss Launch & Tug Co., common carrier application. 
September 28—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
MC 52110 Sub. 26—Brady Transfer and Storage Co., Ft. Dodge, Ia,, 
certificate to extend operations. 
September 28—Cincinnati, O.—Gibson Hotel—Jt. Bds. 37 and 60: 
MC 15204 Sub. 5—R. L. Dance Trucking Co., Cincinnati, O., certificate 
to extend operations. 
MC 30697 Sub. 9—R. E. Dieckbrader, Cincinnati, O., permit to extenq 
operations. 
MC 30697 Sub. 1:—R. E. Dieckbrader, Cincinnati, O., permit to extend 
operations. ; 


September 28—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 76: 
MC 61741, Sub. 9—Great Lake Greyhound Lines, Inc., Detroit, Mich., 
certificate to extend operations. 


September 28—Harrisburg, Pa.—State Comm.—Jt. Bd. 42: 
MC 67646 Sub. 22—Hall’s Motor Transit Co., Sunbury, Pa., certificate 
to extend operations. 


September 28—Hartwell, Ga.—Ct. House—Examiner Lyle: 
Finance 14396—Appl. of Hartwell Ry. for abandonment of line from 
Bowersville to Hartwell, Ga. 


September 28—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 9: 
MC 50034 Sub. 10—Courier Express, Inc., Logansport, Ind., certificate 
to extend operations. 


September 28—Oklahoma City, 
roughs: 
MC 40494 Sub. 5—J. S. Byard, Enid, Okla., to extend operations. 


September 28—Tallahassee, Fla.—Fla. RR Comm.—Jt. Bd. 64: 
MC 58003 Sub. 2—Al Welch’s Transfer, Tallahassee, Fla., certificate 
to extend operations. 
MC 105249—Chastain Transfer Line, Thomasville, Ga., permit. 


September 28—Washington, D. C.—Examiner Job: 
Fourth Section Appl. 20849—Tankage from Carteret, N. J. 


September 28—Watertown, N. Y.—Ct. House—Examiner Prichard: 
Finance 14618—Appl. of N. Y. C. for certificate permitting abandon- 
ment of branch line extending from Limerick to Cape Vincent, N. Y. 
September 29—Albany, Ga.—U. S. Ct.—Jt. Bd. 101: 
MC 6009 Sub. 16—Georgia Stages, Inc., Albany, 
extend operations. 
September 29—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
MC 61019 Sub. 3—Fish Transport Co., Inc., New Bedford, Mass., cer: 
tificate to extend operations. 
September 29—Chicago, IIl.—Sherman Hotel—Examiner Hanrahan: 
MC 78261, Sub. 21—Midwest Transfer Co., Maywood, IIll., permit to 
extend operations. 
September 29—Columbus, O.—State Comm.—Examiner Harrison: 
MC-C 370—The B. & T. Metals Co. vs. Transamerican Freight Lines. 
September 29—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 21: 
MC 15808 Sub. 14—Girton Bros., Inc., Brazil, Ind., permit to extend 
operations. 
September 29—Long Beach, Calif.—Jergens Trust Bldg.—Commissioner 
Porter: 
Finance 14639—Application of A. T. & S. F. for extension of line 
from Wilmington to Long Beach, Calif. 
September 29—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 88: 
MC 89913 Sub. 36—Frisco Transportation Co., St. Louis, Mo., certifi 
cate to extend operations. 
September 29—St. Louis, Mo.—Coronado Hotel—Examiner Walsh: 
W-367—Waterways Transportation, Inc., application. 
September 29—Spokane, Wash.—U. S. Ct.—Examiner Stiles: 
W-507—Tidewater Transportation Co., common carrier application. 
September 30—Anniston, Ala.—Fed. Bldg.—Examiner Lyle: 
Finance 14577—Application S. A. L. for abandonment of line from 
Tredegar to Jacksonville, Ala. 
September 30—Oklahoma City, Okla.—Skirvin Hotel—Examiner Bor- 
roughs: 
1. & S. M-2437—Rate restrictions over Lee Way Motor Freight. 
September 30—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 88: 
MC 30605 Sub. 48—Santa Fe Trail Transportation Co., Wichita, Kan.. 
certificate. 
October 2—Brooklyn, N. Y-—Hotel St. George—Examiner Badian: 
MC 80413 Sub. 1—F. D. McKay, Inc., Salamanca, N. Y., certificate 
to extend operations. 
MC 103729 Sub. 1—J. & S. Delivery Service, Linden, N. J., permit to 
extend operations. 
October 2—Brooklyn, N. Y.—Hotel St. George—Examiner Coyle and Jt. 
Bd. 42. 
MC-C 413—Peters Trucking Corp., New York, N Y.; MC-C 414—F. A. 
Weick, Inc., New York, N. Y.; MC-C 415—Waco Transportation Co., 


Okla.—Skirvin Hotel—Examiner or. 


Okla.—Skirvin Hotel—Examiner Bor- 
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Newark, N. J.; MC-C 416—A. E. Behrens Express, Neptune, N. J.; 
MC-C 417—Luther Van Service, Inc., Teaneck, N. J.; MC-C 418— 
Nassau Van Co., Inc., Brooklyn, N. Y.; MC-C 424—Glen Cove Motor 
Express Lines, Glen Cove, N. Y., revocation of certificates. 


October 2—Brooklyn, N. Y.—Hotel St. George—Examiner Cremins: 
# Finance 9954—F., J. & G., reorganization. 


October 2—Chicago, IIl.—Sherman Hotel—Examiner Hanrahan: 
MC 52657, Sub. 180—Arco Auto Carriers, Inc., Chicago, Ill., certificate 
to extend operations. 


October 2—Detroit, Mich.—Hotel Fort Shelby—Examiner Dunn: 
MC 8989 Sub. 80—Howard Sober, Inc., Lansing, Mich., certificate to 
extend operations. 


October 2—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 280: 
MC 58346 Sub. 1—Gray Truck Line, Craig, Colo., certificate. 


October 2—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Parker: 
MC 39937—B. W. Healey, Pittsburgh, Pa. 
October 2—Sacramento, Calif.—U. S. Ct.—Jt. Bd. 75: 
MC 78786 Sub. 147—Pacific Motor Trucking Co., San Francisco, Calif., 
certificate to extend operations. 
MC 78786 Sub. 143—Pacific Motor Trucking Co., San Francisco, Calif., 
certificate to extend operations. 


October 2—St. Louis, Mo.—Coronado Hotel—Examiner Walsh: 
Fourth Section Appl. 20822—Wooden handles from southwest to south. 
Fourth Section Appl. 20266—Asphalt from El Dorado, Kan. 


October 3—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
MC 96532—Fleetwood Sedan Service, New York, N..Y., certificate or 
permit. 
# MC 105237—D. Kramer, Woodbourne, N. Y., certificate. 


October 3—Brooklyn, N. Y.—Hotel St. George—Examiner Coyle: 

MC-C 425—M. H. Powers Co., New York, N. H.;MC-C 426—W. Franz, 
Farmingdals, L. I., N. Y.; MC-C 427—United District Express & 
Trucking Corp., Port Richmond, Staten Island, N. Y.; MC-C 428— 
Robbins Motor Express, Eussex, N. J.; MC-C 431—W. J. Lynn, New 
York, N. Y.; MC-C 432—Famous Trucking Co., Brooklyn, N. Y., 
revocation of certificates. 


October 3—Chicago, IIl.—Sherman Hotel—Jt. Bds. 149 and 13: 
MC 1514, Sub. 7—Illinois Greyhound Lines, Inc., Cleveland, O., cer- 
tificate to extend operations. 


October 3—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 126: 
MC 89599 Sub. 3—Yuma County Transportation Co., Yuma, Colo., cer- 
tificate to extend operations. 


October 3—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 76: 
MC 104911—Barnett Detroit Cartage Co., Detroit, Mich. 


October 3—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 57: 
MC 74001 Sub. 49—Premier Motor Transportation Co., Grand Rapids, 
Mich., certificate to extend operations. 


October 3—Duluth, Minn.—U. S. Ct.—Jt. Bd. 142: 
MC 28779 Sub. 6—Matthews Freight Service, Inc., 
Minn., certificate to extend operations. 


October 3—Inverness, Fla.—Citrus County Ct.—Examiner Lyle: 
Finance 14439—Appl. of S. A. L. for abandonment of line from Inver- 
ness Junction to Inverness, Fla. 


October 3—Milwaukee, Wis.—Hotel Schroeder—Examiner Smith: 
* MC-F 2613—H. J. Olson et al., control; Olson Transportation Co., 
purchase L. Markel. 


October 3—Pierre, S. D.—State Comm.—Jt. Bds. 184 and 185: 
MC 104925—H. J. Christensen, Kyle, S. D., common carrier. 
MC 105233—J. C. Jamison, Mission, S. D., certificate. 


October 3—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Parker: 
MC 65748 Sub. 1—East End Trucking Co., Pittsburgh, Pa. 


October 3—St. Paul, Minn.—Hotel Lowry—Examiner Stiles: 
29160—Railroad and Warehouse Comm. of Minn. vs. C. G. W. et al. 


October 3—Washington, D. C.—Examiner Brown: 

W 911—H. E. Savage, Jr., contract carrier application. 
October 3—Washington, D. C.—Examiner Schutrumpf: 
* Finance 14447—W. & O. D., purchase. 


October 4—Brooklyn, N. Y.—Hotel St. George—Examiner Badian and 

Jt. Bds. 42, 305, 119, and 227: 

MC 104847 Sub. 1—J. Glick, Brooklyn, N. Y., permit. 

MC 105152—J. A. Finneran, Brooklyn, N. Y., certificate. 

MC-C 412—Mickey’s Express, Bristol, Conn.; MC-C 419—Federal Stor- 
age Warehouse, Newark, N. J.; MC-C 420—J. W. Ort, Long Valley, 
N. J.; MC-C 421—U. M. Hintze, Arlington, N. J.; MC-C 422—Van 
Tassell’s Express, Chappaqua, N. Y.; MC-C 423—Acme Express, 
Newark, N. J.; MC-C 429—J. L. Mount, Cream Ridge, N. J.; MC-C 
430—Barretts Express, Hightstown, N. J., revocation of certificates. 


October 4—Lansing, Mich.—Hotel Porter—Jt. Bds. 73 and 76: 
MC 59559 Sub. 12—D. Graff & Sons, Kalamazoo, Mich., certificate to 
extend operations 
MC 66562 Sub. 579—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 


October 4—Louisville, Ky.—Kentucky Hotel—Examiner Walsh: 

|. & S. 5303—Cement, Speed, Ind. to Bristol and Norton. 
* Fourth Section Appl. 20990—Cement from Ind. and Ky. to south. 
October 4—Madison, Wis.—State Comm.—Examiner Smith: 
* MC-F 2578—Greyhound Corp., control; Northland Greyhound Lines, 

Inc., purchase, Wisconsin Power and Light Co. 

October 4—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 65: 

MC 1199 Sub. 2—T. W. McKnight Transfer, Grove City, Pa. 

MC 11266 Sub. 1—H. S. Anderson, Washington, Pa., certificate to 
exiend operations. 
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October 4—St. Paul, Minn.—Hotel Lowry—Examiner Stiles: 
1. & S. 5293—Cattle, Miss. River crossings to Terre Haute. 


October 4—Salt Lake City, Utah—State Comm.—Jt. Bd. 207: 
MC 88857-Sub. 21—O. M. Collett, Salt Lake City, Utah, certificate 
to extend operations. 


October 4—Washington, D. C.—Argument: 
29015—S. F. & N. V. R. R. vs. Sou. Pac. et al 
October 4—Washington, D. C.—Examiner Weems: 

29153—-St. L-S. F. vs. C. of G. 


October 4—Washington, D. C.—Examiner Mackley: 


* 28277—C. R. I. & P. et al., vs. Ahnapee & Western et al. 
* 28589—B. & O. et al vs. C. R. I. & P. et al. 


October 5—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: - 
MC 17778 Sub. 6—B. & E. Transportation Co., Inc., Secaucus, N. J. 


October 5—Las Vegas, Nev.—Fed. Bldg.—Jt. Bd. 128: 
MC 62379 Sub. 2—Overland Greyhound Lines, Omaha, Neb., certifi- 
cate to extend operations. 


October 5—Okeechobee, Fla.—Okeechobee County Ct.—Examiner Lyle: 

Finance 14590—Appl. F. E. C. (1) for permission to abandon line from 

Maytown to a point 14.6 miles south of Okeechobee, and (2) for 
authority to construct a connecting track to Ft. Pierce, in Fla. 


October 5—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 27: 
MC 10955 Sub. 2—Renner Motor Lines, Barberton, O., certificate to 
extend operations. 
MC 82336 Sub. 3—United Parcel Delivery, Inc., Youngstown, O., per- 
mit to extend operations. 


October 5—Salt Lake City, Utah—State Comm.—Jt. Bds. 207 and 213: 
MC 2863 Sub. 8—Rio Grande Motor Way, Inc., Denver, Colo., certifi- 
cate to extend operations. 


October 5—Sisseton, S. D.—Fed. Bldg.—Jt. Bd. 143: 
MC 105179—L. V. George, Sisseton, S. D., permit. 
October 5—St. Paul, Minn.—R. R. and Warehouse Comm.—Examiner 
Smith: 
* MC-F 2577—S. L. Wasie, control; Merchants Motor Freight, 
purchase, Loyd’s American Line, Inc. 


October 5—Washington, D. C.—Argument: 
28277—-C. R. I. & P., et al., vs. Ahnapee & Western, et al. 
28589—B. & O., et al., vs. C. R. I. & P., et al. 


October 6—Brooklyn, N. Y.—Hotel St. George—Examiner Badian and 
Jt. Bd. 305: 
MC 9837 and Sub- 1—Red Circle Freight Lines, Inc., Brooklyn, N. Y. 
MC 94876 and Sub. 1—Tuxedo Trucking Co., Long Island City, N. Y. 


October 6—Milwaukee, Wis.—Hotel Schroeder—Examiner Dunn: 
MC 39717 Sub. 15—Hilside Garage & Transit Co., Milwaukee, Wis. 


October 6—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Parker: 
MC 30416 Sub. 5—Sentle Trucking Co., Toledo, O., certificate to ex- 
tend operations. 


October 6—Salt Lake City, Utah—State Comm.—Jt. Bds. 280 and 85: 
McC 105089—United Traders, Evanston, Wyo., certificate. 

October 7—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
MC 12294—Truckman’s Representative, New York, N. Y., license. 
MC 96531—Fusco Trucking Co., Bronx, New York, N. Y., certificate 

or permit. 

October 7—Idaho Falls, Idaho—Fed. Bldg.—Jt. Bd. 49: 

MC 105154—A. C. Nichols, Idaho Falls, Idaho, certificate. 


October 7—Salt Lake City, Utah—State Comm.—Examiner Freidson: 
1. & S. M-2458—Bakery goods, intermountain-Pacific Coast points. 


October 9—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
MC-C 407—Great Atlantic & Pacific Tea Co. vs. Ontario Freight Lines 
Corp. 
MC 2835 Sub. 9—Adirondack Transit Lines, 
certificate to extend operations. 
MC 34736 Sub. 3—Dirago Brothers, Milton, N. Y., certificate to ex- 
tend operations. 
October 9—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
* MC 44370 Sub, 2—E. M. Lerit, Inc., Newark, N. J., certificate to 
extend operations. 
October 9—Buffalo, N. Y.—Hotel Buffalo—Examiner Parker: 
MC 105172—Covered Wagon Train, Belfast, N. Y., certificate. 
October 9—Chicago, III.—Hotel Morrison—Examiner Stiles: 
29163—-Cardox Corp. vs. A. & W. Ry. Co., et al. 
October 9—Davenport, la-—U. S. Ct.—Jt. Bd. 54: 
MC 105220—J. P. Yarrington, Galesburg, IIll., permit. 
October 9—Salt Lake City, Utah—State Comm.—Jt. Bd. 30: 
MC 102308 Sub. 4—Inland Freight Lines, Salt Lake City, Utah, cer- 
tificate to extend operations. 

October 10—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
MC 74772—Goodman’s N. Y., & Conn., Express Corp., New York, 
Mm. , 

October 10—Buffalo, N. Y.—Hotel Buffalo—Jt. Bd. 42: 

MC 11753 Sub. 1—C. H. Beaney, Brockport, N. Y., certificate. 
October 10—Chéyenne, Wyo.—State Comm.—Jt. Bd. 50: 

MC 105088—Angle’s Coal & Trucking, Wheatland, Wyo., certificate. 
October 10—Iowa City, la.—Fed. Bldg.—Jt. Bd. 92: 

MC 103097 Sub. 3—Bee Line Transit, Inc., Cedar Rapids, Ia., certifi- 

cate to extend operations. 

October 10—San Francisco, Calif.—P. O. Bldg.—Jt. Bd. 75: 

MC 30600 Sub. 41—Santa Fe Trail Transportation Co., Wichita, Kan., 
certificate to extend operations. 


Inc., 


Ine., Kingston, N. Y., 
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SUBSCRIBE FOR 


THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in advance of the effective dates. 





2. Advance Notice of Rate Proposals 





Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give public notice of 
all pro received from shippers and carriers 
to lish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each | Ipomongy Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 80 days’ notice. Before making 
them effective the railroads, motor carriers, and 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two regulatory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 





4. Advance Information of Classification 
Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of charge the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 





5. Other Essential Rate Information 





Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned and express 
tariffs. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$6.25 for a trial three months’ subscription teday. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Hl. 
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October 10—Washington, D. C.—Examiner Glover: 


Fourth Section Appl. 20749—Grain and grain products to stations on 
Mt. . oo. @ ee. RR. 


October 11—Amarillo, Tex.—Capitol Hotel—Jt. Bd. 210: 
MC 104943—A. E. Alcorn, Slaton, Tex., certificate. 


October 11—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 


MC 92959 Sub. 1—Louis Jagel & Son, Brooklyn, N. Y., permit 


to 
extend operations. 


October 11—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 


MC 82211 Sub. 1—V. F. Orza, Néw York, N. Y., permit to extend 
operations. 


October 11—Cleveland, O.—Hotel Cleveland—Jt. Bd. 117: 
MC 1503 Sub. 39—Central Greyhound Lines, Inc., Cleveland, O., cer- 
tificate to extend operations. 


MC 82874 Sub. 1—Akron Cartage, Akron, O., permit to extend oper- 
ations. 


October 11—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 146: 


MC 45163 Sub. 1—King Bros., Truck Line, Mason City, Ia., certificate 
to extend operations. 


October 11—Salt Lake City, Utah—State Comm.—Jt. Bd. 241: 
MC 263 Sub. 20—Garrett Freightline, Inc., Pocatello, Idaho, certifi- 
cate to extend operations. 


October 11—Washington, D. C.—Argument: 
28629—Commonwealth of Ky., et al., vs. Ill. Cent., et al. 
28689—TIllinois Coal Traffic Bureau vs. Ahnapee & Western, et al. 


October 11—Washington, D. C.—Examiner Kilroy: 
MC-C 409—Glenn L. Martin Co. vs. W. T. Cowan, Inc. 


October 12—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
MC 46879 Sub. 2—Walters Transit Corp., Long Island City, N. Y., 
certificate to extend operations. 


October 12—Cleveland, O.—Hotel Cleveland—Examiner Parker: 


MC 53194 Sub. 2—A. & A. Truck Lines, Inc., Canton, O., certificate 
to extend operations. 


October 12—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 53: 


MC 94911 Sub. 1—R. B. Barnett, Waukee, Ia., certificate to extend 
operations. 


October 12—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 146: 


MC 38412 Sub. 1—G. H. Robb, Estherville, Ia., certificate to extend 
operations. 


October 12—Madison, Wis.—State Comm.—Examiner Dunn: 
MC 29600 and Subs. 1, 2 and 7—Gross Brothers Contract Carriers, Wis- 
consin Rapids, Wis. 


October 12—Salt Lake City, Utah—State Comm.—Examiner Freidson: 
MC 19416 Sub. 5—C. H. Dunn, Dallas, Tex. 


October 12—Spokane, Wash.—Davenport Hotel—Jt. Bd. 49: 
MC 105207—D. M. Veach, Kellogg, Idaho, certificate. 


October 12—Washington, D. C.—Examiners Romero and Starr: 
Finance 14680—Jt. appl. of D. L. & W. and U. C. & S. V. for author- 
ity to merge the latter into the former. 
Finance 14681—D. L. & W., securities. 


October 13—Albuquerque, N. M.—Hilton Hotel—Jt. Bd. 87: 
MC 103157 Sub. 3—Dorris Truck Line, Hot Springs, N. M., certificate 
to extend operations. 


October 13—Des Moines, la.—Hotel Kirkwood—Examiner Cantrell: 
MC 44055 Sub. 18—Bos Truck Lines, Inc., Marshalltown, Ia., certifi- 
cate to extend operations. 


October 13—Minneapolis, Minn.—Hotel Nicollet—Jt. Bds. 96 and 145: 
MC 42380 Subs. 9 and 10—Minnesota-Wisconsin Truck Line and McCue 
Transfer Co., St. Paul, Minn., certificates to extend operations. 


October 13—Washington, D. C.—Argument: 
28961—Mason City Brick & Tile Co., vs. C. M. St. P. & P., et al. 
29029—-Safety Guard & Manufacturing Co., vs. A. T. & S. F., et al. 


October 14—Detroit, Mich.—Hotel Fort Shelby—Examiner Parker: 
MC 61470 Sub. 1—E. B. Rath, Bryan, O., certificate to extend opera- 
tions. 
October 14—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 60173 Sub. 1—F. G. Gantz, Williamstown, Kan., certificate to ex- 
tend operations. 
October 14—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 146: 
MC 8859 Sub. 2—Eastern Iowa Truck Line, Minneapolis, Minn., cer- 
tificate to extend operations. 
October 14—Pittsburgh, Pa.—Hotel Roosevelt—Jt. Bd. 27: 
MC 11710, Sub. 3—Valley Motor Freight, New Castle, Pa., certificate 
to extend operations. 
October 14—Washington, D. C.—Argument: 
MC 28986—Wisconsin Coal Bureau, Inc. vs. C. M. St. P. & P. et al. 
October 16—Detroit, Mich.—Hotel Fort Shelby—Examiner Parker: 
1. & S. M-2448—Petroleum products from and to Ind., Ohio and Mich. 


October 16—Kansas City, Mo.—Hotel Pickwick—Jt. Bds. 36, 178 and 
140: 
MC 10132—Sub. 10—Lipp Service Station, Park, Kan., 
extend operations. 
MC 29803 Sub. 8—I. Crouse, Dodge City, Kan., certificate to extend 
operations. 


MC 66405 Sub. 6—F. Thompson, Belleville, Kan., certificate to extend 
operations. 
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VICTORY Fleet Day, September 27 


September 27 is designated as Victory Fleet Day by Admiral Land in 
observance of the giant tasks that the American Merchant Marine is 
accomplishing in backing up our fighting forces on the many war fronts 
over the globe. 


tificate 


extend 


Our Domestic Merchant Marine, comprised of firms like Pope & Talbot- 
McCormick, before the war had more tonnage in operation than Amer- 
ica had in foreign trade. Since Pearl Harbor the dependable McCor- 
mick fleet, augmented by a large “foster Fleet” entrusted to us by the 


extend 


government, has been devoted exclusively to supplying the mighty war 
machine for the Allies. 


an One phase of the job is rapidly drawing to completion. Looking to the 
new era ahead, we of the Pope & Talbot-McCormick Steamship Co.... 

are setting our sights on your postwar shipping needs. In our wartime 
~" operations we have gained much in experience and efficiency that will 
‘in, be of great benefit to your company after the war when we will be pre- 
— pared to serve American shippers with an accelerated service pos- 
ik sible with new and superior ships. Hail to Victory Fleet Day ... an- 
t al. 


e other milestone in the progress of the great American Merchant Marine 


| opera- which will serve all industry to their profit. 
. 


rtificate 


e to ex- 


in., cer- : es born = — oll io We eo ee ee ee 


~ ews = mivinle Ls ™ wwe wl. 
os M°CORMICK ood ist” 


>, et al. 








_s POPE & TALBOT, INC. 


con SAN FRANCISCO LOS ANGELES PORTLAND SEATTLE 
) eX 


a NEW YORK PHILADELPHIA BALTIMORE NORFOLK SAN JUAN, P. R. 
>» exten 





Personal Notes 


Daniel J. Deasy, assistant to the. general manager, Alton 
Railroad, Chicago, died September 16 at the age of 67. He 
had served with the Alton and its predecessors since 1918, 
and before that served on the Panama Railroad for 17 years 
and on the Guayaquil and Quito in Ecuador. 


Louis H. Benner, general traffic manager, Socony-Vacuum 
Oil Company, died at New York September 9 at the age of 60. 
He had served with the company and its predecessors since 
1911. 


C. Baker Williams has been appointed assistant to vice- 
president in charge of traffic for the Railway Express Agency 
at New York. Other appointments include: M. J. Harris, south- 
ern traffic manager, Atlanta, Ga.; J. T. Scherman, superintend- 
ent of organization, Chicago; Ray Glancy, superintendent, Lake 
Superior division, Duluth, Minn.; Charles W. Blacklidge, acting 
superintendent, southern Nebraska-Iowa division, Lincoln, Neb., 
succeeding George C. Brokaw, who retired September 1 after 
54 years of express service. 


Ben H. Brown has been appointed assistant to the vice- 
president for the Atlantic Coast Line Railroad at Wilmington, 
N. C. W. K. Helms has been appointed assistant general 
freight agent at Columbia, S. C., for the Atlantic Coast Line, 
the Charleston and Western Carolina, and the Columbia, New- 
berry and Laurens railroads. 


W. C. Smith has been appointed general manager and 
chief engineer for the Detroit Terminal Railroad, Detroit. 


The Senate has confirmed the nomination of Colonel Wil- 
liam J. Williamson, chief of the traffic control division, office 
chief of transportation, Army Service Forces, to be a brigadier 
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general (temporary appointment) in the Army of the Unite 
States. 


The executive committee of the Southwestern Freight Bu- 
reau, St. Louis, has elected J. R. Peel a member of the rate 
committee, following the retirement of Frank Koch, who served 
on the committee more than 27 years. D. Q. Marsh has been 
elected publishing agent, succeeding Mr. Peel. 


Wallace T. Hughes, general attorney, Rock Island Lines, 
was elected general chairman of the Chicago regional chapter 
of the Association of Interstate Commerce Commission Prac. 
titioners at its annual meeting September 15. Others elected 
include: Vice-chairman, Lee R. Cowles, traffic manager, Stand. 
ard Oil Company of Indiana; secretary-treasurer, A. W. Fox, 
Wisconsin Paper and Pulp Manufacturers Traffic Association; 
members, executive committee, Roy V. Craig, traffic manager, 
Allied Mills, Inc.; W. L. Hunter, assistant commerce counsel, 
Milwaukee Road; Ephriam Rigg, assistant general freight traffic 
manager, Rock Island Lines; Gorden E. Riley, traffic manager, 
United States Gypsum Company. 


Paul G. Beach has been appointed advertising agent at 
Los Angeles for the Union Pacific, succeeding Charles E. Miller, 
who died September 8. Joseph P. Gallagher has been appointed 
display manager at Omaha. 


A. L. Johnson has been appointed regional representative 
at Chicago for the recently organized American Waterways 
Operators, Inc., headed by Chester C. Thompson. Mr. Johnson 
will have charge of association activities in Region 1, the ter- 
ritory of the Mississippi, Illinois and Missouri rivers and their 
tributaries. 


Z. G. Hopkins, of the department of publications of the 
Western Association of Railway Executives, Chicago, spoke 
on “Wartime Railroad Experiences As a Basis for a National 
Transportation Policy” at a monthly meeting of the alumni 
association of the College of Advanced Traffic, Chicago, Sep- 
tember 19. Discussing government anti-trust activities, he said 
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that, though issues raised by the government in its recently- 
filed suit against the railroads might result in findings of anti- 
trust act violations, the actions complained of were lawful 
under the provision of the interstate commerce act. 





The Propeller Club of Chicago will hold a Victory Fleet 
day dinner meeting September 27 at the Merchants and Manu- 
facturers Club, Merchandise Mart. Representative Gordon Can- 
field, of New Jersey, will be guest speaker. S. W. Richards, 
— consultant, War Shipping Administration, also will 
speak. 





The Pennsylvania Railroad has appointed R. Eugene Wal- 
ter, William M. Hardt, II, and W. S. Merrick as division freight 
agents, respectively, at Cleveland, Cincinnati, and Washington, 
re C. 


The Seaboard Air Line Railway has announced the fol- 
lowing appointments: W. G. Jones, general purchasing agent, 
Norfolk, Va.; J. L. Brown, assistant. to general purchasing 
agent, Norfolk, and W. P. McClenney, general storekeeper, 
Portsmouth, Va. 


Directors of the Foreign Trade Club of Detroit have elected 
the following club officers: President, H. P. Stewart, Chrysler 
Corporation; vice-president, John W. Kinsey, Micromatic Hone 
Corporation; treasurer, George H. Zimmerman, National Bank 
of Detroit, and secretary, Eugene H. Stein, Western Union 
Telegraph Company. 


M. H. Roberts has been appointed district passenger agent, 
and A. H. Christianson, passenger traffic agent, for the Chicago 
and Eastern Illinois, at a new agency to be opened at Miami, 
Fla., October 1. 





A. L. Engwall has been appointed auditor for the Manistee 
and Northeastern Railway at Manistee, Mich. 


Elmer E. Nelson has been appointed promotional engineer 
at Washington, D. C., for the General Tire and Rubber Com- 
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pany, with duties of promoting for peace-time use rockets now 
used by the U.S. Navy to accelerate the take-off of its airplanes. 

The board of directors of the Alameda Belt Line has electeg 
R. G. Rydin president, succeeding Gerald E. Duffy, ‘who re- 
signed. 





The Trafficmen’s Association of America will hold its first 
meeting of the fall season at the Sherman Hotel, Chicago, Sep- 
tember 26. Leo Deutsch, football coach at St. Rita High School, 
Chicago, will speak. 

The board of directors of the West Virginia Pulp and Paper 
Company September 19 elected William J. Bailey vice-presi- 
dent. John C. Albert has been appointed to succeed Mr. Bailey 
as general traffic manager. The appointments are at New 
York. 


F. G. Malbeuf has been appointed assistant director of 
public information for American Airlines, Inc., New York. 

R. A. Cooke has resumed his position as traffic manager 
for the American Newspaper Publishers’ Association, New York, 
following a period of military service. 

John W. Nourse will retire as passenger traffic manager 
of the Frisco Lines at St. Louis on October 1, after 53 years 
of railroad service. Everett G. Baker has been appointed to 
succeed him. M. Dudley Riggs, returned from service as assist- 
ant director of the division of traffic movement for the Office 
of Defense Transportation at Washington, D. C., will succeed 
Mr. Baker as general passenger agent. P. W. Wilson will be 
elevated to Mr. Riggs’ old position as assistant general passen- 
ger agent. A. W. Arnett has also been appointed assistant 
general passenger agent. All these appointments are at St. 
Louis. Delbert Fields has been appointed southeastern pas- 
senger agent for the Frisco Lines at Birmingham, Ala. These 
appointments were erroneously reported in this column last 
week as having been made by the Illinois Central. 

Charles P. Bell and Harold C. Teater have been appointed 
commercial agents for the Erie Railroad at New York. 





Whether you Ship by LAND, SEA, or AIR... 


the Stanley Steel Strapping System will give your 
containers complete protection with minimum 
weight and bulk. 

Instead of extra heavy packing to prevent dam- 
age to contents by rough war-time handling and long 
transit, you can safeguard your packages yet save 












Pan American 





Airway 
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valuable shipping space by using steel strapping. 
The Stanley Steel Strapping System includes 
tools, reels and accessories for every application — 
everything you need to provide maximum protec- 
tion for minimum weight. 
The Stanley Works, Steel Strapping Division, 
New Britain, Connecticut. 


STEEL STRAPPING AND CAR BANDING ~~ 
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@ In long distance moving, as in 
the air corps, missions make the 
veteran. 


More than 133,000 moving 
“missions” have given Neptune the 
Know-How that professional traffic 
men like. That Know-How, coupled 
with trained men, up-to-the-minute 
equipment, plus access to the 
world’s largest long-distance moving 
organization, makes Neptune an 
ace among movers. 


Find out what a difference Know- 
How can make in handling a 
move for you between any two 
points. Phone, write for details. 


AGENT MEMBER: ALLIED VAN LINES 


NEPIVNE 


ATVRAGE 


NEW ROCHELLE, N.Y. 
PHONE: FORDHAM 4-5900 





THERE GOES A 


DOUBLE A exesou: vx0. 


on business for Uncle Sam 


In the hold of the ship, heading toward 
the horizon of Lake Michigan, is a 
loaded freight train. It has come from 
the East or Southeast to be loaded, 
without breaking bulk, on a ferry at 
Frankfort. On its return the ship will 
carry a train from the West, North 
or Northwest via Manitowoc, Ke- 
waunee, Menominee or Manistique. 


In either direction, the Ann Arbor 
ferry is carrying materials essential 
to victory ... taking them quickly 
and safely to points where Uncle Sam 
needs them. Ann Arbor is glad to be 
able to be helping win America’s bat- 
tle of transportation. 


F. G. Maxwell, Traffic Manager 
Cherry Street Station, Toledo, Ohio 





DON'T MARK IT “RUSH 
MARK IT “MERCHANTS 


5,802 Miles of Daily Service 
Criss Crossing the Middlewest 


MERCHANTS MOTOR FREIGHT, Inc. 


ST. PAUL, MINNESOTA 
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Gliders on 
Steel Kiils 


Glider troops are playing a big part in the present 
European invasion and without them our military 
effort would be less potent. 


Just as these military gliders are essential so are 
freight locomotives and freight trains—gliders on 
steel rails—essential to the continued war successes. 


Railroads—all of them united for victory—turned 
the tide of production by carrying an overload of 


tials to where they are needed and to ports of 
embarkation. 


When today’s war is over, railroads will continue 
to glide the freight across the nation and no less 
important in the picture will be the matter of inter- 
change. That's the activity of sorting and re-assem- 
bling cars at gateways such as Peoria where the 
P. & P. U. Ry. has been performing this all-important 
function for the past sixty-three years. You can con- 
tinue to bank on our cooperation now and in 
postwar. 






E. F. Stock, Traffic Manager—Union Station, Peoria, Ill. 
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PEORIA & PEKIN UNION RAILWAY 





TRAFFIC WORLD 


Railroad Earnings 


Based on advance reports from eighty-six Class I railroads, 
whose revenues represent 81.3 per cent of total operating rev- 
enues, the Association of American Railroads estimated that 
railroad operating revenues of $665,343,151 in August were 2.3 
per cent more than in the same month of 1943. This estimate, it 
was pointed out, covered only operating revenues and did not 
touch on the trends in operating expenses, taxes, or final in- 
come results. 

Estimated freight revenues of $490,648,747 in August were 
greater than in August, 1943, by 2.8 per cent, while estimated 
passenger revenues of $130,194,102 were greater by 0.4 per cent. 
Data by districts follow: 


Eastern District. Thirty-four Class I railroads, whose revenues rep- 
resent 91.1 per cent of total operating revenues in the Eastern District, 
estimated that their operating revenues of $325,624,859 in August were 
greater than in August, 1943, by 0.2 per cent. Freight revenue of $238,- 
262,711 was estimated to have decreased 0.3 per cent and passenger 
revenue of $65,913,926 increased 1.2 per cent. 

Southern Region. Sixteen Class I railroads, whose revenues repre- 
sent 64.5 per cent of total operating revenues in the Southern Region, 
estimated that their operating revenues of $73,139,396 in August were 
greater than in August, 1943, by 5.3 per cent. Freight revenue of $53,- 
439,545 was estimated to have increased 7.6 per cent, and passenger 
revenue of $15,728,001 decreased 2.1 per cent. 

Western District. Thirty-six Class I railroads, whose revenues rep- 
resent 76.3 per cent of total operating revenues in the Western District, 
estimated that their operating revenues of $266,578,896 in August were 
greater than in August, 1943, by 4.0 per cent. Freight revenue of $198, 
946,491 was estimated to have increased 5.4 per cent and passenger 
revenue of $48,552,175 increased 0.1 per cent. 


U. P. BROADCAST TIME CHANGED 


The Union Pacific’s weekly half-hour broadcast will be 
transferred from Saturday to Sunday afternoon, beginning 
October 15, according to an announcement by the Mutual Net- 
work, over the 115 stations of which the program is aired. The 
announcement quotes W. M. Jeffers, president of the railroad, 
as saying that the program is especially suited to Sunday after- 
noon broadcasting because it is sponsored by Union Pacific em- 
ployes, many of whom cannot listen to it because they are at 
work on Saturday afternoon. The program features interviews 
with western industrial executives and with employes of the 
railroad. 


PITTSBURGH PRACTITIONERS’ MEETING 


September 25. John M. Cremmins, attorney, Koppers Com- 
pany, will speak on “The Defense Plant Corporation.” 


CHANGES IN DOCKET 
Hearing Fourth Section Appl. 20915, September 21, Washington, 
D. C., postponed to date to be fixed. 
Hearing |. & S. M-2428, September 23, Brooklyn, N. Y., cancelled. 
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‘ ‘ . The Pittsburgh region chapter of the Association of Inter- 
raw materials and parts to production lines and then state Commerce Commission Practitioners will meet in the RO 
rushing finished military goods and civilian essen- rooms of the Traffic Club of Pittsburgh, William Penn Hotel, = 


Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacifle Ry.; Chieage & North Western 
Ry.; Chieago & I!linols Midland Ry.: JlInois Terminal Railroad Co.; Inland Waterways 
Corp.; Minneapolis & St. Louis R. R.; Alton Railroad; Atchison, Topeka & Santa Fe Ry.: 
iMineis Central R. R.; Pennsylvania Railroad; Peoria Terminal R. R.; Chicago, Burlington 
& Quincy Railroad; New York, Chicago & St. Louis Rallroad; Cleveland, Cincinnati, 
Chicago & St. Louis Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R 















You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 


“One of America's Rallroads—All United for Victory” 
Don't Forget to Buy Those War Bonds 
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September 23, 1944 


Our No. 1 Job just now is, of course, building military Trailers. All 
seven Fruehauf factories are 100 per cent on Government work. 
Our No. 2 Job, which we feel is equally essential—because it helps 
the Home Front maintain the War Front—is keeping your Truck- 
Trailers rolling. 


To do this, there are completely stocked and equipped Fruehauf 


Service Stations in about fifty cities across the country. There’s one 
conveniently close to you. 
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ROCK ISLAND LINES 


ONE OF AMERICA’S RAILROADS—ALL UNITED FOR VICTORY 


“BOUND 
TO GET THERE” 
WITH 


ACME 


STEELSTRAP AND 


2844 ARCHER AVENUE UNIT-LOAD 


@ CHICAGO 8, ILLINOIS 











ROUTE VIA GALVESTON 


| Carchul Handling AND 
Quick Dispatch 
GALVESTON WHARVES 


Ww Est. 1854 


Geo. Sealy, Chairman F. W. Parker, General Manager 
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IN WAR-IN PEACE 
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Classified Adver 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 





(Reader ads —$1.00 a line, minimum 3 lines. Classified display —S15 a column inch.) 
S time, 2 time.Classified di' discount rates + 








WANTED: Position as traffic manager of industrial concern or 
short line railroad. 33 years’ experience in traffic work, 20 years of 
which was employed as general frt. and pass. agt. of short line rail- 
road, and 2 years as traffic manager of industrial concern. Box 276, 
Chicago office Traffic World. 








WANTED TO BUY—Used Wetzel tariff file cabinets. 
279, Chicago office Traffic World. 


Address Box 





DESIRE CONNECTION requiring administrative and supervisory ex- 
perience with Traffic Department Chamber Commerce. R. R., Airline, 
Motor Carrier, Rate Bureau, Tariff Pub. Agt., Sales-Service or com- 
parable activity. Middle age. Excellent health. Willing transfer any- 
where. Salary dependent on location and responsibilities assumed. 
Box 280, Chicago office Traffic World. 





NEW TRAFFIC COURSE now ready. Material in our well-known 
resident course available by mail, including current classifications, 
actual tariffs—rail, motor, forwarding, air, express, water—covering 
rates, rules, routes, demurrage, storage, transit, claims, etc. Low cost 
—liberal terms, Enrollments, will be limited because of tariff supply. 
College of Advanced Traffic, 12 E. Jackson Blvd., Chicago 4. 





60-TON LOCOMOTIVE 


Storage Battery Type, built by General Electric Co. in 1930. Double 
truck, 4-motor type, each 75 H. P. Steeple cab. Good condition. 


Complete specifications available. 


IRON & STEEL PRODUCTS, INC. 


13450 S. Brainard Ave., Chicago 33, Illinois 
“ANYTHING containing IRON or STEEL” 








A GOOD INVESTMENT 


For the daration or post-war— 


Save demurrage, switching, extra handling costs, damaging 
foreign cars, etc. 


Which of these cars could you use? 


55—Hopper, Double, 50-Ton 
10—Hopper, Side-Discharge, 50-Ton 
100—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
14—Ballast, Composite, 50-Ton 
25—Box, 36-Ft., 40-Ton 
6—Dump, K & J, Automatic, 30-Yd., 50-Ton 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 
4—Dump, Western, 20-Yd., 40- and 50-Ton 
20—Flat, 40-Ft., 40- and 50-Ton 
38—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 
9—Gondola, 50-Ton, High-Side, Steel 
30—Tank, 8000-Gallon, 40 & 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced to selll 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S$. Brainard Ave., Chicago 33, Illinois 
‘‘ANYTHING contelaing IRON or STEEL" 






TRAFFIC WORLD 


DOCKET OF THE COMMISSION 


(Continued from page 804) 


October 16—Los Angeles, Calif.—Fed. Bldg.—Examiner Freidson: 
MC 19416 Sub. 5—C. H. Dunn, Dallas, Tex. 


October 16—Minneapolis, Minn.—Hotel Nicollet-—Examiner Dunn: 
MC 104688 Sub. 7—Indianhead Truck Line, St. Paul, Minn., certificate 
to extend operations. 
October 16—St. Louis, Mo.—Mark Twain Hotel—Examiner Simmons: 
MC 105146—Columbia Motor Transport Co., St. Louis, Mo., certificate, 
October 16—Washington, D. C.—Examiners Croft and Kassell: 
1. & S. M-2240—Minimum charges in central territory. 
1. & S. M-2436—Minimum charges per shipment in east. 
1. & S. M-2450—Continental Transportation Lines, Inc., 
charges. 
October 16—Washington, D. C.—Argument: 
* 28971—Certain-Teed Products Corp. vs. A. & St. A. B. et al. 
* 28971 Sub. 1—Celotex Corp. vs. Aberdeen and Rockfish et al. 
* 29033—United States Gypsum Co. vs. Aberdeen and Rockfish et :i. 


October 17—Chicago, IIl.—Sherman Hotel—Jt. Bd. 54: 

MC-C 406—Dohrn Transfer Co. vs. Rock Island Motor Transit Co. 
October 17—Dallas, Tex.—Baker Hotel—Examiner Waters: 

MC 50544 and Subs. 1, 2, 3, 4, 5, 6, 7, 8, 9, 10, 11, 12, 14, 19, 21, 22, 

24 and 30.—Texas & Pacific Motor Transport Co. 

October 17—Vernal, Utah—Ct. House—Jt. Bds. 213 and 280: 

MC 104680 Sub. 1—S. D. Tanner, Vernal, Utah, certificate. 

MC 104041 Sub. 2—Jacobson and Allen, Vernal, Utah, certificate to 


extend operations. 
Highway 
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DEPENDABLE SERVICE 











| Services in 
Washington, D. C., and 


Commercial Zone: 


1. Pool Car Distribution—On B. & O R. R. 
Siding—Economical—Fast—Dependable 


2. Local Cartage 


The Jacobs Transfer Company, Inc. 


Established 1859 
61 Pierce Street, N. E. & 


Phone District 2412 














Washington 2, D. C. 
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_ NEW SERVICES 


For the areas served by: 


port 

> 

> AKRON 

a] CLEVELAND 


Direct, faster merchandise cars to: 


1d TEXAS, LOUISIANA, MEXICO and ST. LOUIS, MO., 


at rates no higher than rail. 


ar | AKRON CLEVELAND 
Office: 335 S. Main Street Office: 972 Union Commerce Bldg. 
Phone: Jefferson 6939 Phone: Main 3861 


J. W. Montigney, Asst. to the President 
John F. Roetzel, General Agent 

RECEIVING TERMINAL RECEIVING TERMINAL 

77 N. High Street 308 Central Viaduct 


J. L. Dorsey, General Agent 









fr if j 
Offices and Agencies in Principal Cities 


(PHOTO BY FAIRCHILD 
AERIAL SURVEYS, INC.) 


A major war isn’t won by ninety-day 
volunteers (as Lincoln discovered) —and 
it isn’t won by dollars which claim re- 


lease from active duty, at the whim of 
the bond-holder. 


With the current cost of the war exceed- 


ing the national income, there is no pos- 


sibility of putting it upon a pay-as-we-go 


basis. Taxation has reached the point of 
diminishing returns. A good part of the 


cost of the war must be projected into the 


post-war years, when we are reaping the 


fruits of victory. 


Your share of these deferred payments 
is represented by the bonds you hold. 
The “duration”, as specified on the face 
of each bond, is ten years. To cash them, 
unnecessarily, before maturity—to with- 
draw your dollars from the fight—is to 
earn dishonorable discharge from the 
nation’s service. The stigma should be as 


Onerous to the civilian, as to the soldier. 


ARBORSIDE 


WAREHOUSE COMPANY, 


R. B. M. BURKE, Vice-President 


INC. 


34 EXCHANGE PLACE, JERSEY CITY 
Executive Office: 66 HUDSON ST., NEW YORK 





